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SAYING IT NOW 

Were Donald D. Conn to die, we and others who 
have been interested in his work would, doubtless, feel 
constrained to pay tribute to him in more or less well 
chosen words for what he did as manager of public rela- 
tions of the car service division of the American Railway 
Association, from which position he is retiring. We 
have thought it might be a little more gracious to Mr. 
Conn, and it certainly is more pleasant for us, to say 
now, while Mr. Conn is still able to read, that he has 
done a great work in the transportation field and, so far 
as practical accomplishments in this world are con- 
cerned, there need be nothing more on his part to insure 
a suitable inscription on his tombstone. Of few men 
can this be said. Most of us go through life without 
accomplishing anything worth while, or even trying very 
hard to accomplish anything. 

The idea of the shippers’ regional advisory boards 
was Mr. Conn’s. Not only that, but the work of organ- 
izing them and making them function effectively was 
also his. He is both an idealist and an executive. The 
American Railway Association is entitled to much credit 
for seeing the merit of his idea and giving him a chance 
to work it out, but, for all that, his work was effected in 
the face of many obstacles—even of derision. We have 
heard from the mouths of able men the statement that 
it couldn’t be done. But it was done, and the result 
shows what may be accomplished by an earnest man 
who believes in an idea that is sound, and how like 
sounding brass and tinkling cymbals are the feeble 
protests of those who are not concerned with large ideas, 


fort and ease. 

We, therefore, salute Mr. Conn, while he is still in the 
vigor of youth and health, paying him respect for what 
he has already done and wishing him success in what he 
may attempt for the future, confident that, whatever his 
endeavors may be, the element of public service will not 
be absent from his consideration. 


FREIGHT RATES 

In the June 18 number, The Traffic World will begin 
publication of a series of fifty-two articles on the subject 
of freight rates, by G. Lloyd Wilson, whose articles on 
similar subjects have become so well known to readers 
of this magazine. The articles will be published one 
every two weeks, alternating with the articles in the 
series now running on “Coordinated Terminal Services,” 
until the latter series is finished. After that, one of the 
articles in the series on freight rates will be published 
each week. 

Following is an outline of the series, some of the 
subjects in which will be covered by single articles and 
others in which will require two or three articles each: 


I. Trarric GEOGRAPHY 
Physiographic Areas 
Railroad Groupings 
Traffic Territories 
Rate Territories 
Traffic Associations 
Traffic Sources and Characteristics 
II. PrincrpLtes AND PRACTICE OF RATE MAKING 
Rate Factors 
Classification as a Rate Making Problem 
Railroad Rate Making Organizations 
Tariff Publishing Organizations 
Procedure in Rate Making 
III. TerrrirortaL RATE BAsEs 
Rates in New England Territory 
Rates in Trunk Line Territory 
Rates in Central Freight Association Territory 
Rates in Southern Territory 
Rates in Western Trunk Line Territory 
Rates in Southwestern Territory 
Rates in Intermountain Territory 
Rates in the Pacific Coast Territories 
Transcontinental Rate Adjustments 
IV. Rat ANp OTHER TRANSPORTATION RATES 
Standard and Differential Routes and Rates 
Rail and Lake Rates 
Rail and Coastwise Water Rates 
Rail and Intercoastal Rates 
Rail and Inland Waterway Rates 
V. Spectra Rate STRUCTURES 
Port Differential Adjustments 
Import Rates 
Export Rates 
VI. Rate REGULATION 
State 
Interstate 
Regulation by Courts 
Finances and Rate Regulation 
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manufacturers and jobbers that they are 
locating plants and branches along its lines 
in ever increasing numbers. 


These locations are situated in or 
near well developed communities affording 
unlimited electric power, coal and water, 
and served by unexcelled facilities for 
freight and passenger transportation. 


Illinois Traction System has available along its lines 


numerous splendid industry sites offering advantages well 
worthy of your investigation. 


This highly developed electric railway serves the prin- 
cipal cities of Central Illinois, as well as the great St. Louis 
industrial area. It is the only railway with independent en- 
trance over its own bridge into the city of St. Louis. 


Joint freight rates and physical track connections with 
all principal steam railways make possible shipments over its 
lines to or from any point in the United States. Standard 
freight equipment is freely interchanged with all railways. 
Industries and private sidings on connecting lines may be 
reached under reciprocal switching arrangements. 


Write the Traffic Department, Illinois Traction 
System, Springfield, Illinois, for detailed in- 
formation concerning industrial sites available. 
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June 4, 1927 


As to the scope of the series and the importance and 
magnitude of the subject dealt with, we have thought 
best to use the author’s own words. He says: 


The making, analysis and use of freight rate data are among the 
most important in all of the category of traffic problems. In the days 
when railroads were new, the making of rates was a relatively simple 
manner, but, with the economic development of the United States, 
the expansion of industry, and the increase in commercial activity, the 
rates made by the railroads have become so complicated that only a 
favored few can gaze down from a height to see the pattern upon 
which the structures are made. Many rate men, who are intimately 
familiar with the actual point-to-point rates on certain commodities 
in given territories, do not have the means at their disposal to 
examine the whole structure in any of these territories much less all 
all of them. It is difficult for them to see the forest for the trees. 

For many years rates, like Topsy, “just growed.” Rates were 
made as required to move traffic that was offered, with little thought 
of the future or working out plans for the relationship of rates on 
different commodities, on different railroads, on railroads as com- 
pared with steamship and express rates, or in one section of the 
country in relation to other sections. 

Then inter-relationship of rates became felt and conscious 
efforts were made to establish rate relationships through class rate 
scales, differential rate relationships, percentage plans, and other 
devices. From 1876 until 1920, the rate structure of the United 
States resembled a mosaic with rate systems dovetailed into a maze 
of variegated adjustments. 

The greatest fault with the rate structure in the past was its 
complete lack of uniformity and balance. Although efforts were 
made to adjust rates with some regard to the needs of the carriers 
for revenues sufficiently high to enable the roads to maintain adequate 
service, no constructive efforts were made as a general thing to 
reconcile rate levels and rate structures with financial requirements 
of the carriers and the needs of industry. 

The transportation act of 1920 established a new rate policy. 
Section 15A of that act directed rates to be made with the revenues 
of the carriers as one very definite requirement in establishing a fair 
rate structure for each territory. Since 1920 the Interstate Commerce 
Commission has investigated one rate structure after another as 
well as thousands of individual rate adjustments seeking, through 
the testimony of shippers and carriers, to evolve structures which 
will meet the legitimate needs of efficiently managed carriers for 
revenues to support adequate transportation and provide a reason- 
able rate of return, at the same time moving traffic freely without 
unjust discrimination or undue preference. 


The purpose of the present series of articles is to draw a con- 
cise picture of the present rate structures of the United States for 
those who wish an adequate and yet concentrated body of data 
upon this vital subject. Rates and rate structures grow out of the 
needs of commerce, industry, and carriers for prices for transpor- 
tation services that are fair in themselves and not unreasonably 
discriminatory or unduly prejudicial when compared with each 
other. The needs of commerce, industry, and the carrier are based 
upon certain physical factors, so the study begins with a discussion 
of the effect of geographic factors upon economic development, a 
survey of the major geographic districts into which the United 
States is divided, a survey of the groupings of rail carriers, a 
delineation of the major rate territories, the territories of the traffic 
associations through the action of the members of which rates are 
made, and a survey of the sources of freight traffic upon which 
rates must be made. 


The second section of the study deals with principles and prac- 
tices of rate making as applied in the United States. This section 
includes a survey of rate factors, the principles of classification, rate 
making organizations, tariff publishing agencies and procedure in 
establishing rates. 

The third section deals with the salient features of the rate 
structures in each of the major rate territories. The basis for the 


structure is studied with the end in view of stating the cardinal , 


principles as succinctly as is possible. 

Section four deals with rates made by the rail carriers in con- 
nection with differential routes, including differential all-rail, rail- 
and-lake, rail-and-water (coastwise), rail and intercoastal combi- 
nations and rail-and-inland waterway rates. 

The fifth section deals with the special adjustment of domestic 
rates to and from the ports and the adjustments,of import and ex- 
port rates by railroads. 

The sixth and final section deals with the problems of rate 
regulation, by the state regulatory commissions, the Interstate Com- 
merce Commission, the courts and other state and federal bodies. 

The author approaches the preparation of the series with hu- 
mility and trepidation. No one man can capture more than the 
essence of this problem even in the compass of a series of articles 
of this length. The hope remains, however, that a comprehensive 
study of rates and rates only will assist others in understanding one 
of the most confusing and difficult phenomena in the many difficult 
branches of traffic management. 


As to the author himself, the name of G. Lloyd Wil- 
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son has become familiar wherever transportation is 
studied and discussed, not only because of the books he 
has written and his educational work at the University 
of Pennsylvania and Temple University, but because of 
his many articles in The Traffic World on industrial 
traffic management and the many phases of traffic and 
transportation. His work, though it exhibits a theoretical 
mind and the fruits of much research, is valuable also 
because he has a solid practical foundation. He has not 
only written about traffic, but he has worked at the job. 


After graduating from Swarthmore College, where 
he received the degree of Bachelor of Arts, he worked in 
various capacities, all connected with transportation, for 
the ordnance department of the U. S. Army and with the 
Shipping Board, and was, for a year and a half, traffic 
manager for the Chester Shipbuilding Company and the 
Merchant Shipbuilding Corporation. He is at present 
assistant professor of commerce and transportation in 
the Wharton School of Finance and Commerce of the 
University of Pennsylvania and also assistant professor 
in the Graduate School of Business Administration of 
that university. From Pennsylvania he has received the 
degrees of Master of Arts, Doctor of Philosophy and 
Master of Business Administration. His lectureships 
incude Temple University, Moore School of Electrical 
Engineering, and Towne Scientific School. 


CAR SERVICE REPORT 


In expressing the opinion that the traffic of the country 
could be handled for some time to come with a total decrease 
of 100,000 cars in the ownership of open top and box car equip- 
ment, the car service division of the American Railway Associa- 
tion in a report approved by the board of directors of the asso- 
ciation at Atlantic City (see Traffic World, May 28), said that 
that would be possible, provided: 


(1) That there be a continuation of the replacement of the 
smaller capacity and less efficient cars with cars of modern type. 

(2) That there be a continuation of the present plan of main- 
taining equipment at the highest practical point, as determined by 
the necessities on the individual roads. 

(3) That there be a further increase in the miles per car per day 
of at least one mile. 

(4) That further intensive consideration of the load per car be 
given by railway management and all the shippers’ regional advisory 
boards with a view of increasing tons per car to the greatest possible 
extent and not less than average of one ton per car: 

(a) By the receivers wherever practicable buying in carload 
rather than specified quantities; 

(b) By careful check on the part of shippers to load cars to 
their maximum carrying capacity where they are not limited by the 
receivers’ requirements. 

(5) That there be careful supervision on the part of industries 
as to loading and unloading of equipment with a view of making a 
reduction of at least 20 per cent in the amount of demurrage assessed 
during the year 1926. 


In the report, the division said: 


Never in history were the railroads in better condition to meet 
the heavy transportation demands of the shippers of this country 
than they are this year. This situation has been largely brought 
about by the large capital expenditures which the railroads have 
made in the past few years for new equipment and other improve- 
ments to property used for transportation purposes and also by 
greater cooperation between the public and the railroads, mainly 
through the various shippers’ regional advisory boards that have 
now been organized in all parts of the country. 

The placing in service of 602,507 modern high capacity cars, either 
new or rebuilt, the retirement from service of 545,238 low capacity, 
inefficient cars, and also the placing in service of 10,862 locomotives 
since January 1, 1923, has without doubt been the principal outstand- 
ing cause of this increased efficiency. 

The railroads have fewer freight cars and locomotives in the 
number of units now than they had at this time last year but the 
potential and effective capacity of the equipment today is greater. 
In the case of freight cars, the average capacity today is 45.33 tons 
compared with 44.87 tons jast year and 43.10 tons in 1923. Due to 
improvements that are constantly being made, the average tractive 
power of locomotives also is now about 10 per cent greater than in 
1923 but their coal consumption is less. Fewer freight cars and lo- 
comotives now are in need of repair than at this season in any 
previous years. 

There has also been a better distribution of cars due to a con- 
tinually increasing cooperative effort on the part of carriers with one 
another and a more comprehensive current knowledge on the part 
of the car service division of the transportation needs in various 
parts of the country. This has likewise contributed to the present 
efficiency of the railroads. 

Not only has the volume of freight traffic been the greatest during 
the first four months this year for any corresponding period on 
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record, but freight shipments have been and are being handled by 
the rail carriers with the greatest dispatch on record. This has 
been due not only to the more prompt loading and unloading of 
freight by the public but also to elimination of delays to freight ship- 
ments in terminals and along the right of way. The improved con- 
dition of railway equipment has played a substantial part in expedit- 
ing the movement of freight. : 

As indicative of the increased efficiency that is being attained 
in the use of freight cars and the increased speed with which freight 
shipments are being handled the average turnaround in 1926 for 
active cars units in service, excluding cars awaiting repairs and sur- 
plus, was 14.7 days as compared with 16.1 days in 1923. 

Not only are freight shipments being handled more promptly 
but freight cars are also being loaded somewhat more nearly to 
capacity than in previous years. 


As to the traffic outlook for the present year, the report 
said: 


The car service division estimates the revenue freight loading 
for the 52 weeks of 1927 as 52,762,737 carloads compared with 53,308,753 
carloads in 1926 or a decrease of 546,016 carloads. This decrease is 
due principally to the exceptionally heavy movement of export coal 
to England in 1926 and the curtailed output of bituminous coal in 
1927, due to large stocks on hand on April 1 in anticipation of stop- 
page of mining in union fields. In making this estimate no considera- 
tion has been given to the possible effects of the Mississippi River 
flood on the total carloadings of the year. 

The supply of box cars in all parts of the country is sufficient 
to meet all requirements. While yet too early to venture any definite 
predictions as to the winter wheat production this year, the best 
information, based on careful analysis of acreage and crop con- 
ditions, indicates that the movement will be as heavy as last year, 
although distributed over a larger area. 

The box car distribution at this time is quite satisfactory. As 
of April 15, the western roads had 93.8 per cent of ownership of 
box cars on line compared with 90.3 per cent a year ago, represent- 
| an increase of 11,126 cars or 2.7 per cent. As of the same date, 
642 out of every thousand box cars owned by western lines were on 
home roads, compared with 625 cars per thousand last year. The 
number of western box cars on eastern lines was the lowest ever 
recorded at this season of the year. There has been maintained a 
constant flow of western box cars to home lines through Chicago 
and St. Louis from eastern territory, this being a fundamental neces- 
sity if the box car supply in the west is to. be maintained. 

Bituminous coal production for the first three months this year, 
intensified by the anticipated suspension in the union fields, was 169,- 
967,000 net tons, the highest production on record for the same period 
of any previous year, and exceeded by 23,591,000 tons or 16.1 per cent 
the production during the corresponding period last year. The in- 
creased volume of coal traffic was handled by the carriers without car 
shortage or congestion. Production since April 1 has been approxi- 
mately 8,000,000 tons weekly or about 1,250,000 tons less than the 
previous year. The decreased production was due to the large re- 
Serve stocks accumulated in the hands of consumers in anticipation 
of = suspension on April 1 and the lack of demand presently 
existing. 

That the lack of demand is real and not fancied is demonstrated 
by the fact that the railroads, as a whole, are holding in excess 
of 26,000 cars of unbilled coal on mine sidings awaiting billing in- 
structions. 

Demands for open top cars for the handling of steel, sand, stone 
and gravel will be as heavy at least as during 1926 and in all prob- 
ability will be slightly heavier. No difficulty is anticipated in handling 
the 1927 open top car requirements. There has been an ample supply 
of refrigerator cars at all times. 


TRANSPORTATION STUDY REPORT 


The Bureau of Railway Economics has issued a pamphlet on 
“Some Economic Phases of Transportation” which embodied a 
report of the bureau to the American Railway Association. The 
bureau discusses the importance of the transportation function, 
the importance of adequate and efficient transportation, the im- 
portance of adequate railway rates, the increase in railway effi- 
ciency since 1920, capital expenditures, car miles per car day, 
physical condition of equipment, reserve equipment, railway pur- 
chases, freight rate trends since 1920, conclusions based on spe- 
cial commodity studies, price fluctuations and rate stability, 
distribution of farm products, and increased production of fruits 
and vegetables. In a summary, the bureau said: 





To attempt adequately to discuss the economics of transpor- 
tation within a few short pages would be difficult and imprac- 
ticable. But a few general statements may be laid down, which 
will approve themselves to intelligent business men and citizens. 
These statements are outlined briefly as follows: 

1. Rail transportation is vital to the economic welfare of the 
— States, including its industry, its commerce, and its agri- 
culture, 

2. To be the most effective possible instrument of commerce 
and distribution, railway service must be efficient, adequate, 
prompt, and dependable. 

38. Adequacy and efficiency of railway service can only be 
secured by charging rates for that service that are adequate as 
well as reasonable. 

4, Other things equal, it is of greater importance to the pro- 
ducer, shipper, distributor, and user of goods to receive adequate 
transportation service than to secure rate readjustments at the 
cost of inadequate service. 

5. The efficiency and adequacy of rail service has been much 
improved since the railways were returned to their owners by 
the government in 1920. 

6. At the same time, following the rate increases made effec- 
tive by the Interstate Commerce Commission in 1920, freight rate 
levels have been materially reduced. 

7. Special studies, dealing with commodity prices in their 
relationship to transportation costs, and applying to a number of 
selected agricultural commodities, indicate that freight rates have 
been relatively stable during the past three years, while prices 
have fluctuated widely. This leads to the conclusion that freight 


— have not been a factor in the fluctuation of commodity 
prices. 


Under the heading, “Freight Rate Trends Since 1920,” the 
bureau said: 
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Many freight rate adjustments have been put into effect sing 
the rate increases made by the Interstate Commerce Commissio, 
in 1920. These adjustments have brought the freight rate level y 
a whole down, to, or even below, the relative level of prices y 
the present time. 

A comparison of general rate levels may be made on the bagi; 
of average railway receipts per ton-mile. While this averag 
varies somewhat according to the character of the traffic, ye 
it supplies an approximate measure of trends in the rate struc. 
ture as a whole. 

Briefly stated, taking the average receipts per ton-mile during 
the years 1911 to 1917 as 100, the average increased to about 177 
in 1921, and has since been reduced to about 150. In other words 
there was an increase of 77 per cent to the peak, with a subse. 
quent reduction equivalent to more than a third of the increase 

Based upon the average receipts per ton-mile reported each 
year from 1921 to 1926, definite and pronounced savings have bee) 
vouchsafed to the shippers of the country through the reductions 
year by year since 1921. This is indicated in the following table 
which shows, for each year subsequent to 1921, the amount saved 
by the shippers in reduced freight charges, compared with what 
they would have paid had the rates remained at the levels of 1921, 


SAVINGS TO SHIPPERS IN REDUCED FREIGHT CHARGES 
COMPARED WITH 1921 


Year Amount 

Wc aes Ride Rte w ane eiglarei ye ele eeietare $332,500,000 

NS: 5, “as'aura orth aval yar alla obacercetaatai seers 656,236,000 

Rs ren eat eee 617,580,000 

NI 6 Gi aside Seow sos os iacpnteere are tei ovanauelacereteice 736,589,000 

I ate ce ak cctcr ec dancs oi akg ave o hela ieee 856,994,000 
RAS ne ere cr arene ira ess 


$3,199,899,000 


According to this comparison, the savings to the shipping pub- 
lic from reduced freight rates since 1921 have reached an aggre- 
gate of nearly $3,200,000,000 during the past five years, and these 
savings are continuing on a progressive basis. 


An important consideration in connection with freight rates 
is the relationship of rate levels to general price levels. Such a 
relationship is supplied by comparing the relative increase in ay- 
erage receipts per ton-mile with the corresponding relative in- 
crease in general prices. The United States Bureau of Labor 
Statistics issues periodically an index number of prices, and a 
corresponding index number of freight rate levels can also be 
computed. 

This has been done, using the ten-year average from 1900 to 
1909, inclusive, as the base period. The comparison shows that 
during the past five years, or since the spring season of 1922, 
freight rates have at all times been relatively lower than whole- 
sale prices. In January, 1927, the index number (on the 1900-1909 
base) for all commodities stood at 169.7, while the freight rate 
index number was 135.2. 


Discussing the “importance of adequate railway rates,” the 
bureau said: 


The old doctrine that the laborer is worthy of his hire holds 
as true for the railroads as it did centuries ago, or as it does for 
the individual worker in any line of activity. 

The primary requirement on the railways is that they shall 
supply adequate service to the public. For this service they are 
entitled to a reasonable and fair compensation. As the freight 
and passenger rates charged by the railways are under the con- 
trol of government authority, it is incumbent upon the public, 
acting through their governmental agencies, to see that the com- 
pensation the railways receive in the form of railway rates, in 
return for services rendered, shall be in fact compensatory. In 
other words, rates should be adequate not only in the sense that 
they lie within the limits of reason, but also that they will meet 
the necessary expenses of operation, including wages to em- 
ployees, taxes and fixed charges; supply a fair return on the value 
of the property used in transportation service; finally, establish 
and maintain a credit sufficient to attract the investment of new 
capital into the industry. This new capital is needed to meet 
the requirements for present and prospective transportation facil- 
ities and service. Otherwise, the railways cannot keep up their 
plant, maintain it at current levels, and enlarge it to meet the 
growing commercial and agricultural needs of the country, and 
the whole economic fabric would suffer accordingly. 

Without discussing freight rates in detail, or their specific 
relationship to any particular price levels, it may be pointed out 
that every reasonable man accepts as sound doctrine that ade- 
quate railway rates must be permitted, if adequate service is to 
be continued. 

In fact, the problem of the adequacy of transportation service 
becomes paramount in any consideration of the cost of that serv- 
ice to the public. This economic: principle has recently been 
summoned up by ex-President Hadley of Yale University in the 
following words: 

“It is quite. as important for all parties to secure a 
supply equal to the demand at any given price or rate as 

it is to have that rate fixed as low as possible.” 

A broad perspective is thrown on the problem of adequate 
rates by the transportation act of 1920, which specifically con- 
templated that the railways as a whole, or in rate groups, should 
be granted rates to assure them a “fair return” on their properties 
devoted to public use. The question of the real value of rail- 
way property is still under consideration by the Interstate Com- 
merce Commission and the courts, and need not be discussed here. 
But the following assertion can be made: accepting the lowest 
possible valuation basis of the Interstate Commerce Commission 
the railways have averaged a return on that value, since 1920, 
considerably below the “fair return” fixed by that Commission. | 

Computing their return on the basis of the rate earned on rail- 
way property investment, that is, the book value of road and 
equipment, plus an allowance for working capital in the form of 
cash, materials and supplies, the return has ranged between 4 
minimum of 2.92 per cent in 1921 and a maximum of 5.13 per cent 
in 1926. The rates earned each year have been as follows: 


Rate of return on 


Year property investment 
ME. swaeegeegacacbe che +ctke een 2.92% 

RS cee ee, Aye cork Gk ek ee 3.61 

CT,’ steln cl cidicns oars oaeraietoatpaietaerae dee sls 4.48 

EE? S.o-s fat nag igs abe orn Grier erate has wa ae alee 4.33 

MIS Seca: or es 6 estas a Gh eee a eaten ace ego 4.85 
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Uniformity in Air Port Marks and Lights.—Taking what now 
it seems was the wise man’s long look ahead, Congress last 
year passed what is known as the air commerce act of 1926. 
It authorizes the Secretary of Commerce to make what may be 
regarded as the beginnings of the regulation of commerce by 
air among the states and with foreign nations, such as the 
interstate commerce act authorizes with respect to railroads 
and ships operated in connection with railroads. The act 
charges the Secretary of Commerce with the rating of air navi- 
gation facilities. Secretary Hoover is an enthusiast about stand- 
ardization, to the end that there may be uniformity and the 
minimum of waste. Lindbergh’s inability to identify the air 
port at Le Bourget until he had circled Paris, brought home to 
those who had thought of Hoover’s enthusiasm for standardiza- 
tion, the necessity of having the lighting and other marks of 
identification of such facilities the same, not only in the United 
States, but throughout the world. It is suggested that the flyer 
from Kamschatka is entitled to know the marks of a landing 
field at Shelby, O., even if he can’t read a word of English 
and never has heard of the place. Had Lindbergh crashed at 
Paris because he saw pilot lights and flood lights at the same 
time, France would have mourned, perhaps more bitterly than 
the United States. Lindbergh not only accomplished the epochal 
feat of flying from mainland to mainland, but he also made a 
good landing. However, seemingly, he ran unnecessary risk 
at the Paris air port. There may be lack of uniformity as to 
railroad signals as between the United States and any other 
part of the earth without danger, because no American, except 
in emergency, would be allowed to operate a locomotive in 
England without thorough training, if ever, or an Englishman 
an American locomotive. But flying promises to become uni- 
versal, with the necessity for uniformity even greater than in 
signals of the sea. It is of deep significance, it is suggested, to 
the flying man, that there shall be uniformity in construction, 
lighting and marking of the landing places. The act directs the 
Secretary of Commerce to rate air ports used for purposes of 
commerce. Military air ports are not included. The act sug- 
gests municipal ownership of air ports. That would indicate, 
to those familiar with the jealousy between states and national 
officials, unnecessary risks on the part of flyers because of the 
unwillingness, many times, of state and federal officials to co- 
operate, each contending for his own “dignity.” Secretary 
Hoover, however, is stroking the fur the right way by putting 
out suggestions as to the air ports municipalities are establish- 
ing or thinking of establishing, by saying that, if a port is 
constructed and lighted so and so, it will be rated as an A port, 
and so on down to H. Secretary Hoover has organized his air 
force in what is known as the aeronautics branch, in charge of 
W. P. MacCracken, an assistant secretary of the department. 
That branch of the department has put out two bulletins to 
guide air port builders. The data gathered show civil air ports 
at Washington, Chicago, Phoenix, Tucson, Los Angeles, Hartford, 
Conn., Atlanta, Portland, Me., Boston, Battle Creek, St. Joseph, 
Mo., Buffalo, Philadelphia, Fort Worth, and Pasco, Wash. They 
further show the following are contemplating the construction 
of air ports or making extensive additions to existing facilities: 
Los Angeles, Oakland, San Francisco, San Diego, Covina, Sacra- 
mento and Benning, Calif.; Alliance, Shelby, Mansfield, Youngs- 
town, and Colton, O.; Washington and Richmond; Little Rock; 
Greensboro, Charlotte, and Spartansburg, N. C.; Nashville and 
Denver; Kenosha, Wis.; Rapid City, S. D., near which President 
Coolidge expects to spend his summer vacation;: Portland, Ore.; 
Peoria and St. Louis; Jamestown, Elmira, Utica, Lake George, 
and Schenectady, N. Y.; Johnson and York, Pa. 





Dollars of Shin-plaster Size.—Being confronted with the al- 
ternative of reducing the size of money units or enlarging the 
manufacturing plant of the Treasury’s bureau of engraving and 
printing, Secretary Mellon has decided to do what would be 
the obvious—to the business man. About a year from now, 
dollar bills substantially two-thirds the size of the present bills 
will make their appearance throughout the country. Someone 
other than Secretary Mellon has estimated that the annual 
saving of paper, ink, transportation, handling, and space will 
amount to $2,000,000. That is four per cent on $50,000,000. 
Fifty millions is the sum Congress put into the hands of Presi- 
dent McKinley “for national defense” in 1898 when war with 
Spain became inevitable. The late Joseph G. Cannon, who intro- 
duced the bill authorizing the President to take that much 
money from the Treasury and spend it, without accounting for 
how he spent it, in his memoirs, expresses the belief that that 
appropriation (it was not a law authorizing the President to 
borrow the money, but one allowing him to take it out of the 
loose change in the Treasury) made Austria come to the con- 
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clusion that she would not be the ally of Spain. She could 
appreciate the fact that a country that had that much money 
in its pocket as loose change might be able to do considerable 
in the way of making war, even if it was unprepared, at that 
time, for war. The saving of $2,000,000, of course, does not look 
like such a big thing, but Secretary Mellon knows that big 
savings are made up of little savings and he is in favor of 
saving money. The new currency will be about the size of the 
fractional, or shin-plaster, currency in circulation in the Civil 
War period and until along about 1879. It is estimated that, 
because the new size currency can be put into the pocket with- 
out so many foldings, the life of its units will be prolonged, and 
that will cut down the paper bill. 





Lake Cargo Shoe on the Other Foot.—He who expects peace 
in the matter of lake cargo coal rates is the twin brother of 
the man who believes war will be outlawed as soon as a paper 
to that effect is signed or that the next Democratic ticket will 
be McAdoo and Smith. Just yet it is not possible to say what 
the southern field operators and the railroads serving them will 
undertake to do. There is a feeling among the men who re- 
member Milton H. Smith that, if he were alive, the Louisville 
and Nashville certainly would get out the war paint pots with 
a view to starting something. They would feel the same way 
about the Chesapeake and Ohio, had that company not passed 
to the control of the Van Sweringens, or if the latter were not 
asking the Commission to approve their merger plans. The 
southern operators are expected, of course, to file the usual peti- 
tions looking to a reopening and reversal. The Pittsburgh and 
Ohio men did that after the decision in 1925. They succeeded, 
not only in having the case opened again, but also in having 
the Commission change its mind, notwithstanding the defeat 
of Cyrus E. Woods, a nomination believed, at the time, to be 
hurtful to the Pittsburgh side of the controversy. One thought 
in connection with the matter is that the decision will augment 
the sentiment against the minimum rate power. In words, the 
Commission did not exercise that power. It merely expressed 
the opinion that the lines serving the southern fields were not 
warranted, on the record, in reducing the rates from the south- 
ern fields. That opinion might be taken as meaning that the 
Commission might feel warranted in using it if the southern 
lines undertook to reduce their rates. 





Moscow Appeals Largely Wasted in America.—Attorney- 
General Sargent, within the week, received a criticism at the 
hands of Matthew Woll, vice-president of the American Federa- 
tion of Labor, which, it is suspected, he is able to bear with 
equanimity. Woll criticized the Department of Justice for hav- 
ing discontinued, in 1924, secret service investigations into the 
doings of soviet Russia in this country. Woll was dissatisfied 
because, he said, news of anarchistic and communistic activi- 
ties. against the United States had to be received from London, 
through the raid of the British government on the soviet head- 
quarters. Too often, in the past, labor leaders like Woll have 
laid strictures on the Department of Justice on account of its 
activities in ferreting out such work as the soviet has been 
carrying on, in the name of labor. Labor leaders have expressed 
sympathy, in the past, more than once, for anarchistic orators, 
on the ground that the government’s activities amounted to 
abridgment of free speech. The leaders of the American Fed- 
eration of Labor, however, seem to have no sympathy with the 
soviet. Almost concidently with Woll’s criticism, William Green 
president of the Federation,. called attention to the fact tha 
the “labor delegation” being organized by Albert Coyle, editor 
of the Brotherhood of Locomotive Engineers’ Journal, to visit 
Russia and study conditions there, was not clothed with author- 
ity to speak for the American Federation of Labor or for 
American labor. He said the officers of the Federation drew a 
line of distinction between a delegation such as Coyle seemed 
to be organizing, speaking only for itself, and a delegation 
classified as “an American labor delegation,” speaking for 
American labor. He said Mr. Coyle and others had a perfect 
right to visit Russia, but that it would be the purpose of the 
American Federation of Labor to notify, officially, labor organ- 
izations in Europe, in case the Coyle delegation went to Russia, 
that the members of the delegation could not “be regarded as 
a labor delegation in the true sense of the word, clothed with 
authority to speak for American labor and for the American 
Federation of Labor.” In view of the fact that Moscow has 
appealed to American labor to become “class conscious.” the 
utterances of Green and Woll, it might be suggested, imply that 
a good deal of Russian soviet money has been wasted in the 
western hemisphere. It does not appear that Coyle, in his 
venture, has the good wishes of the Brotherhood of Locomotive 
Engineers. Most of its members are rather high-class Ameri- 
cans imbued with the idea that, in this country, every man 
has the right and the opportunity to become anything he may 
deem desirable, without asking anybody’s leave or overcoming 
any sort of prejudice. 





Supreme Court Again Upholds Commission.—Stronger than 
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ever, now that the Supreme Court of the United States has sus- 
tained the Commission in the assigned car case, is the impres- 
sion that that body is of the opinion that, so long as the regu- 
lating body remains within hailing distance of the statute of 
its creation and governance, the courts should hold with it on 
questions of its power; in other words, that the courts, wherever 
possible, should hold that the questions presented were not ques- 
tions of law but of administration within the discretion of the 
Commission. Well informed men would not be surprised to 
have some justice of the court say, in some case, that the court 
was of the opinion that, inasmuch as losers before the Com- 
mission were not being deprived of vested rights, they should 
go to Congress for relief if they did not like the way the regu- 
lating body construed the statute under which it was operating. 
The assigned car rule prescribed by the Commission could be 
put into the discard by legislation. The same is true of the 
York switching and other cases recently carried through the 
courts. There is hardly any question but that the Commission 
decisions in those cases will cause loss to the interests on the 
losing s8ides, but loss does not necessarily mean that it was 
caused without due process of law. Changes in freight rates 
cause loss, but the loss is not due to any disregard of a vested 
right such as the courts are obliged to protect. The matter 
would be different were a railroad company, acting under a 
certificate of convenience and necessity, to build a line and then 
the Commission to undertake to rescind its certificate and hold 


that the railroad company had no right to maintain the line so 
built—A. E. H. 


REVENUE FREIGHT LOADING 


Revenue freight loading the week ended May 21 totaled 
1,016,803 cars, according to the car service division of the Amer- 
ican Railway Association. This was the seventh week this year 
that loading exceeded a million cars. Loading by districts the 
week ended May 21 and for the corresponding period of 1926 
was reported as follows: 


Eastern district: Grain and grain products, 8,152 and 9,312; live 
stock, 2,452 and 2,638; coal, 41,751 and 41,741; coke, 1,929 and 2,881; 
forest products, 5,032 and 5,150; ore, 7,484 and 5,878; merchandise, 
L. C. L., 71,086 and 75,614; miscellaneous, 105,148 and 107,020; total, 
1927, 243,034; 1926, 250,234; 1925, 236,707. 

Allegheny district: Grain and grain products, 2,823 and 3,043; live 
stock, 2,098 and 2,046; coal, 39,562 and 41,839; coke, 5,390 and 5,549; 
forest products, 3,135 and 3,432; ore, 11,440 and 12,230; merchandise, 
L. C. L., 55,928 and 56,341; miscellaneous, 88,746 and 87,461; total, 
1927, 209,122; 1926, 211,941; 1925; 201,790. 

Pocahontas district: Grain and grain products, 221 and 192; 
live stock, 153 and 94; coal, 48,727 and 41,792; coke, 442 and 475; 
forest products, 2,222 and 1,857; ore, 165 and 88; merchandise, L. C. 
L., 7,726 and 7,270; miscellaneous, 6,304 and 5,287; total, 1927, 60,960; 
1926, 57,055; 1925, 50,026. 

Southern district: Grain and grain products, 3,726 and 4,439; live 
stock, 2,234 and 1,833; coal, 23,830 and 21,516; coke, 638 and 790; 
forest products, 23,580 and 23,459; ore, 1,126 and 1,436; merchandise, 
L. C. L., 40,852 and 40,386; miscellaneous, 57,175 and 54,838; total, 
1927, 153,161; 1926, 148,697; 1925, 142,717. 

Northwestern district: Grain and grain products, 8,604 and 9,002; 
live stock, 7,223 and 7,272; coal, 4,200 and 4,100; coke, 1,667 and 
1,639; forest products, 18,835 and 20,952; ore, 37,473 and 38,109; mer- 
chandise, L. C. L., 34,742 and 33,816; miscellaneous, 44,226 and 43,209; 
total, 1937, 156,970; 1926, 158,099; 1925, 154,703. 

Central Western district: Grain and grain products, 9,967 and 
9,239; live stock, 11,300 and 10,156; coal, 5,955 and 10,392; coke, 261 
and 341; forest products, 11,477 and 12,707; ore, 3,329 and 3,946; mer- 
chandise, L. C. L., 34,554 and 35,267; miscellaneous, 46,178 and 
56,816; total, 1927, 123,021; 1926, 138,864; 1925, 128,057. 

Southwestern district: Grain and grain products, 4,773 and 4,406; 
live stock, 2,916 and 2,847; coal, 2,563 and 3,838; coke, 213 and 193; 
forest products, 7,925 and 9,573; ore, 478 and 434; merchandise, L. 
Cc. L., 16,612 and 17,051; miscellaneous, 35,055 and 35,838; total, 1927, 
70,535; 1926, 74,180; 1925, 73,306. 

Total, all roads: Grain and grain products, 38,266 and 39,633; 
live stock, 28,376 and 26,886; coal, 161,588 and 165,218; coke, 10,540 
and 11,868; forest products, 72,206 and 77,130; ore, 61,495 and 62,121; 
merchandise, L. C. L., 261,500 and 265,745; miscellaneous, 382,832 and 
390,469; total, 1927, 1,016,803; 1926, 1,039,070; 1925, 987,306. 


Loading of revenue freight this year compared with the 
two previous years follows: 


1927 1926 1925 

Bive weeks im J@NUATY......:000.- 4,524,749 4,428,256 4,456,949 
Four weeks in February............ 3,823,931 3,677,332 3,623,047 
Four weeks in March.............. 4,016,395 3,877,397 3,702,413 
Eee WHEE TR APPT. on. occ cccecccs 4,890,749 4,791,006 4,710,903 
I as ong oa p99 ween 0.0.6 1,024,416 996,216 983,034 
I Oe ose oes sceeee beds 1,029,126 1,029,748 985,879 
OC TE BR w sic dtine serene sie 1,016,803 1,039,070 987,306 

ES eee ae 20,326,169 19,839,025 19,449,531 


DOLLAR TRAIN FOR LINDBERGH 


Practically free rail transportation will be offeerd Captain 
Charles Lindbergh on his return to the United States, under a 
resolution adopted by the executive committee of the Associa- 
tion of Railway Executives at Atlantic City last week. In pro- 
posing that such an offer be made, R. H. Aishton, chairman, said: 


We have all been tremendously thrilled since last Saturday (May 
21) at the accomplishments of Captain Charles Lindbergh. I think 
we are all mighty proud that he is a fellow countryman of ours. 

We know the honors that have been showered on him abroad. 
The suggestion was made by General Atterbury to me yesterday 
that we might properly consider whether or no the railroads of this 
country on his return here might not proffer him, for such trip 
as he might want to make to his home, a special train. I saw Chair- 
man Esch, of the Interstate Commerce Commission, and he has 
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written me a letter which virtually says that the Commission will 
be very glad, on compliance with some kind of a formula, to enable 
a trip of that kind to be made for one dollar over each road; and 
they will put in an order without delay, if the railroads want it, 
It occurred to me that it would be a fitting thing, during this era 


of well-wishing, if the executives were to take that under considera- 
tion. 


The resolution adopted follows: 


Whereas, an American, Captain Charles A. Lindbergh, has brought 
honor to his country and fame to himself, and has contributed greatly 
to the means of transportation in the air by his courageous, single- 
handed, non-stop, successful flight from New York to Paris; 

Therefore, be it resolved, That as a tribute to him, to his courage, 
to his achievement and to the honor and prestige which he has 
brought to his country, the railroads of the United States do here- 
by tender to him, through the Association of Railway Executives, 
such transportation facilities as may best serve his plans and con- 
venience for his American journey home. 


The following cable was sent to Captain Lindbergh: 


Railroads of United States, through Association of Railway Ex- 
ecutives in conference today, extend to you their heartiest con- 
gratulations on your magnificent achievement in flying, single-handed 
and without stop, from New York to Paris and hereby tender to you 
such transportation facilities as may best suit your plans and con- 
venience when you return to your home. 


The executive committee of the association discussed vari- 
ous matters relating to transportation, but took no formal action 
other than the adoption of the resolution relating to Captain 
Lindbergh, it was said. 


FRUIT AND VEGETABLE SHIPMENTS 


Consumption of fruits and vegetables by the American pub- 
lic is now almost twice what it was ten years ago, according to 
a study by the Bureau of Railway Economics as to rail shipments 
in the last ten years of the sixteen principal fruits and vege- 
tables grown in this country. 

In 1917 to 1919 the annual average rail shipments of the 
sixteen principal fruits and vegetables amounted to 478,540 car- 
loads. For 1924 and 1926 the annual average was 848,099 car- 
loads, an increase of 77 per cent compared with ten years ago. 
In contrast with this increase, the total population in that period 
increased only twelve per cent. The bureau, in part, said: 


In general, the greatest increases took place in those fruits 
and vegetables which, because of their highly perishable nature, 
have heretofore been regarded largely as luxuries, or delicacies, 
but have now become items of common consumption. Increases in 
the commoner staples ran generally less than one hundred per cent, 
white potatoes, for example, showed an increase of forty-six per 
cent; sweet potatoes, sixty per cent; apples seventy-three per cent; 
lemons, sixty-six per cent; cabbage, sixty-three per cent; onions, 
fifty-four per cent, and tomatoes, eighty-three per cent. On the 
other hand, perishable products showed striking increases much 
in excess of one hundred per cent; lettuce, for instance, increased 
440 per cent; grapes, 216 per cent; grape fruit 202 per cent, and 
celery, 188 per cent. 

The increased amount of this type of agricultural products 
raised by producers, brought to large markets by the railroads, 
and offered to the general public at prices within their reach, has 
caused a great increase in their consumption by the American 
people. Only the closest cooperation between producers, distrib- 
—* and transportation agencies has made this growth pos- 
sible. 

The bulletin also shows the wide distribution of these six- 
teen fruits and vegetables. The city of Chicago, for instance, in 
1925 was served with white potatoes shipped by rail from thirty- 
seven states, sweet potatoes from sixteen states, cabbage from 
twenty-two states, onions from twenty states, lettuce from thir- 
teen states, tomatoes from seventeen states, cantaloupes from 
fourteen states, apples from twenty-five states, peaches from nine- 
teen states and strawberries from fifteen states. 

These facts, which indicate the wide rail distribution of agri- 
cultural products throughout the United States, and the great 
increase during recent years in the production and shipment of the 
principal fruits and vegetables, leads to the conclusion that the 
transportation service rendered to these products by the rail- 
ways has been adequate, and that the transportation charges have 
not been too high. It is certain that agricultural commodities 
could not be transported the long distances which they travel nor 
would they show the greatly increased shipments which they do, 
were the freight rates charged for their transportation excessive 
or out of line with the prices received at the markets. 


RAILROADS IN FLOODED AREAS 


Secretary Hoover, of the Department of Commerce, on his 
return this week from the Mississippi Valley, issued the follow- 
ing statement with respect to rail service: 


Our reports show that all of the important railway systems op- 
erating in the flood territory are now able to handle the whole of 
their through traffics—that is the Missouri Pacific, Illinois Central, 
Gulf coast, Texas Pacific and Rock Island—and their trains are run- 
ning on time. 

The Missouri Pacific system by putting in service their second 
bridge at Little Rock hag entirely restored that connection. Its 
service is also fully in action southward through Monroe to Alexandria 
and by detour to New Orleans, its Texas lines have not been inter- 
fered with. 

The Illinois Central has restored its line from Vicksburg to Mon- 
roe and thus to Shreveport and its line into Greenville will be re- 
stored at once. 

The Southern Pacific has maintained its through lines. All im- 
portant services are now rehabilitated or maintained by detours ex- 
cept parts of local lines in the actual flood area. These local lines 
are being restored as fast as waters recede and are practically com- 
plete in Arkansas, Missouri and northward. Shippers and travelers 
can restore their normal business relations. 
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STRAIGHT STEEL ROD RATES 


The Commission, by division 1, in No. 17804, Standard Nut 
& Bolt Company vs. New York, New Haven & Hartford et al., 
mimeographed, found not unreasonable, but unjustly discrimi- 
natory and unduly prejudicial, the rates charged on steel rods, 
in straight lengths, carloads, from Pittsburgh and Johnstown, 
Pa., Youngstown, O., and Buffalo and North Tonawanda, N. Y., 
to Pawtucket and Valley Falls, R. I., to the extent they exceeded 
the contemporaneous rates on the same commodity when shipped 
in coils. The carriers are required by the order in the case to 
establish rates on the basis indicated, not later than August 10. 
The report also covers No. 18024, Pawtucket Manufacturing 
Company vs. New York, New Haven & Hartford and a sub-num- 
ber thereunder, William H. Haskell Manufacturing Company vs. 
Same. 

The complaint alleged that the rates on many carloads of 
hot-rolled unfinished steel, in coils and straight lengths, were 
unreasonable, unjustly discriminatory and unduly prejudicial. 
New rates and reparation were requested. 

Raw material comes to the complainants, manufacturers of 
nuts and bolts, in bars, either in straight lengths or coiled. 
Commissioner Lewis said the material was made by the same 
process but that when shipped in straight lengths the carriers 
called it bar steel or steel bars, upon which the rates on iron 
and steel articles, approximately fifth class, applied. When it is 
coiled the material is called rods of various descriptions and 
takes the lower billet rate. The complainants sought the ap- 
plication of the lower steel rod, coiled, rate on the straight 
lengths, claiming that the higher rate was unreasonable. 

Commissioner Lewis said the most persuasive reason ad- 
vanced by the complainants was that there was no reasonable 
ground why they should pay higher rates for their material when 
it came to them in straight lengths than when it came to them 
in coils. He said they made no proof of damage such as was 
required to support an award of reparation under a finding of 
undue prejudice or unjust discrimination. In his discussion of 
the case, Commissioner Lewis said: 


In the light of all of the evidence, no basis is afforded for a 
finding that the rates charged were inherently unreasonable. On 
the other hand, the reasons given by the carriers why they should 
extend the billet rates to this material when shipped in coils and 
refuse to extend such rates to a like kind of traffic when shipped 
in straight lengths under substantially similar circumstances and 
conditions are far from convincing. Reference to the history of the 
reduction of the rates on coiled rods to the billet basis shows that 
the extension was made in order to do away from discrimination 
against nail, rivet and bolt manufacturers. Bolt manufacturers are 
here complaining that they make bolts out of both the curved and 
the straight material. There appears to be no valid reason why 
the rates on these two materials, or rather on these two shapes of 
the same material, should be different, any more than there was 
a valid reason why the bolt manufacturer of twenty years ago who 
was located where there was no wire mill should be compelled to 
pay a higher rate than a competing manufacturer of bolts who was 
located at a point where there was a wire mill. 

Some emphasis is laid by defendants upon the fact that the 
complainants’ shipments were generally described in the bills of 
lading as bar steel. This is not controlling. The description was 
inserted by the shippers, not by these complainants. The articles 
shipped corresponded to the tariff description hereinbefore quoted 
except that they were in straight lengths. Even upon the bills of 
lading some of the shipments appear as “coils bar steel’ and 
bundles steel.’ 


The order specifically requires the carriers to establish rates 
on wire rods, in straight lengths, in carloads, “which shall not 
exceed the rates contemporaneously maintained on like traffic 
when shipped in coils from and to the same points.” 


BRANCH-LINE GRAIN RATES 


The Commission, by division 3, in I. and S. No. 2860, grain 
from Montana to Spokane, Portland & Seattle points, mimeo- 
graphed, has found not justified proposed increased rates on 
grain and grain products, from points in Montana on the Great 
Northern to destinations on the Goldendale branch of the S. P. 
& S.|, ordered the schedules cancelled and discontinued th epro- 
ceedings. Upon protest of the Portland Traffic & Transportation 
Association and the Northern Pacific Millers’ Association, the 
schedules were suspended. 

_ The Goldendale branch, to points on which arbitraries rang- 
ing from 7.5 cents to 10.5 cents were proposed to be added, is 
41.6 miles long and of light traffic density. The carriers said 
the proposal was made to put the rates from the wheat-produc- 
ing territory of Montana served by the Great Northern on a 
parity with rates from territory served by the Northern Pacific, 
from which arbitraries:over the main-line points, on grain and 
grain products, had been in effect since 1924. Protestants 
pointed out, said the report, that the only Montana points which 
were served by both the Great Northern and Northern Pacific 
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were outside the grain-producing territory. Another explana- 
tion was that Montana wheat originating on the Great Northern 
might be marketed by Spokane millers as grain products on 
the Goldendale branch at the main-line basis of rates, plus a 
2.5 cent transit charge, but that the Montana grain originating 
on the Northern Pacific could not so move unless the arbitraries 
were absorbed by the shipper. A third ground of justification 
was that the miller at Spokane had an advantage over millers 
at Lewiston, Ida., Walla Walla, Wash., and Portland, Oreg. 

At present the rates on the Goldendale branch are part of a 
big blanket including Portland, Oreg. The Commission con- 
sidered the proposal in the light of what it had said and done 
about grouped or blanketed rates and the fact that in Inland 
Empire Shippers’ League vs. Director-General, 59 I. C. C. 321, 
it had said that the S. P. & S. had properly to be considered a 
part of the Northern Pacific and Great Northern systems rather 
than an independent line. Protestants therefore claimed, the 
report said, that it was unjust to increase these rates which were 
essentially for one-line movements, while the carriers continued 
to carry group rates to other branch lines and many points on 
the Union Pacific and other lines for two-line and three-line 
hauls. 

The Commission came to the conclusion, in view of what it 
had said in the case cited and others, that the proposal had not 
been justified. 


NITRATE OF SODA REVISION 


In a report written by Commissioner Lewis, in No. 16411, 
Egyptian Powder Co. vs. Illinois Central et al., opinion No. 
12275, 126 I. C. C. 293-308 and cases joined with it, the Com- 
mission, by division 1, has ordered a revision of rates on 
imported nitrate of soda, muriate of potash, sulphate of potash 
and kainit, carloads, to be made not later than August 16, from 
New Orleans and gulf ports, to points on and north of the 
Ohio River. It found the all-rail rates from New Orleans and 
gulf ports, with certain exceptions, unreasonable, but not un- 
justly discriminatory, unduly prejudicial, or in violation of the 
aggregate of intermediates. 

Water-and-rail rates on imported nitrate of soda, from the 
same southern points to Lockland, O., Hegewisch, Ill, and 
Grasselli, Ind., were found unreasonable, except to Lockland, 
but not unjustly discriminatory or unduly prejudicial. 

Rates on sulphate of potash, muriate of potash and kainit, 
from the same points of origin, were found not unreasonable, 
except to Peoria and Springfield, Ill., and points grouped there- 
with, as indicated hereinafter. 

This report also covers the following: No. 16411 (Sub-No. 
1), Equitable Powder Manufacturing Company vs. Illinois Cen- 
tral et al.; No. 16411 (Sub-No. 2), Western Powder Manufactur- 
ing Company vs. Illinois Central et al.; No. 16490, E. I. Du Pont 
de Nemours & Co. vs. Illinois Central et al.; No. 16490 (Sub- 
No. 1), Swift & Co. vs. Chicago & Eastern Illinois et al.; No. 
16490 (Sub-No. 2), Armour Fertilizer Works vs. Illinois Central 
et al.; No. 16490 (Sub-No. 3), Monsanto Chemical Works vs. 
Mobile & Ohio Co. et al.; No. 16655, Grasseli Chemical Co. vs. 
Alabama Great Southern R. R. Co. et al.; No. 17308, E. I. Du 
Pont de Nemours & Co. vs. New Orleans & Northeastern et al.; 
and No. 18381, T. Smith & Son, Inc. vs. Illinois Central et al. 

Commissioner Lewis summarized the complaints, the prin- 
cipal issue about nitrate of soda, adding a few words about the 
other articles covered by the complaints, saying that the two 
forms of potash and kainit, also covered by the comlaints, were 
imported from France and Germany. He described the uses 
of the commodities involved in the complaints, either directly as 
fertilizers or ingredients of fertilizers, in the making of ex- 
plosives, and of acids. He said the principal issue was the 
propriety of the import rates on nitrate of soda from Chile. 
As to the complaints he said: 





The complainants in Nos. 16411, 16411 (Sub. No. 1), 16411 (Sub. No. 
2), 16490, 16490 (Sub. No. 3), 16655, and 17308 filed on October 20, 
1924, and on dates subsequent thereto by corporations manufactur- 
ing explosives and acids, allege that the all-rail rates on imported 
nitrate of soda, in carloads, from New Orleans, La., and other Gulf 
ports to Pollard, East Alton, Edwards, and East St. Louis, IIl., 
Grasselli, Ind., Lockland, Ohio, Ashburn, Mo., and Mooar, Iowa, 
also the barge-and-rail rates on imported nitrate of soda in carloads, 
from New Orleans and other Gulf ports to Grasselli and Lockland, 
were and are unjust, unreasonable, unjustly discriminatory, and 
unduly prejudicial. In Nos. 16490 and 17308 it is also alleged that 
the import rates assailed therein to Ashburn and Mooar are in 
violation of the long-and-short-haul and aggregate-of-intermediates 
clauses of the fourth section and illegal in violation of section 6. 

The complaints in Nos. 16490 (Sub. No. 1) and 16490 (Sub. No. 2) 
were filed on January 16 and February 27, 1925, respectively, by 
corporations engaged, among other things, in the fertilizer business. 
The former atinekes the import rates on nitrate of soda and other 
fertilizer materials, in carloads, from Gulf ports to East St. Louis, 
Ill., and Calumet City (West Hammond), Ill., as unjust and unrea- 
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onable, and the latter makes similar allegations with respect to the 
on rt rates on like traffic from Gulf ports to points in Illinois, 
Indiana, Ohio, Kentucky, Wisconsin, Iowa, and Missouri. 

By its complaint in No. 18381, filed May 8, 1926, a corporation 
engaged in the general stevedoring, public weighing, and forward- 
ing business, attacks the rates on nitrate of_soda, in carloads, from 
New Orleans to Pollard, Ill., and Ashburn, Mo., as unjust and un- 
reasonable, and also alleges that overcharges were collected on three 
carloads shipped from New Orleans to Pollard and diverted in 
transit to Ashburn. Reparation is sought. Upon agreement the 
latter case was submitted upon the record made in the title case an@ 
cases heard therewith. The prayer in all of the complaints is for 
just and reasonable rates for the future and reparation. Complain- 
ants in Nos. 16490 (Sub. No. 1) and 16490 (Sub. No. 2) stated at the 
hearing that they are interested in the rates on nitrate of soda, 
muriate of potash, sulphate of potash, and kainit, and the import 
rates on these commodities only from and to the points embraced 
within the complaints will be considered herein. 


The General Chemical Co., manufacturing chemicals at Hege- 
wisch, intervened in No. 16655 in support of the complaint. Mr. 
Lewis said it alleged that the all-rail and barge-and-rail rates 
on imported nitrate of soda, from New Orleans to Hegewisch, 
were and are unreasonable. He said the New Orleans Joint 
Traffic Bureau. also intervened in several cases but was not 
represented at the hearing. 

In dealing with the rates under attack, the Commission 
handled an unusual situation, that of import rates higher than 
the domestic rates. Nitrate of soda is included in a list of arti- 
cles published in an exception to the Southern Classification as 
taking fertilizer or fertilizer material rates. Prior to December 
31, 1919, import commodity rates on nitrate of soda from New 
Orleans and other ports to points on and north of the Ohio were 
on a lower level than the domestic rates on nitrate of soda and 
other articles in the fertilizer list. As a result of increases in 
the import rates, put into effect in the federal control period, 
the import rates became higher than the domestic rates, a com- 
plete reversal. On the day mentioned the import rate from 
New Orleans to Chicago was increased from 21.5 to 33 cents, 
while the domestic rate of 29.5 cents was left unchanged. The 
import rate from New Orleans to Chicago was made the same 
as the rate from Baltimore to Chicago. Several times since 
then the carriers have tried to deal with the situation brought 
about by the men, who, in 1919, were operating the railroads for 
the government. 

Complainants contended in this case that there was no rea- 
son for higher import than domestic rates founded in conditions 
or circumstances of transportation. They submitted exhibits 
showing, Mr. Lewis said, that import class rates, both by all- 
rail and barge-and-rail routes, from gulf ports to the destination 
territory, were uniformly lower than domestic class rates, that 
import commodity rates maintained on nitrate of soda and other 
articles in the fertilizer list from gulf and south Atlantic ports 
to points south of the Ohio were generally on a lower basis than 
the corresponding domestic rates, and that the import rates 
maintained on numerous commodities from north and south 
Atlantic, gulf, and Pacific ports were as low or lower than the 
corresponding domestic rates. 

In anticipation of the present attack, Mr. Lewis said, the 
carriers, in September, 1923, proposed to cancel the application 
of the domestic fertilizer rates on nitrate of soda, from gulf 
ports to destinations north of the Ohio, but that in Nitrate of 
Soda from Gulf Ports, 85 I. C. C. 586, the Commission found 
the carriers had not justified either their original proposal or a 
subsequent proposal to increase the domestic commodity rates 
to the level of the corresponding import rates. The subject of 
rates on fertilizers and fertilizer material rates was also con- 
sidered in many other cases, citations from which appeared in 
this report. The parties to the case also submitted tonnage and 
rate data in support either of the attack or the defense of the 


existing rate structure. In disposing of the case, the Commis- 
sion said: 


We find that the rates assailed in Docket Nos. 16411, 16411 (Sub. 
No, 1), 16411 (Sub. No. 2), 16490, 16490 (Sub. No. 3), 16655 17308, 
and 18381 on imported nitrate of soda, in carloads, from New Or- 
leans, Gulfport, 8s., Mobile, Ala., Pensacola, Fla., and other Gulf 
ports taking the same rates were not and are not unjustly discrimina- 
tory or unduly prejudicial and that the rates to Cincinnati and 
Lockland were not and are not unreasonable, but that the rates to 
other destinations embraced in these complaints were, are, and for the 
future will be unreasonable to the extent that they exceeded, exceed, 
or may exceed 31.5 cents by all-rail routes to Pollard, East Alton, and 
East St. Louis, and 35 cents to Ashburn, Mooar, Edwards, Grasselli, 
and Hegewisch, and 32.5 cents by barge-and-rail routes to Grasselli 
and Hegewisch. 

In No. 16490 -. No. 1) we find that the import rates assailed on 
nitrate of soda, in carloads, from New Orleans and other Gulf ports 
indicated above to East St. Louis and Calumet City, were, are and 
for the future will be unreasonable to the extent they exceeded, 
exceed, or may exceed 31.5 and 35 cents, respectively, but that the 
rates assailed on muriate of potash, sulphate of potash, and kainit to 
these destinations were not and are not unreasonable. 

In No. 16490 (Sub. No. 2) we find that the rates assailed on im- 
ported nitrate of soda, in carloads, from New Orleans and other 
Gulf ports indicated) above to the following points and points 
grouped therewith in the present adjustment of rates on domestic 
fertilizers, were, are, and for the future will be unreasonable to the 
extent they exceeded, exceed, or may exceed 27 cents to Cairo, 31.5 
cents to Louisville and East St. Louis, 35 cents to Peoria, Spring- 
field, and Chicago, and 37 cents to Milwaukee. 

We further find in No. 16490 (Sub. No. 2) that the rates on muriate 
of potash, sulphate of potash, and kainit, in carloads, from New 
Orleans and other Gulf ports indicated above to Peoria and Spring- 
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field and other points grouped therewith in the present adjustment 
of rates on domestic fertilizers, were, are, and for the future will 
be unreasonable to the extent they exceeded, exceed, or may exceed 
35 cents, but that the rates on these commodities to other destina- 
tions embraced in the complaint were not and are not unreasonable. 

The rates herein found reasonable for the past and to be pre- 


scribed for the future are for application from ship side at the points 
of origin. 


We further find that complainants and intervener, General Chem- 
ical Company, made shipments as described and paid and bore the 
chargés thereon; that they have been damaged in the amount of the 
difference between the charges paid and those which would have ac- 
crued at the rates herein found reasonable; and that they are entitled 
to reparation, with interest. Complainants should comply with Rule 
V of our Rules of Practice. 


Commissioner Taylor, dissenting on the question of repara- 
tion, said the difference between the rate from New Orleans to 
Chicago, of 38.5 cents found unreasonable, and that of 35 cents 
prescribed, was so slight that no one could possess such nicety 
of judgment as to be able to say that the greater amount was 
unjust and unreasonable today, and the lesser amount just and 
reasonable tomorrow. Furthermore, he said, that as the rates 
prescribed seemed to rest largely upon those found reasonable 
in Fertilizer Between Southern Points, 113 I. C. C. 389, and as 
the Commission had, in the past, generally taken the position 
that reparation should not be awarded following a general read- 


justment of rates, this was an additional reason for denying 
reparation. 


ALABAMA-ILLINOIS COAL RATES 


The Commission’s decision, by division 2, in I. and S. No. 
2814, coal from Illinois, Kentucky, and Alabama to Alabama, 
Mississippi, Tennessee, Arkansas, Louisiana and Texas, and No. 
16505, Alabama Mining Institute vs. Illinois Central et al., mime- 
ographed (See Traffic World, May 28), written by Chairman 
Esch, disposes of the effort the railroads made to comply with 
the Commission’s previous decision in the Alabama Mining In- 
stitute case, 109 I. C. C. 740, made April 14, 1926. They filed 
schedules to become effective December 20, 1926. The sched- 
ules proposed rates on coal from mines in Alabama, western 
Kentucky and southern Illinois to destinations in the Missis- 
sippi Valley territory, southeastern Arkansas, southeastern 
Texas and Louisiana west of the Mississippi. The formal case 
was reopened for reconsideration in connection with the sus- 
pension proceedings. 

Chairman Esch called the Institute complaint the parent 
case. In that one he said the Commission prescribed a differ- 
ential of five cents per net ton in favor of the Alabama mines 
for each 25 miles or major fraction, in which the average dis- 
tance from the western Kentucky-southern Illinois mines ex- 
ceeded the distance from designated mines in the Birmingham 
district of Alabama. The distances to destinations east of the 
Mississippi were to be computed on the basis of distances 
shown in an exhibit offered by R. P. DeCamp, assistant coal 
traffic manager of the Illinois Central. To points west of the 
river the Commission held that the distance scales of the car- 
riers should be used but that they should be based on the same 
origin groups and computed in the same manner as prescribed 
to points east of the river. 

In attempting to align their rates in strict compliance with 
the decision, the carriers, Mr. Esch said, were confronted with 
the problem of fourth section violations which would result as 
well as a disruption of the existing rates to New Orleans, Gulf- 
port and Mobile. Various conferences were held and the car- 
riers were given more time than allowed by the order, to work 
out an adjustment. The proposed rates were the outgrowth of 
the conferences, in which officials of the Commission partici- 
pated. The Alabama Mining Institute, the report said, appre- 
ciated the difficulties the railroads had encountered but gave 
the proposed adjustment approval, although not entirely satis- 
fied with it. The West Kentucky Coal Bureau gave notice that 
it would seek suspension of the schedules. 

In all the destination territory west of the river but two 
protests other than that of the Kentucky bureau, the report 
said, were received and they were in the form of telegrams 
which originated at Helena, Ark. None of the protestants, the 
report said, objected to the adjustment to points west of the 
Mississippi and that, as a matter of fact, the Kentucky bureau 
withdrew its protest to that part of the adjustment. In view of 
that fact, the Commission said, it felt justified in allowing that 
part of the adjustment to become operative. 

East of the river, Mr. Esch said, an exceedingly complicated 
situation presented itself. There, he said, in the Mississippi 
Valley territory, the east and west and the north and south 
lines formed a checkerboard pattern which made an adjustment 
from the competing fields unusually difficult. The West Ken- 
tucky Coal Bureau, he said, objected to the rates under sus- 
pension because more increases were accorded western Ken- 
tucky mines than those in Alabama, while Alabama received 
more decreases than western Kentucky with the result that the 
general level of the rates had been raised. Mr. Esch gave the 
figures on which that allegation was based. Respondents, he 
said, pointed out that a great number of the destinations were 
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inconsequential from the standpoint of coal consumption and 
that, as a matter of fact, to Jackson, probably the largest coal 
consuming point in Mississippi, the rates from Kentucky and 
Illinois were not changed but the rates from Alabama were re- 
duced 10 cents to comply with the finding in the parent case 
that Jackson should take a differential of 40 cents, western 
Kentucky and Illinois over Alabama, in lieu of the differential 
of 30 cents which existed. 

Chairman Esch pointed out that in all rate zoning there 
was inherent a greater or lesser degree of unfairness in the 
measure of the rates as between points in adjacent zones and 
perhaps even as to points within the same group, but that the 
Commission believed that such a plan would be preferable to 
the adjustment herein proposed as to a part of the destination 
territory because of the apparent impossibility of strictly apply- 
ing the differential basis found to be proper in the report in the 
formal docket case. A zoning plan, he said, it was believed, at 
least would possess the advantage of eliminating some of the 
fourth section difficulties which confronted the carriers in their 
attempt to comply with the findings in the parent case and that 
such a plan, therefore, as to perhaps half of the destinations 
would be presented herein. In prescribing that plan, Mr. Esch 
said, the Commission had followed quite closely the differential 
basis formerly recommended, although slight increases in the 
differentials had resulted at some points and slight reductions 
at others. It was believed, he said, that an average of the dif- 
ferential basis.prescribed in No. 16505 had been preserved. 

The port parity approved by the report, Mr. Esch said, was 
a difficult phase of the matter. On that point and in disposing 
of the case, the Commission said: 


One other situation deserving of mention is the so-called parity 
of the ports—New Orleans, Gulfport, and Mobile. We have seen 
how the carriers adopted a 45-cent differential in favor of Alabama 
at Gulfport, the same as that prescribed at New Orleans, in order 
to preserve the same rate of $2.75 from the Illinois-Kentucky fields 
to both ports. In order to establish the $2.75 rate at Mobile, how- 
ever, they published a differential of 95 cents Illinois-Kentucky over 
Alabama, as it appears that there is a state-made rate over intra- 
state routes from the Alabama mines to Mobile of $1.80, which 
cannot be raised to permit the adoption of a differential less than 
95 cents. In other words, the only course open to preserve the 
parity of the ports with a $2.75 rate from Illinois-Kentucky was 
to add a 95-cent differential to the $1.80 intrastate rate. The dif- 
ferential prescribed at Mobile was 55 cents. 

The Louisville & Nashville Railroad pointed out at the hearing 
in the suspension proceeding that even if a change in the intrastate 
rate to Mobile could be made such a change would necessitate a 
realignment of the rates in northwestern Florida, which in turn 
would involve the rates to points in southeastern Alabama. This 
road also contended that the 95-cent differential proposed by the 
carriers at Mobile is justified because a 50-cent differential, New 
Orleans over Mobile, is maintained on coal and other commodities 
from Alabama, owing perhaps to the 140 miles advantage in distance 
which Mobile enjoys over New Orleans when measured by the route 
of the Louisville & Nashville. It was also asserted that there is an 
actual and increasing barge competition at Mobile on Alabama coal 
transported down the Black Warrior River. 

In view of the facts outlined above we believe that the car- 
riers have justified their proposed 95-cent differential at Mobile. 
The present rate on coal from Illinois-Kentucky to New Orleans, 
Gulfport, and Mobile is $2.55 and that proposed is $2.75, an increase 
at each of these ports of 20 cents. The distance from the Illinois- 
Kentucky mines to New Orleans is 642 miles; to Gulfport 618; and 
to Mobile 610. We believe, therefore, that on this long-haul traffic 
for substantially equal distances the parity of these ports should be 
maintained although this means a finding that a seemingly high dif- 
ferential of 95 cents in favor of Alabama at Mobile is not unduly 
preferential of the Alabama mines. 

All the interested parties realize the extremely perplexing prob- 
lem we have before us in this proceeding and while the solution we 
offer may not be complete we belive that, at least as far as the 
rate zones are concerned, it is as fair to all concerned as any that 
can be reached. We understand the difficulties which will confront 
the carriers in their effort to comply strictly with our findings and 
therefore we will permit them some latitude in this matter. How- 
ever, as far as the four rate zones are concerned, a more literal 
compliance with our findings is desired than would result if the 
suspended schedules were permitted to become effective. 


Findings 


We find that the carriers have justified the suspended schedules 
as to the destination territory west of the Mississippi River and 
they will be expected to make these rates effective at the earliest 
practicable date. 

We further find that the carriers have justified the suspended 
schedules in that part of Mississippi Valley territory lying east 
of the line of the Illinnis Central running from Jackson, Tenn., to 
Jackson, Miss., and east of the line of the Gulf & Ship Island (Illinois 
Central) running from Jackson through Hattiesburg to Gulfport; 
provided that if slight changes in the rates at certain points in this 
region are necessary in order to permit a proper compliance with 
our findings as to the rates within the respective zones hereinafter 
described such changes are hereby authorized. 

We further find that the relationship between the rates on 
coal, in carloads, from the Birmingham district in Alabama on 
the one hand, and the western Kentucky and southern Illinois 
districts, on the other hand, to destinations in that part of Mis- 
sissippi Valley territory lying on and west of the line of the 
Illinois Central extending’ from Jackson, Tenn., to Jackson, Miss., 
and on and west of the line of the Gulf & Ship Island (Illinois 
Central) extending from Jackson through Hattiesburg to Gulfport, 
is, and for the future will be, unduly prejudicial to the Alabama 
mine operators and unduly preferential of the mine operators in 
the western Kentucky and southern Illinois districts to the extent 
that the rates from the Illinois-Kentucky mines exceed the rates 
from Alabama mines to the same destinations by less amounts in 
cents per net ton than those prescribed in a zone adjustment out- 
lined as follows: 

Zone 1. This zone lies on and west of the line of Illinois 
Central running from Jackson, Tenn., through Holly Springs, Miss., 
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to but not including Winona and north of the line of the Columbus 
& Greenville running from Winona to Greenville, Miss. As the dif- 
ferentials published to points within this zone for the most part 
are in substantial compliance with our findings in No. 16505, these 
rates will be permitted to go into effect except that on the lines 
of the Illinois Central between Batesville, Miss., and Memphis Junc- 
tion, Miss., and between Holly Springs and Grenada, Miss., the dif- 
ferentials in favor of the Alabama mines should be increased to 
bring them more in line with those prescribed in No. 16505 and to 
make them harmonize with our purpose in creating this zone which 
contemplates that the differentials grade upward from north to south 
up to the 35-cent differential line of the Columbus & Greenville, 
which forms the northern boundary of zone 2. 

Zone 2. This zone lies on and south of the line of the Columbus 
& Greenville extending from Winona to Greenville; on and west of 
the Illinois Central running from Winona to Jackson, Miss., and on 
and north of the Alabama & Vicksburg (Yazoo & Mississippi Valley) 
extending from Jackson to Vicksburg. The differential prescribed 
to points of destination within this zone is 35 cents in favor of the 
Alabama mines. 

Zone 8. Points of destination within this zone lie south of the 
area above described and on, south, and west of the Guif & Ship 
Island (Illinois Central) extending from Jackson through Collins, 
Miss., to but not including Hattiesburg and north and west of the 
New Orleans & Northeastern (Southern Railway System) running 
from Hattiesburg to New Orleans. To points of destination within 
eo — the differential prescribed in favor of the Alabama mines 
is cents. ; 

Zone 4. This zone lies on, south, and east of the line of the 
New Orleans & Northeastern (Southern Railway System) running 
from New Orleans to Hattiesburg and on, south, and west of the 
Gulf & Ship Island (Illinois Central) extending from Hattiesburg 
to Gulfport. The differential prescribed to points of destination 
within this zone is 45 cents in favor of the Alabama mines. 

Orders were entered requiring the cancellation of the suspended 
schedule applicable in the destination territory east of the Missis- 
sippi River and requiring the removal of the undue prejudice and 
preference in conformity with the findings not later than August 5. 


ROAD ROLLERS OVERCHARGED 


Directing a refund of overcharges on a finding of inapplica- 
bility as to rates on shipments of steam road rollers, carloads, 
from Springfield, O., to points in Kentucky, Tennessee and 
Florida, and from Sangully, Olympia and Boulevard, Fla., to 
Springfield, O., the Commission, in a mimeographed report by 
division 4, has dismissed the complaint in No. 18027, Buffalo- 
Springfield Roller Company vs. Detroit, Toledo & Ironton et al. 
Nineteen carloads moved from Springfield and three carloads 
to Springfield in the period between December 6, 1922, and Sep- 
tember 26, 1924, inclusive. Reparation was sought. The Com- 
mission said any shipments that were delivered or tendered 
for delivery prior to February 9, 1923, were barred by the statute 
of limitations. 

The report said the shipments aggregated 636,380 pounds 
and average 28,926 pounds. Only one shipment weighed less 
than 24,000 pounds. No joint rates were in effect at the time 
the shipments moved, the report said, and the rates applied 
were combinations constructed on Cincinnati, O., and Jackson- 
ville, Fla., based on fifth class and sixth class rates north and 
south of the Ohio River, respectively. The report said the sole 
point of controversy was as to the application of the rates from 
Cincinnati to destinations in Kentucky and Tennessee and be- 
tween Jacksonville and points beyond in Florida. 

In the southerly classification, the report said, steam road 
rollers were rated sixth class under the heading of “Grading 
and Road Making Implements,” and were specifically described 
as follows: ‘Rollers, Road: Self-propelling or other than self- 
propelling, carload, minimum weight 24,000 pounds.” By ex- 
ceptions to the Southern Classification a class L rating was 
provided from Cincinnati to destinations in Kentucky and Ten- 
nessee on “Machinery and machines, rated sixth class in South- 
ern Classification, carload,” and a class N rating was provided 
between Jacksonville and points of origin and destination in 
Florida on “Machinery and machines, carload, rated sixth class 
in Southern Classification, also dredging machinery and parts 
thereof, carload, minimum weight 20,000 pounds.” 

Complainant contended that its shipments fell within the 
description “machinery and machines.” Defendants contended 
that a steam road roller was not a machine, and made further 
argument as to why the term “machinery and machines” was 
not applicable to steam road rollers. In its conclusions, the 
Commission said: 


Similar contentions were advanced by the defendants in Lawrence 
Construction Co. vs. L. & N. R. R. Co., 115 I. C. C. 439. In that 
proceeding we found that the commodity description “Machinery 
and machines, rated sixth class in southern classification’ included 
steam rollers. The record in the instant case does not warrant a 
different conclusion. 

We find that the class-L rates were applicable to the trans- 
portation from Cincinnati to destinations in Kentucky and Tennessee; 
that the class-N rates were applicable to the transportation between 
Jacksonville and the points of origin and destination in Plorida; and 
that the shipments were overcharged. The overcharges, with in- 
terest, should be promptly refunded. The complaint will be dismissed. 


TANNERY FLESHING RATES 


A revision of rates on tannery fleshings, based on a finding 
of unreasonableness, to be made not later than July 13, has been 
ordered in No. 17617, Keystone Glue Cc. et al. vs. Southern et al., 
mimeographed. The Commission, by division 3, has found the 
rates on the commodity mentioned, carloads, from points in 
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Virginia, West Virginia, North Carolina, Tennessee and Ken- 
tucky to West Williamsport, Pa., unreasonable to the extent they 
exceeded, exceed, or may exceed amounts set forth in the report 
and awarded reparation to the basis of the new rates. 

The report also covers parts of fourth section applications 
Nos. 703, 1747, 1748, 3965, 1952, 458, 1561, 1074, 1573, and 1548, 
filed by carriers serving the points of origin in the states erfu- 
merated. In fourth section order No. 9523, the Commission 
denied relief as to rates from Chattanooga and other points in 
the states named to West Williamsport, which are lower than 
those contemporaneously maintained from Johnson City Tenn., 
and other intermediate points, as of September 17. Revised 
rates to comply with that order are to be made effective on 
statutory notice. 

Complainant, a glue manufacturer, and tanners producing 
the fleshings which consist of tannery refuse and the scrapings 
from hides sent to the Keystone glue factory, alleged the rates 
were unreasonable, unduly prejudicial and in violation of the 
fourth section, from points in the southern states to West 
Williamsport. There are no glue factories in the origin terri- 
tory, the report says. The complaining tanneries, affiliated with 
the complaining glue company, it was alleged, did not produce 
enough of the refuse and scrapings to supply the glue factory. 
In bidding for the glue stock, the report said, the complainants 
claimed to be handicapped by reason of alleged excessive rates 
to West Williamsport, generally taking the Williamsport, Pa., 
rates and that, generally, a lower level of rates from the 
southern tanneries to glue manufacturing points such as 
Gowanda, N. Y., and Springdale, Pa., prejudiced them. By rea- 
son of a contract between the tanneries and the glue manufactur- 
ing company, the former made no shipments to Gowanda and 
Springdale, but in the bidding, it was argued, the freight rates 
were an important and determining factor in instances where the 
West Williamsport rates were higher than the rates to the 
competing glue factory points, the glue complainant being forced 
to offer delivery prices reflecting the excess in freight rates to 
get the fleshings. 

At the hearing the defendants submitted a proposed revision 
in which the rates were shown from five groups of origin. 
Taking Bristol, Va.-Tenn., for purposes of illustration, a table in 
the report shows a rate of 50 cents to Gowanda and Springdale 
for longer hauls than to West Williamsport, which has a rate 
of 53 cents, for haul of 572 miles in contrast with a rate of 50 
cents for a haul of 796 miles to Gowanda. The railroads pro- 
posed a rate of 41.5 cents. The complainants asked for a rate 
of 32.5 cents. The complainants proposed seven groups of 
origin. The Commission said it was not prepared, on this 
record, to modify the groupings proposed by the carriers. It 
also prescribed a description of the commodity, as set forth in 
the current Consolidated Classification, on a 36,000 pound 
minimum, in place of the varying descriptions in the tariffs, 
and in place of the minima varying from 24,000 to 36,000 pounds. 
It found no damage to have resulted from any undue prejudice 
that might have existed. As to the rates assailed it said: 


We find that the rates assailed were, are, and for the future 
will be, unreasonable to the extent that they exceeded, exceed, or 
May exceed 21 cents from Broadway, Harrisonburg, Elkton and 
Luray, Va., in group 1, 27 cents from Buena Vista, Covington, Iron 
Gate, Salem, Pearisburg, and Narrows, Va., and Durbin and Marlin- 
ton, W. Va., in group 2, 33 cents from Big Stone Gap, Va., Bristol, 
Va.-Tenn., Johnson City, Kingsport, Newport and Walland, Tenn., 
Ashville, Morganton, North Wilkesboro and Old Fort, N. C., and Mid- 
dlesboro, Ky., in group 3, 36 cents from Andrews, Brevard, Rosman, 
Sylva and Waynesville, N. C., group 4, and 37 cents from Chatta- 
nooga, Tenn, (the only point in group 6.). 


SLIGO RULE LIME CASE 


The Commission, by division 4, in No. 17491, Washington 
Building Lime Co. vs. Baltimore & Ohio et al., and cases joined 
with it, mimeographed, deals with rates on lime, ground lime- 
stone and crushed stone, from points in West Virginia and Ohio, 
to stations in Maryland on the Washington, Baltimore & Annap- 
olis, an electric line, and the Hagerstown & Frederick, another 
electric line; class rates on lime from Baltimore & Ohio points 
to destinations on the Washington, Baltimore & Annapolis, be- 
tween November 9, 1925, and January 30, 1926, inclusive; present 
combination rates on lime from Woodville, O., to stations on the 
Washington, Baltimore & Annapolis and present joint commodity 
rates from Baltimore & Ohio stations. Three sub-numbers, 
Same vs. Pennsylvania et al., Same vs. Baltimore & Ohio et al., 
and Standard Lime & Stone Co. vs. Baltimore & Ohio et al., are 
covered by the report. 

Rates were alleged by the title complaint and the first two 
sub-numbers to be unreasonable and inapplicable from Engle, 
W. Va., and Woodville, O., to various points on the electric lines. 
In respect of shipments to points on the Hagerstown & Fred- 
erick, the rates were also alleged to be in violation of sections 
2, 3 and 4. Reparation and rates for the future -were sought. 
In the third sub-number rates on crushed stone and ground 
limestone from Martinsburg, Kearneysville, Engle and Millville, 
W. Va., to W. B. & A. stations were alleged to be unreasonable 
and inapplicable. Rates for the future and reparation were 
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sought. In some instances rates were published in cents per 
10® pounds and in others in amounts per ton. 

The Commission said that while violations of sections 1 and 
6 were alleged, the issue as to most of the shipments was mainly 
one of tariff interpretation. No joint rates were in effect at the 
time the shipments moved, nor when the complaints were filed, 
and full combinations, without deductions, were charged. The 
complainants contended that deductions of 40 cents and 30 cents 
per ton, on lime and crushed stone and ground limestone, should 
have been made from the full combinations, as provided in the 
tariffs. That contention brought in the question of the applic. 
ability of the Jones’ combination rule and the applicability of 
the principle enunciated in the Sligo Iron Store case, 62 I. C. C. 
643, 73 I. C. C. 551, and Armour Fertilizer Works vs. Southern, 
93 I. C. C. 186, in the tariff interpretation part of the case. 

On the reasonableness aspect of the case the Commission 
report discusses Lehigh Lime Co. vs. A. C. & Y., 85 I. C. C., 341, 
the National Paving Brick Manufacturers’ Association case, 68 
I. C. C. 213, Lime from Eastern Trunk Line Points, 93 I. C. C. 
617, and the Eastern Lime case, 112:I. C. C. 7, as well as other 
cases involving rates on lime, cement and kindred commodities, 
The findings, other than that the complainants are entitled to 
reparation, are as follows: 


We find that the applicable rates on the shipments under con- 
sideration, except where joint rates have been established, and ex- 
cepting rates from Woodville since September 1, 1924, were, and 
are, the aggregate of the separate factors to and from the junction 
points less 40 cents per net ton on lime and 30 cents per net ton 
on ground limestone and crushed stone, and were not and are not 
unreasonable, and that the rates so arrived at will be reasonable 
maximum rates for the future; that shipments that were charged 
a higher basis were overcharged; that the applicable rates from 
Woodville were not unreasonable prior to September 1, 1924, but since 
that date were, are, and in the future will be unreasonable to the 
extent that they exceeded or may exceed the rates previously in 
effect; that the joint class rates in effect on lime from stations 
on the Baltimore & Ohio to points on the W. B. & A. between No- 
vember 9, 1925, and Janua 30, 1926, were unreasonable to the ex- 
tent they exceeded the subsequently established commodity rates. 
We further find that the joint commodity rates were not and are 
not —e- and that they are reasonable maximum rates for 
the future. : 


RATES ON REFINED PETROLEUM 


The Commission, in a mimeographed report by division 1, 
has dismissed the complaint in No. 17746, Humble Oil & Refin- 
ing Company vs. Beaumont, Sour Lake & Western et al., on a 
finding that rates on refined petroleum, carloads, from Hearne, 
Tex., to Baytown, Tex., for export, and for coastwise movement 
to points in the United States, were not unreasonable or unduly 
prejudicial. 

Complainant alleged that the rates assailed had been since 
November 15, 1923, and were now unreasonable, unjustly dis- 
criminatory and unduly prejudicial. At the hearing complainant 
abandoned its allegation of unjust discrimination. The report 
said complainant operated several refineries, the largest of 
which was at Baytown, and that it also owned a refinery at 
Hearne, which was constructed in 1923 and continued in opera- 
tion until September, 1925, when it was closed down on account 
of being unprofitable, and that it had remained closed to the 
present time. On argument, the report said, it was stated that 
the refinery at Hearne had been dismantled and removed to 
another point. 


The report said complainant admitted that while there was 
every reason for assuming that the plant was logically located, 
too little attention was given to the rate structure and competi- 
tion from other refineries. Prior to the completion of the Hearne 
plant, complainant sought and obtained, according to the report, 
establishment of a rate of 20.5 cents on refined petroleum from 
that point to Baytown, for export and coastwise movement. Com- 
plainant expressed no dissatisfaction with that rate in the entire 
period the plant was in operation, the report said, adding that, 
in fact, defendants had no knowledge of dissatisfaction with 
the rate assailed until the complaint in this proceeding was filed, 
which was more than two months after the refinery had dis- 
continued operations. 

The report said the complaint was based on the issue that 
the rate on refined petroleum from Hearne to Baytown, 180 
miles, was unreasonable and unduly prejudicial to complainant’s 
refinery at Hearne and unduly preferential of refiners at Shreve- 
port, La., from which a rate of 15 cents applied on refined 
petroleum to Baytown and Port Arthur, Tex., 277 and 223 miles, 
respectively, to the basis of which complainant asked rates for 
the future and reparation of approximately $112,977, with 
interest. 

Hearne is on the extreme southern rim of the North Central 
Texas group, which extends from Hearne to Vernon, Tex., cov- 
ering a blanket of approximately 300 miles, from which a rate 
of 20.5 cents applies on refined oil for export and coastwise 
movement to all Louisiana and Texas ports, according to the 
report. Complainant contended that Hearne should not have 
been included in the group referred to. The Commission said 
complainant had selected a point on the rim of the origin group 
nearest to the port and sought to have the rates between those 
points adjudged unreasonable without consideration of the whole 


June 


grou 
The 
und 


of ju 
reim 
argu 
terri 
the | 
same 
evid 
WwW 


e 
preji 


sion 
Ari: 
has 
pen 
on 

and 


ern 
Pac 


mir 


to 
reli 
Ore 
on 


ori; 
anc 
of 


to 
wit 
Pa 


at et oe ee oS Utena et oe le | eS 


—" 





0. 23 


S Der 


l and 
ainly 
t the 
filed, 
The 
cents 
10uld 
1 the 
DDlic- 
ty of 
ce. €. 
hern, 


ssion 
, 341, 
e, 68 
EE € 
ther 
ities, 
d to 


con- 
| ex- 


ction 
, ton 
+ not 
1able 
ged 
from 
since 
. the 
y in 
tions 
No- 
ex- 
ates. 
are 
3 for 


pfin- 
na 
rne, 
lent 
luly 


ince 
dis- 
lant 
DOrt 

of 
r at 
era- 
unt 
the 
hat 

to 


was 
ted, 
eti- 
rne 
ort, 
om 
»m- 
‘ire 
at, 
ith 


lis- 


hat 
180 
it’s 
ve- 
ied 
es, 
for 
ith 


ral 
yv- 
ite 
ise 
he 
ve 
id 
up 
se 
le 


June 4, 1927 


group adjustment. It said it had often condemned such attempts. 
The Commission said the record did not support a finding of 
undue prejudice. In conclusion, the Commission said: 

Construction of the refinery at Hearne was apparently a mistake 
of judgment resulting in financial loss for which complainant seeks 
reimbursement at the carriers’ expense. It can not be successfully 
argued that complainant did not know the group adjustment in the 
territory in which it operated, at least the fact that it requested 
the establishment of a 20.5-cent rate from Hearne to Baytown the 
same as applied from north central Texas group, is prima facie 
evidence that it considered that point as being located in that group. 
We find that the rates assailed were not unreasonable or unduly 
prejudicial. The complaint will be dismissed. . 


OGDEN GRAIN EXCHANGE CASE 


In a report written by Commissioner Campbell, the Commis- 
sion, by division 2, in No. 16230, Ogden Grain Exchange vs. 
Arizona Eastern et al., opinion No. 12271, 126 I. C. C. 255-82, 
has found not unreasonable, with exceptions shown in an ap- 
pendix, rates on grain and grain products, carloads, from points 
on the Oregon Short Line in Idaho, Montana, Oregon, Utah 
and Wyoming, from points in Utah on the Bamberger Electric, 
Denver & Rio Grande Western, Los Angeles & Salt Lake, South- 
ern Pacific, Union Pacific, Utah Idaho Central, and Western 
Pacific, and from certain points on the Denver & Rio Garnde 
Western in Colorado, to north Pacific coast and California ter- 
minals. 

Reasonable rates to replace the condemned ones from and 
to the points are shown and prescribel in the appendix, and 
relationships in the present rates on this traffic to Portland, 
Ore., on the one hand, and to Astoria, Ore., and Seattle, Wash., 
on the other, are required in the prescribed rates. 

Rates on the same commodities from the same points of 
origin to destinations in interior California, the Imperial Valley, 
and Arizona are found unreasonable and bases for the making 
of new rates are prescribed. 

The Commission found that an allegation of undue prejudice 
to complainants’ members in the origin territory as compared 
with Montana shippers on grain and grain products to north 
Pacific coast points had not been sustained. 

The order requires the carriers, on statutory notice, to 
publish the new rates not later than August 22. The rates are 
in cents per 100 pounds. 

Complainant is a corporation having about 30 members, en- 
gaged in buying and selling grain and grain products, with mills 
and elevators at various points in Utah and Idaho. The com- 
plaint, as summarized by the Commission and the interventions 
filed by other dealers and millers and organizations, is as fol- 
lows: 

It alleges that the rates charged for the transportation of grain 
and grain products, in carloads, from points on the Oregon Short 
Line in Idaho, Montana, Oregon, Utah, and Wyoming, from points 
in Utah on the Bamberger Electric, the Denver & Rio Grande West- 
ern, hereinafter called the Rio Grande, the Los Angeles & Salt Lake, 
the Southern Pacific, the Union Pacific, the Utah Idaho Central, and 
the Western Pacific, and from points on the main line of the Rio 
Grande in Colorado west of and including Salida, to points in Arizona 
and California, and to Portland and Astoria, Ore., and Seattle, Wash., 
are unjust and unreasonable, unduly prejudicial to complainant in 
that rates on the same commodities from California, Colorado, Idaho, 
Kansas, Minnesota, Montana, Nebraska, Oklahoma, and Texas are 
unduly preferential of competitors in those states, and in violation 
of the long-and-short-haul clause of section 4 of the interstate com- 
merce act. We are asked to prescribe just and reasonable rates for 
the future and to establish joint rates to and from all points of origin 
and destination named except where they now exist. 

Petitions of intervention were filed by the Colorado Milling & 
Elevator Company, North Pacific Millers Associaion, Board of 
Trade of Kansas City, San Francisco Chamber of Commerce, As- 
toria Chamber of Commerce, Port of Astoria, Commission _of Public 
Docks, Portland, Port of Portland, Portland Chamber of Commerce, 
Portland Traffic & Transportation Association, Seattle Chamber of 
Commerce, Port of Seattle, Tacoma Chamber of Commerce, Port 
of Tacoma, Department of Public Works of Washington, Public 
Service Commission of Oregon, Public Utilities Commission of 
Utah, and the state of Utah. The intervening petitions filed on be- 
half of the state of Utah, the Public Utilities Commission of that 
state, and the San Francisco Chamber of Commerce are in support 
of the allegations of the complaint. Rates and rate differences will 
be stated in amounts per 100 pounds and, except as noted, will be 
the rates on wheat. 

The report said that rates on the same commodities, from 
many of the same points of origin to eastern destinations, were 
recently prescribed in Ogden Grain Exchange vs. A. & S., 122 
I. C. C. 691, and that a large amount of the testimony in that 
case was duplicated in this one. The complainant, the report 
said, desired the continuance of the present transit arrange- 
Ments and general tariff descriptions of articles taking wheat, 
flour, and oats rates; that the rates on flour be made generally 
5 cents higher than those on wheat except to the Imperial 
Valley and Arizona, to which a spread of 7 cents was suggested; 
and that the rates on wheat be observed as maxima on coarse 
grain. The complainant proposed specific rates to Portland, 
Ore., San Francisco, Calif, and Los Angeles, with specific dif- 
ferentials to interior California points; and to Arizona and the 
Imperial Valley points to be added to the rates proposed to 
Daggett and Colton. 

The Commission’s findings and the appendix showing the 
oo to be made effective not later than August 22 are as 

OWS: 


We find that the assailed rates to north Pacific coast and Cali- 
fornia terminals are not unreasonable, except that from and to the 
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points shown in the appendix to this report the present rates are, 
and for the future will be, unreasonable to the extent that they 
exceed, or may exceed, those shown in the appendix opposite the 
respective points of origin. We shall expect the carriers to continue 
in the new rates the general relationships now existing between the 
rates on this traffic to Portland on the one hand and other north 
Pacific coast points on the other. 

We further find that from all points of origin to destinations in 
interior California, the Imperial Valley, and Arizona the assailed 
rates are, and for the future will be unreasonable to the extent that 
they exceed, or may exceed, the bases of rates shown in the appen- 
dix opposite the respective points of destination. The record will 
not permit us to prescribe rates to each point of destination. We 
shall expect defendants to establish rates in harmony with the fore- 
going rate bases, with primary regard for differences in distance, 
from each origin point from which the assailed rates apply to each 
point of destination in interior Californa, the Imperial Valley, and 
Arizona to which there is now, or is likely to be, a movement of 
grain or grain products. We shall leave the routes over which these 
rates are to be established to the discretion of defendants, it being 
understood that establishment of rates in conformity with the rates 
or bases of rates prescribed herein over one route from each point 
of origin to each point of destination will be considered to be in 
compliance with the foregoing conclusions. 

The foregoing findings under section 1, we believe, will remove 
such undue prejudice as may have been shown to exist in the assailed 
rates to California and Arizona destinations. To the north Pacific 
coast the reasonable rates which we have approved herein are and 
will continue to be higher for like distances than the rates from 
many of the Montana points of origin to the same destinations. We 
are not convinced upon this record that transportation conditions 
are as favorable to the north Pacific coast from the origin territory 
here considered as from the lower rated Montana points, nor does 
the record warrant a finding that the competition at north Pacific 
coast markets between complainant’s members in the origin territory 
on the one hand and Montana shippers on the other is as severe as 
the competition at the same markets between Montana shippers on 
the one hand and Canadian shippers on the other. Accordingly, 
we find that the allegation of undue prejudice in the rates to north 
Pacific coast points has not been sustained. 

It will be understood that our findings herein are limited to the 
issue of what are or will be the reasonable maximum rates on this 
traffic without regard to the provisions of the Hoch-Smith resolution. 
We shall leave for determination in the pending general investiga- 
tion the question whether any of these rates are the lowest possible 
lawful rates compatible with adequate transportation service. 


APPENDIX 
Reasonable maximum rates and differences in rates, in cents per 
100 — on grain and grain products, in carloads, prescribed in 
this report: ; 


Wheat 
and Coarse 
Flour Grains 
..To Portland, Ore., from Cents Cents 
PE I ag tO oh eee b Ae cea a eee aE CaS 50 45 
II heck aso 6icie operore ce sisiae es ohere Sa ewiG S Sica SN DINOS 50 45 
I RI 585 5 1-46 Wier ove eh how Stieloyeiegiae esau ew 53 47.5 
oe epiiaretors-vcisis «sale ee be ean wienan weeeenas 52 47 
a cals ce eaters: arisr44seys Sidi ale bint sre Gie-kow aie ee eeow 57.5 52 
I EI. EIN, 5.6.5. 5is 016 cee 'w 5: biewie es eters wie BS (*) (*) 
GI 3G socom cayenne ste ui wesw uses tin sen aa tSeew (*) (*) 
To San Francisco, 
Calif. 
Wheat 
and Coarse 
Flour Grains 
From Cents Cents 
I IN oo Series Rano.0'5 is Sioned AON ee ewe een 50 45 
ee ee ee ee 51.5 46.5 
eS a ee 54.5 49 
I, oooh 0 vei inla/p. 60 oe ew SIR Re aches ee 55.5 50 
No 0 osc: a8terereseery alae quetbee ogre SETS SIS oe 56.5 51 
I ED ois sac. creooreewe abe biaaaleweencueueoe 46.5 42 
eis bate 6 tas toc Gipioneivernie wg neeiele Wow aie oie 56.5 51 
Foe c's oon oe 8 3 0 bind rece eS BIE SRL EEAS 59.5 53.5 
I i aaa one a ipivinint eral. 0 SINS etek els ekeeernl ea 55 49.5 
NN 66.655 5 rercnc ro ses disis a sae Nts SSE SEN SUIS RESR 57.5 52 
RIS 6050. a oswhreie-o- 06-0 aesailetnis Sorere-eawi Sd wielaemens 58.5 52.5 
Nosy. bic i syoic taiio's ers wie igloo elalagioceiecs Se eee 55 49.5 
ER PI a es a'n cg ue vseior ole oS: erepreawhode era pine mele eaten — aioe 
I UNE 8 oe Sse ede seu dae ase makaesenenote 43.5 39 
To Los Angeles,Calif. 
‘Wheat 
and Coarse 
Flour Grains 
From Cents Cents 
OE ee a SOTO ERR COME 5l.o 46.5 
re ee ee ee ere er cae eeiaile 
I, SS, NII vs ice 0:00:80 nce sowsods wnneepeie 54.5 49 
I ne ioc. ci crenococlacondtanccesia wie wwe tee an aie 56.5 51 
EE I 0x save sisi wim wile weiner a trees wie @ ew etweee e 58 52 
ED, Relacicaaobciee-s beSlewdowpeiewas ouuraeaebe ae sue 
Delta, Utah .......... sikiao re hisleden a wee ae une Riemale 
NE I 55 Ayers Siasnie oie ansaren.winp ee 08s wee wou eres aime 
IEE oo ins 5.<16 409s c ors oes hy wie Siege ieee 48.5 43.5 
I rics (00's sa 0a claveies aw Dine <aiewle oieleisier ane eerew 51 46 
| Er ey oe ey ee 55 49.5 
gral iiss5 5.6 0p 5.4.0 5h 15 ahead Reals ada BSlSriewals 48.5 43.5 
I PEIN Go) 5 hs Sie wrai osu oir oalavaeete owes Wistwaareees 50 45 
EL PE 5-6 9 ars. 19 aio heey wid Wisi a pi alginlw te slns stemisiiela ete 53.5 48 
Wheat 
Differenced Over Con- and Coarse 
Rates to temporaneous Rates to Flour Grains 
Weed, Call. «ccs eSan Francisco, Calif. ....... 4 3.5 
Fresno, Calif. ........ San Francisco, Calif......... 3 2.5 
Bakersfield, Calif. ....San Francisco, Calif......... 5 4.5 
Santa Barbara, Calif..San Francisco, Calif......... 9 8 
RN EI oii a 9:0w0 bce sede etng are aia Gwe eseis arb wears (t) (t) 
EN ES ees tn ciesipesdedam mye eepene +i s4.vnes (ft) (ft) 
Calexico, Calif. ....... >| 6.5 6 
co ee 2... | 6.5 6 
Maricopa, Ariz. ...... BE a 11.5 10.6 
"PIGUOM, BENE. <.00.0 55000 NN SIIEES. otis c:s:0.0-0 00.0000 13 11.5 
i Rh Ie hn nce a0 5.0 0:6.0-00 00 16.5 15 
Kingman, Ariz. ...... er 8 7 
Ash Fork, Ariz........ BREE, COME, 6.0.0 0isieov-cewe 10.5 9.5 
Phoenix, Ariz. ....... oo es ere 10.5 9.5 
FPiagstaff, Ariz. ....... en 11.5 10.5 
Allantown, Ariz. ...... oo a ne 16.5 15 





*Rates from Colorado common points as maxima. 
tRates to Los Angeles, Calif., as maxima. 
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LAKE CARGO COAL RATES 


Reversing the decision made July 16, 1925, the Commission, 
in Lake Cargo Coal Rates, 1925, the collective name for No. 
15007, Pittsburgh Coal Producers’ Association et al. vs. Ashland 
Coal & Iron et al., opinion No. 12276, 126 I. C. C. 309-91, and 
the cases joined with it, has found unreasonable, but not unduly 
prejudical, the rates on bituminous coal, from mines in Penn- 
sylvania, Ohio and West Virginia in the Pittsburgh, Ohio No. 8 
and Cambridge districts to lower Lake Erie ports for trans- 
shipment by vessel. 

It has found rates on like traffic from mines in the Fairmont 
district not unreasonable or unduly prejudicial as alleged and 
has modified its findings in 101 I. C. C. 513, in part. 

It has found the present rates of $1.66 from the Pittsburgh 
district and $1.63 from the Cambridge and Ohio No. 8 districts 
unreasonable, at present and for the future, to the extent they 
exceed or may exced $1.46 and $1.43 per net ton, respectively. 
The text of the order requiring the carriers to establish new 
rates is as follows: 


It is further ordered, That said defendants, according as they par- 
ticipate in the transportation, be, and they are hereby, notified and re- 
quired to establish, on or before August 10, 1927, upon notice to 
this commission and to the general public by not less than 30 days 
filing and posting in the manner prescribed in section 6 of the inter- 
state commerce act, and thereafter to maintain and apply to the 
interstate transportation of bituminous coal, in carloads, from mines 
in the Pittsburgh, Ohio No. 8, and Cambridge districts in Pennsyl- 
vania, Ohio, and West Virginia to Toledo, Sandusky, Huron, Lorain, 
and Cleveland, Ohio, Fairport Harbor, Ashtabula Harbor, and Con- 
neaut Harbor, Ohio, and Erie, Pa., for transshipment beyond by 
vessel, rates not in excess of $1.46 per ton of 2,000 pounds from mines 
in the Pittsburgh district, and $1.43 per ton of 2,000 pounds from 
mines in the Ohio No. 8 and Cambridge districts. 


Had the Commission found the rates also unduly prejudicial 
the carriers would have had ground in the report itself for ad- 
justing the relationship of rates as between the complaining 
districts and the districts the complainants referred to as the 
preferred districts or as the southern districts, by reducing the 
rates from the complaining districts somewhat and raising the 
rates from the southern districts somewhat. However, the re- 
port and order leave the carriers no option. They must reduce 
the rates from the complaining districts. 

The report, as read by those who followed the case closely, 
seems to close the door to any action by the carriers serving the 
southern districts looking to the preservation of the present 
relationship between the complaining and the alleged preferred 
districts. 

“Under the issues now presented,” says the report, “it is 
unnecessary for us to consider whether the rates from the 
southern districts are lower than reasonable minima, but we 
are of opinion that the carriers would not be justified in reduc- 
ing the present rates from those districts.” 

That opinion, the report says, does not apply to the rates 
from the Fairmont district. It says they might be reduced to 
$1.71 without creating too small a differential over those from 
the Pittsburgh and Ohio districts. 

“We do not, however, find the rates from the Fairmont 
district unreasonable or unduly prejudicial as alleged,” says the 
report immediately after saying that the Fairmont rates might 
be reduced to the figure mentioned. 


The report covers a sub-number of the title complaint, East- 
ern Ohio Coal Operators’ Association et al. vs. Same; and No. 
15423, Allied Coal Co. et al. vs. Baltimore & Ohio et al. The 
last mentioned brought in issue the rates from the Fairmont 
district. It was dismissed. That leaves the question of a change 
of rates from the Fairmont district to the railroads, with a sug- 
gestion that while the rates are not unreasonable or unduly 
prejudicial, they might be cut without making the differential 
from Fairmont too small over those from the Pittsburgh and 
Ohio districts. 


As to the contention of District No. 12 of the United Mine 
Workers of America, an organization of Illinois mine workers, 
that the rates involved in this case “should be adjusted to 
reflect differences in wage scales that prevail in the Illinois 
fields and in the southern districts, and that the rates from the 
latter districts, in which the wage scale is lower than that in 
the Illinois fields, should be increased,” the Commission said it 
was no part of its duty to canvass and compare wage scales. Its 
thought on that point was expressed as follows: 


District No. 12 of the United Mine Workers of America, an organ- 
ization of Illinois mine workers, contends, in substance, that the rates 
should be adjusted to reflect differences in wage scales that prevail 
in the Illinois fields and in the southern districts, and that the rates 
from the latter districts in which the wage scale is lower than that in 
the Illinois fields should be increased. It further contends that if any 
reduction is made in the rates from the complaining districts cor- 
responding reductions should be required in the rates from the 
Illinois fields. 

Under the issues before us, we can only determine whether the 
rates assailed from the complaining districts are just, reasonable, 
and free from undue prejudice. It is no part of our duty to canvass 
and compare wage scales and other expenses and incidents of indus- 
trial operation, or the social and economic conditions stressed by this 
intervener with the view of adjusting the rate structure to them. 
Furthermore, the rates from the Illinois fields are not before us in 
this proceeding. 
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However, the report said, the Commission had to give con. 
sideration to the conditions existing in the industry under the 
provisions of the Hoch-Smith resolution. In the part of the 
report in which it set forth its conclusions, the Commission diq 
discuss the conditions of the coal-mining industry in Ohio anq 
Pennsylvania at the time of the original hearings and after 
them. What it said will be found in the text of the conclusions 
reproduced herewith. 

This reversal of the finding made in July, 1925, was due 
largely to the conclusion that the foundation for the prior find. 
ing that the rates from the complaining districts were not un- 
reasonable was not good. This report says that the finding on 
the point of reasonableness in the prior report “was _ based 
largely on comparisons with the local rates on commercial coal 
to the ports or similar rates to other points.” At that time, 
the report said, the majority did not see sufficient reason for 
reducing the rates on lake cargo coal which were already 
somewhat lower than the rates on commercial coal. 

“Upon further hearing, however,” says the report, “addi- 
tional facts have been brought to our attention, which, with facts 
theretofore of record, indicate the propriety of lower rates on 
lake cargo coal than commercial coal. Among these facts now 
of record are the more concentrated movement of lake cargo 
coal, its movement at a more favorable season of the year than 
the heaviest movement of commercial coal, the larger propor- 
tion of joint-line hauls in the case of commercial coal, the 
difference in terminal delivery service, and the greater avail- 
ability of cars used for shipping lake cargo coal for return 
loading with ore.” The Commission, in the light of the present 
record, came to the opinion that the comparisons with the rates 
on commercial coal were not conclusive as to the reasonableness 
of the rates assailed. 

This report is on further hearing. The prior report was 
written by Commissioner Hall. In this report Mr. Hall concurs 
in the findings that the rates from the Pittsburgh and Ohio 
districts are not unduly prejudicial or unduly preferential and 
that the rates from the Fairmont district are neither unreason- 
able nor unduly prejudicial. But he dissents from the finding 
that the rates from the Ohio and Pittsburgh districts are un- 
reasonable. Commisioner Woodlock joined in that dissent. 

Only nine commissioners voted on the report. Commissioner 
Meyer, the report said, was necessarily absent but that if he 
had been present he would have voted against the report. Com- 
missioner Brainerd, it said, did not participate in the disposition 
of these cases. 


Commissioner Taylor, concurring, gave reasons for voting 
with the majority, in addition to those put forth by the majority. 
He said that the question as to whether a rate was just and 
reasonable could not be considered by itself, but had to be 
determined by its relationship to other rates on like traffic. 
Therefore, he said, the conclusion was inescapable that the 
comparative method, comprehensively applied, had to be used 
in arriving at a decision as to whether the rates here com- 
plained of were unjust and unreasonable. On account of the 
many varying elements of the cost of transportation, the element 
of value and many other things enumerated by him, he said no 
rule had been or could be created definitely to measure the 
reasonableness of any rate per se. 


Commissioner Eastman, with whom Commissioners Camp- 
bell and McManamy agreed, concurred in part. He agreed with 
the finding that the rates from the complaining districts were 
unreasonable. He pointed out that in the former report he 
expressed the view that the rates should be $1.35 from the Ohio 
districts and $1.40 from the Pittsburgh district, an increase, 
it might be pointed out, in the difference between the Pittsburgh 
district on the one hand and the Ohio districts on the other, 
from three to five cents per ton. He said that while he pre- 
ferred the lower rates and the greater spread, the difference was 
not of sufficient importance to warrant dissent. He disagreed 
with the finding that no undue preference or prejudice existed. 
He argued that that finding, being based on the doctrine laid 
down in Ashland Fire Brick Co. vs. Southern Ry. Co., 22 I. C. C. 
115, which was before the Commission was given the power to 
prescribe minimum rates, was no longer tenable now that the 
Commission had that power and in view of the decision of the 
Commission in Swift Lumber Co. vs. Fernwood & Gulf, 61 I. C. C. 
485, sustained by the Supreme Court in United States vs. Illinois 
Central, 262 U. S. 515. In the fire brick case the Commission 
had to hold that because rates from competing districts were not 
made by the same carriers, the basis for a finding of undue 
prejudice was lacking. Mr. Eastman pointed out that in United 
States vs. Illinois Central, the Supreme Court name of the 
Swift Lumber case, the court said “and the newly conferred 
power to grant relief against rates unreasonably low may afford 
protection against injurious rate policies of a competitor, which 
were theretofore uncontrollable.” His conclusion was that the 
record warranted a finding that the rates assailed from the 
southern district over routes made up in whole or in part of 
lines of defendants which also participated in the movement 
of lake cargo coal from the complaining districts, would be 
unduly preferential of the southern districts and unduly preju- 
dicial against the complaining districts to the extent that such 
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rates exceeded the rates from the Pittsburgh district by less 
than 45 cents from the Big Sandy, Harlan, Kanawha, Kenova, 
Kentucky, McRoberts, South Jellico and Thacker districts and 
60 cents from the New River, Pocahontas and Tug River 
districts. 

Commissioner Hall, dissenting from the finding that the 
rates from the Pittsburgh and Ohio districts were unreasonable 
to the extent of 20 cents per ton, said that minority findings 
established no facts ultimate or other. He said he might well 
content himself with reference to those established in the 
original report by the then majority, if it were not for intima- 
tions by the present majority that the additional record 
developed upon further hearing warranted their change in 
conclusions. From that finding of unreasonableness he said he 
dissented “because in my judgment it is not supported in fact 
or in law.” In sixteen printed pages he pointed to what he 
considered the law and the facts to show that the majority 
members were unwarranted in reversing the findings in the 
former report, written by him. 


This report, about one-third longer than the prior one, 
recites the allegation contained in the complaints, what the 
Commission said in its prior report, details the contentions by 
the parties, including a declaration that the complainants took 
vigorous exception, in their petitions for reargument, on brief 
and final argument, to a statement of their position made by 
the Commission; brings the history of the complaining associa- 
tion to date; recites that the Illinois Commerce Commission 
challenged its jurisdiction to deal with these rates; its answer 
to that to the effect that the answer to that contention was to 
be found in the Supreme Court opinion in Ohio R. R. Comm. 
vs. Worthington, 225 U. S. 101, and then reviews the cases in 
which it has considered the lake cargo coal rates question. 
Its review begins with I. and S. No. 26, 22 I. C. C. 604, decided 
March 11, 1912, concurrently with Boileau vs. P. & L. E., 22 
I. C. C. 640, the formal complaint of a Pittsburgh operator, 
usually regarded as the beginning of the lake cargo coal litiga- 
tion. The review contains references to Pittsburgh Vein 
Operators of Ohio vs. Pennsylvania, 24 I. C. C. 280, the Fifteen 
Per Cent Case, 45 I. C. C. 303; Lake Cargo Coal Rates, 46 I. C. C. 
159; Increased Rates, 1920, 58 I. C. C. 220; Trunk Line and Ex- 
Lake Iron Ore Rates, 69 J. C. C. 589; Ohio-Michigan Coal Cases, 
80 I. C. C. 663; Indiana State Chamber of Commerce vs. B. & 
O., 83 I. C. C. 591; Illinois Coal Cases, 1920, 62 I. C. C. 741; Ohio 
Valley Coal Operators’ Association vs. I. C., 53 I. C. C. 148; 
Anthracite Coal Investigation, 101 I. C. C. 363, Carriers’ Divi- 
sions of Bituminous Coal Rates, 85 I. C. C. 617, and the court 
cases hereinbefore mentioned so that, seemingly, it gives atten- 
tion to the contentions of every complainant, every intervener 
and every carrier, most of which have heretofore been set forth 
in the Traffic World in the reports of the hearings, petitions 
and arguments. 


No reference, at least obvious, was made to the turmoil in 
Congress over the rates nor the fight on the nomination of Cyrus 
E. Woods to be a commissioner. Some references were made 
in the hearings and arguments to phases of the campaigns car- 
~ on in the coal fields for or against what the Commission 

ad done. 


The report makes a resume of the volume of statistics as 
to cost and gives descriptions of the methods of handling coal, 
bunker, commercial and lake cargo. The former report was 
based largely upon comparisons of the lake cargo movement 
with the movement of commercial coal, the latter moving to the 
ports for consumption there, the large terminal service in con- 
nection with the delivery of commercial coal being brought out 
in contrast with the small and concentrated service accorded 
on lake cargo coal at the ports. In summing up and disposing 
of the cases, the Commission, in a part of its report marked 
“conclusions,” said: 


_The finding in our previous report that the rates from the com- 
Plaining districts were not unreasonable was based largely on com- 
parisons with the local rates on commercial coal to the ports or simi- 
lar rates to other points. At that time the majority did not see 
sufficient reason for reducing the rates on lake-cargo coal which 
were already somewhat lower than the rates on commercial coal. 
Upon further hearing, however, additional facts have been brought 
to our attention which, with the facts theretofore of record, indicate 
the propriety of lower rates on lake-cargo coal than commercial coal. 
Among these facts now of record are the more concentrated move- 
ment of lake-cargo coal, its movement at a more favorable season 
of the year than the heaviest movement of commercial coal, the 
larger proportion of joint-line hauls in the case of commercial coal, 
the difference in the terminal delivery service, and the greater avail- 
ability of cars used for shipping lake-cargo coal for return loading 
with ore. The voluntary maintenance by the carriers of rates on 
lake-cargo coal from 78 to 95 per cent of the corresponding rates on 
commercial coal is not without significance. The lake-cargo rates 
are in the nature of proportional rates, and we have frequently 
prescribed such rates on a lower basis than the corresponding local 
rates. Upon further consideration, therefore, in the light of the 
present record, we are of the opinion that the comparisons with the 
rates on commercial coal are not conclusive as to the reasonableness 
of the rates assailed. 


_ Upon the more complete record now before us, we are of the 
Opinion that the rates on the same class of traffic from other districts 
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in the same region shipping a large amount of lake-cargo coal* are 
entitled to more weight in passing upon the reasonableness of the 
rates assailed than any other rate comparisons, although we take 
into consideration that such rates from the southern districts may 
not be reasonable maxima in all instances. In reaching our original 
decision, there was no doubt in the minds of at least some of those 
constituting the mojority that the rates from the Pittsburgh and 
Ohio districts were relatively much higher than those from the 
southern districts; but as stated, the majority did not then regard 
the rates assailed as unreasonable largely because of the comparisons 
with rates on commercial coal, the record did not justify the pre- 
scribing of minimum rates from the southern districts, and no undue 
prejudice or preference could be found because the rates from the 
complaining districts and from the southern districts were controlled 
by different carriers. Bs 

The record on further hearing differs materially from the original 
record in respect to the trend of the movement of lake-cargo coal 
from the various districts. In our original report we pointed out 
that in 1923 Ohio No. 8 shipped more lake-cargo coal than all the 
Kentucky districts combined, but on further hearing it is shown 
that in 1924, Ohio No. 8 shipped 663,000 tons less than Kentucky, 
and in 1925 Kentucky shipped 5,291,000 tons more than Ohio No. 8, 
or about four times as much as the latter. Likewise, we pointed out 
that the rate of increase in the tonnage shipped from Ohio No. 8 and 
Cambridge up to 1923 was much greater than for southern West 
Virginia, but it is now shown that the combined tonnage from the 
two Ohio districts declined in 1924, and for 1925 was less than one- 
third that in 1923, while the tonnage from southern West Virginia 
increased in 1924 and for 1925 was nearly double that in 1923. Ohio 
No. 8 and Cambridge shipped more than one-half as many tons as 
southern West Virginia in 1923, but in 1925 southern West Virginia 
shipped 10 times as much as the two Ohio districts. The tonnage 
shipped from the Pittsburgh district has continued to fall off since 
the original hearings, but at a much more rapid rate, that for 1924 
being less than one-half of 1923, and for 1925 less than one-third of 
1928. In our original report we stated that of the total lake-cargo 
tonnage of high-volatile coal in 1923, Pennsylvania and Ohio dis- 
tricts taking rates of $1.66, or less, shipped 60.4 per cent, while all of 
West Virginia and Kentucky shipped 39.6 per cent. In contrast to 
those figures, it now appears that in 1925 all of Ohio and Pennsyl- 
vania shipped only about 18 per cent of the total tonnage, while 
West Virginia and Kentucky shipped practically all of the remain- 
ing 82 per cent. This marked change in conditions is evidently due 
principally to the higher cost of producing and marketing coal in 
the Ohio and Pennsylvania districts. The higher cost is no doubt 
due to various causes, but it ‘is apparent that the freight rates con- 
tribute to the cost of producing and marketing coal in the com- 
plaining districts, and as stated, those from the Pittsburgh and Ohio 
yt ne are relatively much higher than those from the southern 

istricts. 

At the time of the original hearings the coal-mining industry in 
Ohio and Pennsylvania was in a comparatively prosperous condition. 
Since then 12,000 to 15,000 miners have left the Ohio mines, there 
has been a large increase in the number of vacant houses in the 
mining communities, and merchants have large amounts of unpaid 
accounts upon their books. In the Pittsburgh district miners have 
been given help in getting transportation to the southern fields, from 
1921 to 1925 the number of employes engaged in coal mining de- 
creased 20 per cent, while employes in other industries increased 40 
per cent, and the coal business is in a depressed condition. It does 
not appear that all this is due solely to the rate adjustment, but if 
that adjustment is improper it is our duty to correct it so far as pos- 
sible, and we must give consideration to the conditions existing in the 
industry under the provisions of the Hoch-Smith resolution. 

As pointed out in our original report, complainants’ cost studies 
were critized by defendants in various respects, the results shown 
are based upon several assumptions, and at best they are only ap- 
proximations; but after resolving doubts against these studies, we 
believe that they are sufficient to show that the costs warrant a 
substantial reduction in the rates from the complaining districts in 
Ohio and Pennsylvania.+ While we might not require a reduction in 
the rates assailed merely because ,the costs warrant it, that fact is of 
importance in considering whether the rates may be reduced to 
relate them more fairly to those from the southern districts. Our 
conclusion regarding the cost of the service is supported by what 
was said on the same subject in the Boileau case. 


Our previous findings were also based in part upon the fact that 
the rates assailed resulted from those prescribed in 1912, with only 
the subsequent general increases and reductions, and the differentials 
are the same as those prescribed in 1917. It cannot be denied, how- 
ever, that the increases have been proportionately greater in the 
rates from the complaining districts than in those from the southern 
districts, and, in fact, proportionately greater than in the class and 
commodity rates generally in the same territory. It is true that we 
approved the manner of increasing these rates, and we have held 
that such increases were not proof that the resulting rates were 
unreasonable, but this does not prevent us from according relief from 
rates so increased where the facts otherwise justify it, and we did 
accord relief from rates approved in 1917 and later modified only by 
the general increases and reduction in the Ohio-Michigan Coal Cases. 
The present record shows clearly that the circumstances and condi- 
tions now existing are materially different from those existing at the 


* Commissioner Hall points out in his dissent that the Freeport 
district shipped over 1,000,000 tons in 1925, but the table on page 346 
of this report shows that all of Pennsylvania outside of the Pitts- 
burgh district shipped only 374,000 tons in 1925, and this included 
the Connellsville, Altoona, Meyersdale, Reynoldsville, and Butler- 
Mercer districts besides the Freeport district. Moreover, the same 
table shows that the middle district and other districts of northern 
Ohio shipped only 16,000 tons in 1925. It seems clear, therefore, that 
the districts taking lower rates than the complaining Pittsburgh and 
Ohio districts are not importing factors in the lake-cargo trade. 

7 Commissioner Hall refers to. the lower freight operating ex- 
penses per revenue ton-mile on the carriers serving the southern 
districts than on some of those serving the complaining districts. 
Much of this difference is accountable for by the longer average 
hauls on the former lines, and so far as laké-cargo coal is concerned, 
a larger percentage of their hauls are but portions of considerably 
longer joint-line movements. But, if any other explanation is neces- 
sary, it appears reasonable to assume that the relatively lower 
operating expense on the southern lines is due to the larger propor- 
tion of coal handled by them than by the other: lines. This would 
only prove that the cost of handling coal is relatively lower than 
that of handling other traffic generally. However that may be, the 
record discloses not transportation reason for such a difference in the 
rate levels as exists with respect to lake-cargo coal from the Pitts- 
burgh-Ohio and southern districts. 
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time of the decision in the Boileau case in 1912 and the Lake Cargo 
Coal Case of 1917.f 

Briefly summarizing, in reaching our conclusions upon the ques- 
tion of reasonableness, we have taken into consideration the unusu- 
ally favorable circumstances and conditions surrounding the move- 
ment of lake-cargo coal, which make the rates thereon in a class by 
themselves; the relatively much lower rates from the southern 
districts, which the carriers serving those districts find profitable to 
maintain; the very decided change in the relative tonnage of 
lake-cargo coal shipped from the complaining Pittsburgh and 
Ohio districts and the southern districts, respectively; the present 
depressed condition of the coal-mining industry in the Pittsburgh 
and Ohio districts; and the fact that the cost of the service warrants 
a substantial reduction in the rates. We have taken into considera- 
tion particularly the changed conditions since our previous decisions 
regarding these rates, also to some extent the rates on ore from 
the ports to points in or near the complaining Pittsburgh and Ohio 
districts, and other evidence which need not be specifically referred to 
in the comprehensive record now before us. 

Upon the issue of undue prejudice and preference, the facts of the 
Swift Lumber Co. case, supra, relied upon by the Pittsburgh and 
Ohio complainants, are somewhat different from those of this case, 
where there are several carriers forming through routes from the 
complaining districts to the ports which do not participate in the 
rates or traffic from the preferred districts, and likewise there are 
certain carriers forming important through routes from the southern 
West Virginia and eastern Kentucky districts which do not partici- 
pate in the rates or traffic from the complaining districts. The last- 
mentioned routes are those formed by the Chesapeake & Ohio or 
Norfolk & Western in connection with the Hocking Valley. The 
fact that the latter joins with certain of the lines serving the com- 
plaining districts in joint rates from some of the preferred districts 
does not make it responsible for the rates maintained by the other 
lines from the complaining districts, but even if it did, the Hocking 
Valley’s withdrawal from the joint rates referred to would not affect 
the same rates maintained by it in connection with the Chesapeake & 
Ohio or Norfolk & Western. It is true that undue prejudice and 
preference were found in the Lake Cargo Coal Case of 1917, but it 
does not appear that the question here raised was considered in that 
case; and, moreover, the finding there applied to the differentials 
over the Ohio No. 8, Cambridge and Hocking districts, which all take 
the same rates, but the last-mentioned district is served by the 
Hocking Valley, so the situation was different. Under the circum- 
stances of the present case, we have for many years held that no 
undue prejudice or preference may be found, following Ashland Fire 
Brick Co. vs. S. Ry. Co., 22 I. C. C. 115. The doctrine of that case 
has been recognized and followed since the decision of the Supreme 
Sick mu Lumber Co, case. See Lake Dock Coal Cases, 


Upon further hearing we find that the rates assailed in Nos. 
15007 and 15007 (Sub.-No. 1) are, and for the future will be, unreason- 
able to the extent that they exceed, or may exceed $1.46 per ton from 
the Pittsburgh district, and $1.43 from the Ohio No. 8 and Cambridge 
districts. We do not regard the present relationships between the 
rates from the complaining Pittsburgh-Ohio districts and the 
southern districts as proper, but the reductions required in the rates 
from the Pittsburgh and Ohio districts will go far toward remov- 
ing the alleged undue prejudice to those districts, and following the 
principle of the Ashland Fire Brick case, we adhere to our previous 
findings on the question of undue prejudice and preference. It is 
expected, however, that the carriers will increase the diffrentials 
between the above-mentioned districts and the southrn districts by 
the amount of the reduction in the rates from the former, subject to 
what is said below regarding the rates from the Fairmont district. 
The record is not sufficiently developed to warrant specific findings 
with respect to the relationships between the rates from the com- 
plaining Pittsburgh and Ohio districts and other districts in Ohio, 
Pennsylvania, and Maryland which ship lake-cargo coal, but the 
carriers should be prepared to justify any change in the present 
differentials between those districts with the exception of the dif- 
ferential from Connellsville over Pittsburgh, which is now 40 per 
cent of the differential from Fairmont over Pittsburgh and might 
properly be increased to the same percentage of the differential from 
Fairmont over Pittsburgh that is established pursuant to this deci- 
sion. Under the issues now presented, it is unnecessary for us to 
consider whether the rates from the southern districts are lower than 
reasonable minima, but we are of the opinion that the carriers would 
not be justified in reducing the present rates from those districts. 
This does not apply to the rates from the Fairmont district, which 
might be reduced to $1.71 without creating too small a differential 
over those from the Pittsburgh and Ohio districts. We do not, how- 
ever, find the rates from the Fairmont district unreasonable or 
unduly prejudicial as alleged. 

No. 15423 will be dismissed and an appropriate order entered in 
the other cases. 





t One of the main reasons for not prescribing a lower rate in the 
Boileau case appears to have been the possibility of preventing the 
southern districts from competing in the lake-cargo trade, and the 
same consideration no doubt influenced the decision in the Lake- 
Cargo Coal Case of 1917, whereas the present record indicates that 
it is doubtful whether the reduced rates herein prescribed will even 
enable the Pittsburgh and Ohio districts to regain their former 
relative positions in the lake-cargo trade. 


REPARATION ON LUMBER 


Upon further consideration, the Commission, by division 4, 
in a mimeographed report in No. 15853, E. W. McClave & Son, 
Inc., vs. Atlantic Coast Line et al., has found unreasonable rates 
on lumber from Roach, Fla., to Harrison and Jersey City, N. J., 
and Great Works, Me., from Springdale, Fla., to Harrison, N. J., 
and from Scott, Ga., to Great Works, Me., to the extent indicated 
in the original report, 100 I. C. C. 405, plus a transit charge of 
$2.50 per car for stoppage at Portsmouth, Va. In the original 
report complainant was directed to comply with rule V of the 
Rules of Practice with respect to reparation. Controversy 
arose between complainant and defendant (Atlantic Coast Line) 
as to the amount of the transit charge to be used in com- 
puting the reparation. Complainant contended for a _ transit 
charge of $2.50 per car, which, at the time of the movements, 
was applicable to shipments originating on defendant’s line, and 
defendant contended for a charge of 2.5 cents per 100 pounds, 
The shipments originated on the Live Oak, Perry & Guif and 
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were accorded transit at Portsmouth by the Atlantic Coast Line, 
The Commission said the transit charge of 2.5 cents was estab. 
lished subsequent to the movement of the shipments. It said 
the charge of $2.50 per car was applicable to shipments that 
were entitled to transit at Portsmouth at the time the ship. 
ments involved moved, and that no reason appeared why that 
charge should not be used in computing the reparation due 
complainant under the original finding. 


INAPPLICABLE RAIL TIE RATE 


An order of reparation has been entered by the Commission 
in No. 18463, Potosi Tie & Lumber Company vs. Sligo & Eastern 
et al., mimeographed, by division 4, on a finding that the rate 
charged on a carload of railroad ties from East End, Mo., to 
Clearing, Ill., in January, 1924, was inapplicable and that the 
shipment was overcharged to the extent that the charges col- 
lected exceeded those accruing at the applicable rate of 35 cents 
per 100 pounds, plus the applicable reconsignment charge, and 
that complainant is entitled to reparation from the Frisco and 
the Wabash in the sum of $7.11, with interest. Charges on the 
shipment, which was reconsigned at Decatur, Ill., were col- 
lected on the basis of a three-factor combination rate of 36.5 
cents, plus a reconsignment charge of $2.70. No question was 
raised as to the reconsignment charge. Complainant’s position 
was that, following the principle announced in Sligo Iron Store 
Co. vs. W. M., 62 I. C. C. 648, 73 I. C. C. 551, 35 cents was the 
applicable rate. 


REPARATION ON BRICK 


In No. 18241, Buffalo Brick Company vs. Missouri Pacific 
Railway Corporation in Nebraska et al., mimeographed, by divi- 
sion 4, the Commission has found that complainant is entitled 
to reparation on account of an unreasonable rate charged on 
various shipments of paving brick from Buffalo, Kan., to Mc- 
Cook, Neb. Complainant alleged that the rate of 22.5 cents 
plus $2.25 per car, charged on 30 carloads of paving brick 
shipped in October and November, 1924, from Buffalo to McCook, 
was unreasonable. The Commission, after referring to Ballou 
Brick Co. vs. A. T. & S. F., 77 I. C. C. 4, Mason City Brick & 
Tile Co. vs. Director-General, 77 I. C.. C. 22, and Mason City 
Brick & Tile Co. vs. Director-General, 107 I. C. C. 702, found 
that the rate assailed was unreasonable to the extent that it 
exceeded 18.5 cents. 


CHARGES ON ALCOHOL 

An order of reparation has been entered by the Commission 
in No. 18737, Atlantic Refining Company vs. Pennsylvania et al., 
mimeographed, by division 4, on a finding that charges collected 
on a carload of denatured alcohol from Philadelphia, Pa., to 
Providence, R. I., were inapplicable. The shipment moved on 
July 27, 1925, to complainant’s siding in Providence. It was 
consigned to complainant at Providence for “delivery on the 
N. Y. N. H. & H. R. R.” Upon arrival at Providence the New 
Haven held the car and notified complainant it was ready for 
delivery. The report said that, some time thereafter upon 
written instructions the car was taken to complainant’s private 
siding. Charges were collected based on an incorrect weight 
of 30,500 pounds and a rate of 32 cents to Providence, a rate of 
11 cents from Providence to Auburn, R. I., a reconsignment 
charge of $6.30 and $4 demurrage, according to the report, which 
said that complainant contended only that the 32-cent rate 
applied to its siding. No evidence as to unreasonableness con- 
cerning the reconsignment and demurrage charges was offered. 
Complainant’s siding, the report continued, was on the New 
Haven within the corporate limts of Providence, and the tariff 
publishing the 32-cent rate to that point, to which tariff the New 
Haven was a party, provided that it applied to private sidings 
connected with carriers parties to the tariff at which the par- 
ticular traffic was usually delivered. Auburn is intermediate to 
and adjoins Providence. The report said the switching limits of 
neither place were defined. Complainant relied on Atlantic Re- 
fining Co. vs. Director General, 73 I. C. C. 148, in which case the 
shipments were consigned to complainant at Providence where 
they were held in the carrier’s yards, and on instructions from 
complainant were later placed on its private siding. In that 
case the Commission held that the Providence rate was appli- 
cable to the entire movement. Following that case, the Commis- 
sion found that the applicable rate was 32 cents and that 
complainant was entitled to reparation of $30.35, with interest. 


CHARGES ON CANTALOUPES 


On a finding of lawfulness as to refrigeration charges on 
cantaloupes, carloads, from points in Arizona and California to 
interstate destinations in the United States and to destinations 
in Canada, the Commission, in a mimeographed report by divi- 
sion 4, has dismissed the complaint in No. 17875, Di Giorgio 
Fruit Company et al. vs. Arizona Eastern et al. The allegation 
was that the refrigeration charges collected on several hundred 
carloads of cantaloupes shipped between March 1, 1920, and 
June 20, 1923, were inapplicable. Reparation only was sought. 

The Commission said many of the shipments were delivered 
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two years or more prior to the amendment of June 7, 1924, to 
section 16 of the interstate commerce act, and that claims on 
such shipments were barred, citing American Splint Corp. vs. 
GC. P: Ry. 109-3. C. C. 170. 

The applicable tariffs, the report said, provided varying 
refrigeration charges on fruits and vegetables. The only ques- 
tion at issue, it said, was one of tariff interpretation. Com- 
plainants, it said, rested their case on the allegation that canta- 
loupes were not melons within the meaning of the tariff and that 
charges lower than those applicable on melons should have been 
charged. The tariff named lower charges on vegetables (except 
melons), also perishable freight not otherwise indexed by name, 
than on melons. The charges collected were those applicable on 

lons. 
ms After discussing contentions of the parties as to whether or 
not cantaloupes were melons, the Commission said: 


In' Brown vs. C. R. I. & P. Ry. Co., 112 I. C. C. 545, the same 
tariff items and the identical question here presented was considered, 
and we found that the refrigeration charges shown as applicable 
on melons were applicable on cantaloupes. Complainants assert that 
they have presented additional evidence herein, and that the decision 
in that case should not be controlling. Complainant’s evidence, how- 
ever, does not warrant a_ different conclusion. ; 

Following Brown vs. C. R. I. & P. Ry. Co., supra, and upon this 
record, we find that the classification of cantaloupes as melons was 
not in error and that the charges assailed were not unlawful. The 
complaint will be dismissed. 


CHARGES ON OATS 


The Commission, by division 4, in No. 17928, Albers Bros. 
Milling Company vs. Atchison, Topeka & Santa Fe et al., mime- 
ographed, has found that the charges on a carload of oats from 
Porum, Okla., to Oakland, Calif., there stored, and thence recon- 
signed to McCloud, Calif., in September, 1922, were not billed 
and collected in accordance with complainant’s instructions and 
the applicable tariff provisions, thereby depriving the complain- 
ant of a refund provided by the tariff. It has awarded repara- 
tion amounting to $132, with interest, the sum mentioned being 
the amount of the refund the complainant would have received 
had its instructions been followed. 

The complainant instructed the agent of the Santa Fe at 
Oakland to collect the charges from the consignee at McCloud 
on the basis of the local rate from Oakland to McCloud. Had 
the instruction been followed the agent at destination would 
have collected $177, and the complainant would have been enti- 
tled, under a Santa Fe tariff, to a refund in accordance with the 
terms of an item relating to refunds and advances, of $132. In- 
stead only $45 was collected, that being the amount of the 
division out of a through rate of 74.5 cents from Porum to 
McCloud, accruing to the delivering line. 

The Santa Fe, according to the report, admitted that com- 
plainant was entitled to a refund if the delivering carrier would 
collect charges on the basis of a local rate of 29.5 cents instead 
of on the basis of a delivering line rate of 7.5 cents, the amount 
of the division accruing to the delivering line out of the through 
rate. The Commission, however, said that it was the Santa Fe 
that held out, in its tariff, that refund would be made in the 
difference between the local rate and the 7.5 cent rate actually 
collected. It said that the Santa Fe failed to give instructions 
to collect on the basis of the local rate from Oakland to McCloud. 


TUB CHARGES INAPPLICABLE 


A finding of inapplicability and an award of reparation have 
been made in No. 18190, West Texas Utilities Company vs. Mich- 
igan Central et al., mimeographed, as to the charges collected 
on a less-than- carload shipment of portable tubs, from Saginaw, 
Mich., to Abilene, Tex. A rate of $4.27, one and a half times 
first class, was imposed. That rate was applicable on “wash 
tubs . . . not nested, in boxes or crates” under the heading 
“sheet iron or sheet steel ware.” There was contemporaneously 
a commodity rate of $3.45, which, under the wording of the 
tariff, the report said, was applicable on sheet iron or steel ware 
as described in the current Western Classification. The report, 
after quoting the dictionary definition of a wash tub, said clearly 
these tubs came within the description “wash tubs” provided 
for in the classification under the head of “sheet iron and steel 
ware” and that the analogy rule to which the carriers referred 
had no application where, as here, the commodity shipped was 
clearly and definitely covered by a description set forth in the 
classification and referred to in the tariff item naming the com- 
modity rate. 

The Commission, by division 4, found that the commodity 
rate of $3.45 was applicable to the tubs in question, which were 
the two-compartment sort sold in connection with eleetric clothes 
and dish washing machines. 


DENATURED ALCOHOL RATES 


The Commission, by division 1, in No. 16200, Oklahoma 
Traffic Association et al. vs. Alabama & Vicksburg et al., mimeo- 
graphed, has found unreasonable the rates on denatured alcohol, 
carloads, from New Orleans, Westwego and Harvey, La., to Okla- 
homa City and other destinations in Oklahoma to the extent 
they exceed the fifth class rates prescribed in Consolidated 
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Southwestern Cases, 123 I. C. C. 203. It has prescribed the new 
fifth class rates for application not later than August 12 and 
awarded reparation. It named the rates themselves as well 
as specifying that fifth class rates should be established. The 
rates named are 82 cents to Oklahoma City, Cushing, Lawton, 
McAlester, Muskogee, Chickasha and Tulsa; 90 cents to Enid; 
and 73 cents to Ardmore. The present rates range from 93.5 
cents at Ardmore to $1.06 at Lawton. The assailed rates were 
in part fifth class and in part commodity rates equal to fifth 
class, the latter for application via lines through Texas carry- 
ing higher fifth class rates than lines through Arkansas. 
Reparation was awarded, notwithstanding that the Con- 
solidated Southwestern Cases was a general investigation. The 
Commission said the consideration upon which the practice of 
denying reparation in general investigations would not apply 
fairly in this case. It said the readjustment in the Consolidated 
Southwestern Cases of the fifth class rates within the region here 
concerned would result in reductions only and the amounts by 
which the rates assailed exceeded those prescribed as maxima 
for application to the traffic in question were too great to fall 
within the zone between maximum and minimum reasonable 
rates. The reparation was awarded to the complainants, except 
in one instance, as the parties that had paid the freight charges 
as such. The report said, however, that the consignor distiller- 
ies seemed to have the proprietary interest in the charges which 
had been deducted from the invoices rendered by the consignors. 


BROOM HANDLE RATES 

A finding of unreasonableness, an award of reparation on 
shipments from Crandon, Wis., and an order establishing new 
rates not later than July 18, have been made in No. 18104, Na- 
tional Broom Co. vs. Santa Fe et al., mimeographed, as to rates 
on broom handles, carloads, from Crandon, Glidden and Antigo, 
Wis., Atlantic and Sidnaw, Mich., and Chicago, IIl., to Pueblo, 
Colo. The Commission, by division 4, found the rate from Cran- 
don was unreasonable to the extent it exceeded by more than 
3 cents the contemporaneous lumber rate; and that the rates 
from the other points were and for the future would be un- 
reasonable to the same extent. The new rates are to be on 
the basis of not more than 3 cents over the lumber rates. 


COLD-PACK CHERRY RATES 


The Commission, by division 4, in No. 18142, American 
Preserve Co. vs. Reading et al., mimeographed, has found un- 
reasonable the charges collected on cold-pack cherries, carloads, 
from Sodus and Buffalo, N. Y., to Philadelphia and awarded 
reparation. It found second class rates were applicable, but 
that they were unreasonable to the extent they exceeded 34 
cents from Sodus and 37.5 cents from Buffalo. 


AUTOMOBILE RATES 


The Commission, by division 4, has dismissed No. 18363, 
Gum Motor Co. vs. Santa Fe et al., and a sub-number, Weigel 
Brothers vs. Same, mimeographed, finding the rates charged 
on automobiles, carloads, from Pontiac and Detroit, Mich., to 
Dodge City, Kan., between June 27, 1924, and May 25, 1925, not 
unreasonable or otherwise unlawful. 


POTATO CASE DISMISSED 


The Commission, by division 4, has dismissed No. 17348, 
Boyle Commission Co. vs. Chicago, Burlington & Quincy et al., 
mimeographed, finding the rates on potatoes, carloads, from 
points in Idaho, Colorado, Nebraska and Utah to Nashville, 
Tenn., not unreasonable or otherwise unlawful. The complaint 
alleged the rates on 28 carloads, shipped between August 25, 
1921, and December 11, 1924, were unreasonable and in violation 
of the long-and-short-haul part of the fourth section. Combina- 
tions on East St. Louis or Evansville, Ind., were collected. Con- 
temporaneously, the report said, there were lower rates to New 
Orleans. Complainant, the report said, contended that the New 
Orleans rates should have been observed as maxima at Nash- 
ville. The carriers said that the rates to New Orleans were not 
applicable over routes through Nashville, except that on two 
shipments from Filor and Buhl, Ida., in September, 1921, the 
tariffs, through error, permitted movement to New Orleans over 
the Louisville & Nashville and that by the intermediate applica- 
tion rule, the New Orleans rate became applicable to Nashville. 
The report said the carriers had agreed to refund the over- 
charges on those shipments, upon presentation of the paid ex- 
pense bills. The carriers submitted exhibits to show that the 
rates were reasonable. Complainant, the report said, based its 
case entirely upon comparison of the rates to New Orleans and 
to Nashville. 


CORDWOOD BILLING POINT 
The Commission, by division 4, in No. 17835, E-Z Opener 
Bag Company vs. Pearl River Valley et al., mimeographed, on 
further hearing, has found that two shipments of cordwood, 
waybilled from Goodyear, Miss., to Braithwaite, La., in 1923, 
originated at Crosby, Miss., and that the complainant was en- 
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titled to reparation. Billing on two cars submitted at the or- 
iginal hearing showed Goodyear as the point of origin. Inas- 
much as the rates from Goodyear were not assailed, the two 
cars were eliminated from consideration. On the further hear- 
ing it was shown that the two cars did originate at Crosby and 
that Goodyear was the billing point, hence the reparation to the 
basis of the other shipments. 


COPPER SULPHATE CHARGES 


The Commission, by division 4, has dismissed No. 17753, 
Peaslee-Gaulbert Company vs. Chicago & Alton et al., mimeo- 
graphed, on a finding that the charges collected on a carload of 
copper sulphate, shipped from Chicago, IIll., to Dallas, Tex., in 
December, 1923, were not unreasonable. Charges were collected 
at a rate of $1.245. Later the rate was voluntarily reduced to 87 
cents, to which basis reparation was sought. The Commission 
said the voluntary reduction of a rate, of itself, was not suffi- 
cient to justify an award of reparation on shipments moving 
prior to the reduction. 


STORAGE BATTERY RATING 


The Commission, by division 4, has dismissed No. 17697, 
National Lead Battery Company vs. Missouri Pacific et al., mime- 
ographed, finding the fourth class rating and rate on storage bat- 
teries, carloads, from Kansas City and Centropolis, Mo., to Dal- 
las, Tex., not unreasonable. The complainant contended that 
batteries should be accorded class A because that rating was 
accorded mixed carloads of generators, switchboards and en- 
gines combined, together with their equipment of batteries. 





COARSE GRAIN RATES 


The Commission, by divsion 1, has dismissed No. 17085, 
Aberdeen Commercial Club et al. vs. Camas Prairie et al., 
mimeographed, finding rates on coarse grain from Aberdeen 
and continguous territory in South Dakota to destinations in 
Montana, Idaho, Oregon and Washington not unreasonable. The 
complaint alleged the rates on corn, oats, rye, speltz and feed 
products of those grains, from Aberdeen and continguous terri- 
tory “via direct routes” to the destination territory mentioned, 
were unreasonable. 

The report, written by Commissioner Taylor, said the orign 
territory was within continental group F. Grain from it may 
be taken to Minneapolis and Sioux City, accorded transit at 
those points and the same or substituted tonnage reforwarded 
to north Pacific coast points at a 59-cent rate. He said there 
were no grain marketing facilities in South Dakota except the 
local elevators and that the complainants desired: to establish 
a terminal market at Aberdeen but that the complaint made no 
specific allegation as to the matter of transit. He said the 
ransit arrangement on grain from the Milwaukee road seemed 
satisfactory but that complainants took the position that there 
should be a reduction in rates and more liberal transit arrange- 
ments at Aberdeen in connection with a reduced basis of rates. 
He said the complainants urged that the rate structure had been 
and was being developed too much for the benefit of terminal 
elevators and not enough for the farmer who paid the freight. 
He said it was conceded, at the hearing, that an increase in the 
rate applying through Minneapolis and Sioux City or curtail- 
ment of the transit arrangements at those points would operate 
to their disadvantage. The report said that as the complaint 
did not specifically attack the transit regulations and the record 
did not disclose what broadening, if any, complainants sought, 
the Commission expressed no opinion as to that matter. 





SLIGO RULE ON COAL 


The Commission, by division 4, in No. 15095, Pioneer Coal 
& Coke Co. vs. Director-General et al., mimeographed, has found 
inapplicable the rates charged on soft coal and foundry coke, 
from points in Pennsylvania and West Virginia to interstate 
destinations in Canada and west of the Mississippi River. Thirty- 
five carloads, shipped between March 4, 1919, and February 28, 
1920, were involved. Combinations, to each factor of which the 
flat increase authorized by General Order No. 28 had been added, 
were charged. In each instance, said the report, one of the 
tariffs naming a factor, carried the rule for making combina- 
tions containing only one increase. The Commission found the 
tariffs were to be interpreted in the light of the rule in the 
Sligo Iron Store case, 62 I. C. C. 648, and 73 I. C. C. 551, and 
awarded reparation. 


CARTAGE ALLOWANCE CASE 


The Commission, by division 4, in No. 18044, Louis Taub, 
Inc., et al. vs. Lehigh Valley, mimeographed, has found unlawful 
the refusal of the defendant to refund allowance for drayage 
and ferriage in lieu of lighterage on carload shipments of grapes 
unloaded at Jersey City, N. J., in 1923 and 1924, and carted to 
New York delivery points, and awarded reparation to the basis 
of 3 cents per 100 pounds. The tariff of the Lehigh Valley 
said the company would allow 3 cents for drayage or ferriage 
in lieu of lighterage, on grapes, shipped in certain forms of 
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containers, when unloaded at designated points in Jersey City, 
carted into New York and certificate made that such cartage, 
in lieu of lighterage, had been performed. Aside from ques- 
tions as to whether the complaint was filed in time, the issue 
was as to the meaning of the caratge allowance rule. The 
Commission held that the complainants, having elected to cart 
their freight, were entitled to the allowance. 


CABBAGE AND IMPLEMENTS 


The Commission, by division 1, in No. 17216, Amicon Fruit 
Co. vs. Lehigh Valley et al., and No. 17180, Parsinger Hardware 
& Furniture Co. vs. New York Central et al., mimeographed, 
found that a carload of cabbage, shipped from Cortland, N. Y. 
to Williamson, W. Va., in October, 1924, was misrouted and 
awarded reparation. That shipment furnished the _ subject 
matter in the first mentioned complaint. In the Parsinger com- 
plaint the Commission made a like finding and award as to a 
carload of agricultural implements, shipped from Syracuse, N., 
Y., to Williamson. The shipment was made in February, 1923. 

In each case the question was as to the obligation of the 
carrier to send an unrouted, except as to the delivering line, 
shipment. The cabbage was delivered to the Lehigh with rout- 
ing instructions showing “N. & W. Del.” The instruction in 
the case of the agricultural implements were N. Y. C. care of 
N. & W. 


The cabbage moved over the Lehigh Valley to East Penn 
Junction, Pa., Reading to Shippensburg, Pa., Western Maryland 
to Hagerstown, Md., and Norfolk & Western to destination. A 
joint rate of 79 cents was collected. At the time of the move- 
ment there was a combination of 65 cents, from Cortland to 
Kenova, W. Va., 34 cents and 31 cents beyond via the Lehigh to 
Buffalo, New York Central to Cleveland, Big Four to Columbus, 
O., and Norfolk & Western beyond. In discussing the law on the 
subject the Commission said: 


We have held that where terminal delivery only is shown in a bill 
of lading it is the carrier’s duty to forward the shipment over the 
cheapest reasonable route affording the desired delivery. Trexler 
Lumber Co. v. S. Ry. Co., 42 I. C. C. 719. Defendants urge that the 
Kenova route is not practicable or reasonable from an operating and 
traffic standpoint; that it is not commercially known or used for the 
transportation of shipments from Cortland to Williamson; that it in- 
volves the congestion and delay incident to handling shipments 
through three large terminal districts, namely, Buffalo, Cleveland, and 
Columbus, in addition to Kenova; and that the only recognized route 
is that over which the shipment moved. 

Defendants also rely upon our conference ruling No. 214(g), read- 
ing as follows: 

“Shippers must bear in mind that there is a limit beyond which 
an agent of a carrier could not reasonably be expected to know as to 
terminal delivery or local rates at distant points and on lines of 
distant roads to or with which he has no specific joint through rates. 
Consignors and consignees should cooperate with agents of carriers 
in avoiding misunderstandings and errors in routing and must expect 
to bear some responsibility in connection therewith.”’ 

This rule was not intended to relieve carriers’ agents of the duty 
to exercise reasonable care and diligence in securing information 
necessary for the correct routing of shipments, even though the ship- 
ments are destined to points on distant roads with which no specific 
through rates are maintained. There is no indication that the agent 
at Cortland made any effort to ascertain which was the cheapest route 
consistent with the routing instructions. Defendants state that the 
Norfolk & Western tariffs showing the rates beyond Kenova were not 
on file with the agent at Cortland, nor in the general office of the 
Lehigh Valley. For that reason they urge that neither the agent nor 
the general office was in a position to know of the lower combination 
rate; that it would be dangerous to hold a perishable shipment 
pending investigation of possible lower-rated routes; and that under 
the circumstances there was no lack of reasonable care or diligence 
on the part of defendants. 


Defendants also urge that where, as in this case, a shipment is 
tendered to the carrier without routing except as to the delivering 
line, and the shipper makes no inquiry and exerts no effort to de- 
termine the cheapest route, his rights are reasonably and fully satis- 
fied if the shipment is transported over the route taking the cheapest 
available joint rate, particularly where it is the only route commonly 
used and recognized. 

In Spreckels Bros. Commercial Co. vs. Monongahela R. R. Co., 
18 I, C. C. 190, we stated that if the shipper is in doubt about the rate 
he can tender the traffic to the carrier without routing instructions, 
and thus be entitled to the lowest rate. In Chattanooga Implement 
& Mfg. Co. vs. L. & N. R. R.. Co., 40 I. C. C. 146, a shipment was 
tendered to the carrier without routing instructions and moved over 
a route taking a joint rate of 20 cents. Over another available route 
there was a combination rate of $1.15 per ton. We found the ship- 
ment to have been misrouted because of failure to forward it over the 
route taking the lower combination rate. 

Defendants’ contention that the existence of a joint rate is a 
guide to their agents in determining the routing of shipments tendered 
without routing instructions, and that the agents should not be re- 
quired to look up possible combination rates in such a case is as much 
without merit now as at the time of the finding in the Chattanooga 
Implement & Mfg. Co. case, supra. Defendants direct attention to 
the statement in Goodman Mfg. Co. vs. P Co., 26 I. C. C. 423, 
that no obligation rests upon the carrier to hunt up unnatural con- 
nections or practically unknown gateways in order to determine the 
lowest possible combination rate for a given shipment. That state- 
ment can not be said properly to apply to the present case. The 
distance over the Kenova route is about 127 miles shorter than over 
the route of movement. There is no showing that this is an un- 
reasonable or impractical route. The carriers hold themselves out to 
transport carload shipments of cabbage from Cortland to Kenova at 
34 cents over a route which up to Kenova is the same as the route 
taking the claimed rate of 65 cents. In the course of such transporta- 
tion the shipments move through the terminal districts of Buffalo, 
Cleveland, and Columbus, the congestion in which defendants give as 
one of the reasons why the route taking the rate of 65 cents from 
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Cortland to Williamson, a comparatively short distance beyond 
Kenova, is not practicable. 


The Commission said that the circumstances in the Par- 
singer case were substantially the same as those in the cabbage 
case. It said the rates charged and claimed were the same. 
The carriers defended their contention that the initial carrier 
was not negligent by citing the Solum case, 247 U. S. 277, in 
which the Supreme Court of the United States said the duty of 
the carrier to ship over the cheaper route was not an absolute 
one and that that duty was upon the carrier only if other con- 
ditions were reasonably equal. The Commission said the deci- 
sion in the Solum case was not controlling in this one, upon the 
facts submitted and that what was said in the cabbage case 
applied as well in this one. 

The findings were that the initial carriers, Lehigh Valley 
and New York Central misrouted the shipments. 


COTTONSEED RATES 


The Commission, in No. 17261, Tallulah Cotton Oil Co., J. 
V. Wright, lessee, vs. Alabama & Vicksburg, et al., mimeo- 
graphed, and No. 15501, Southland Cotton Oil Co. vs. A. & V., 
the latter on reconsideration, has found unreasonable the rates 
on cottonseed, carloads, from points in Louisiana on the Vicks- 
burg, Shreveport & Pacific, Louisiana & Arkansas and Missouri 
Pacafic, and from points in Arkansas on the Missouri Pacific, 
to Jackson and Newton, Miss. It has modified the findings of 
division 1, in the original report in No. 15501, 96 I. C. C. 333, 
vacated the report therein and prescribed rates in both cases, 
to be made effective not later than July 16. 


In the title complaint the allegation was that the rates, 
from the origin territory indicated, to Jackson and Newton, 
were unreasonable to the extent they exceeded the rates to 
Vicksburg by more than 3.5 and 5 cents. In the Southland com- 
plaint division 1 found some of the rates unreasonable and 
others not unreasonable. 


The primary object in the Tallulah complaint, the report 
said, was to obtain the same basis of rates to Jackson as that 
prescribed in the older case from points of origin other than 
those specifically named, and to procure rates to Newton reason- 
ably related ‘to those sought to Jackson. The Commission said 
the railroads asserted that if rates to Jackson and Newton were 
made 3.5 and 5 cents, respectively, over Vicksburg, it would re- 
sult in most instances in the making of lower rates for the 
respective distances than prescribed by the Commission in the 
Oklahoma Corporation Commission case, 98 I. C. C. 183, not- 
withstanding that the longer parts of the hauls would be west of 
the Mississippi where the level of rates was higher than east of 
the Mississippi. In disposing of the case the Commission said: 


We find that the rates assailed on cottonseed, in carloads, to 
Jackson, Miss., have been since November 27, 1923, are, and for the 
future will be unreasonable to the extent that they exceeded, exceed, 
or may exceed the following rates in cents per 100 pounds, minimum 
weights as at present, which we find reasonable and prescribe as 
maximum reasonable rates for application on said traffic from the 
points of origin to the destination indicated, respectively: 

16.5 cents from Talla Bena, Alligator Bayou, Enoka, Sondheimer 
and Roosevelt, La. 

17.5 cents from Alsatia, Bayou Macon, Somerset, Transylvania, 
Balmoral, Bomer, Bruner Spur, and Franklin Spur, La. 

19 cents from Epps, Newellton, Lake Providence, Lake Bruin, 
Pioneer, Bellagio Spur, St. Joseph, Minorca, Bidalia, Tacony and 
Shelburn, La. ’ 

19.5 cents from Ferriday, Forest, Archibald, Sycamore, Oak Ridge, 
Milliken, Locust Ridge and Chamblee Spur, La. 

20.5 cents from Frogmore, Mangham, Oak Grove, Waterproof, 
Baskin, and Terry, La., and Eudora, Ark. : 

21 cents from Winnsboro, La., and Chicot and Indian, Ark. 

21.5 cents from Kilbourne, Clayton, Utility, Chase, and Chickasaw, 
La., and Jennie, Ark. 

22 cents from Gilbert, Foules. Wisner, Sicily Island, and Concordia, 
La., and Lake Village, Ark. 

22.5 cents from Darnell, La., and 

24.5 cents from Crossett, Ark. 

We further find that the rates assailed on cottonseed, in carloads, 
to Newton, Miss., have been since November 27, 1923, are, and for the 
future will be unreasonable to the extent that they exceeded, exceed, 
or may exceed, the following rates in cents per 100 pounds, minimum 
weights as at present, which we find reasonable and prescribe as 
maximum reasonable rates for application on said traffic from the 
points of origin to the destinations indicated, respectively: 

22 cents from Mansford, Talla Bena, Enoka, Sondheimer, Quimby 
and Roosevelt, La. 

23 cents from Alsatia, Bayou Macon, Somerset, Transylvania, 
Bomer and Bruner Spur, La. : 

23.5 cents from Newellton, Lake Providence and Bellagio Spur, La. 

24.5 cents from St. Joseph, Shelburn, Pioneer, Milliken, Forest and 
Locust Ridge, La. 

25 cents from Frogmore, Gasoway, Goldman, Baskin, Terry, and 
Oak Grove, La., and Eudora and Readland, Ark. 

25.5 cents from Winnsboro and Kilbourne, La., and Indian and 
Chicot, Ark. 

26 cents from Clayton, Chase, Utility, and Chickasaw, La., and 
Jennie and Lake Village, Ark. 

We further find that the Southland Cotton Oil Company, the Delta 
Cotton Oil Company, complainants, and the Buckeye Cotton Oil Com- 
pany, intervener, in No. 15501, and the Tallulah Cotton Oil Company, 
J. V. Wright, Lessee, complainant, and the Delta Cotton Oil Company 
and Southland Cotton Oil Company, interveners, in No. 17261, made 
shipments at the rates herein found unreasonable and paid and bore 
the charges thereon; that they have been damaged thereby in the 
amount of the difference between the charges paid and those which 
would have accrued at the rates herein found reasonable; and that 
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they are entitled to reparation, with interest. They should comply 
with rule V of the Rules of Practice. 

Establishment of the reasonable rates herein prescribed will re- 
move any undue prejudice in respect of the relation of the rates to 
Jackson, to those to Vicksburg as alleged in No. 15501, and it will be 
unnecessary to pass upon that issue. 

The order dated February 28, 1925, in No. 15501 will be vacated 
and appropriate orders for the future will be entered herein. 


RATE ON ASPARAGUS ROOTS 


An order of reparation has been entered by the commission 
in No. 17570, C. W. Kress vs. Central Railroad Company of New 
Jersey et al., by division 4, mimeographed, on a finding that the 
applicable first-class rate of 176.5 cents collected on four car- 
loads of asparagus roots shipped from Seabrook, N. J., to Kress, 
S. C., in November and December, 1923, was unreasonable to 
the extent that it exceeded 112.5 cents. Complainant was 
found entitled to reparation in the sum of $660.80, with interest. 

Effective June 15, 1924, the rate of 176.5 cents was reduced 
to 112.5 cents through a change in the classification rating on 
asparagus roots from first class, any quantity, to fourth class, 
in carloads. 


RATES ON GASOLINE 


In a mimeographed report by division 4 in No. 18255, Hen- 
derson Company vs. Atchison, Topeka & Santa Fe et al., the 
Commission has found unreasonable rates on casinghead gaso- 
line, carloads, from Delaware, Okla., to Los Angeles, Avon, and 
Martinez, Calif., has authorized waiver of undercharges and has 
awarded reparation. The shipment moved in the period from 
August 25, 1920, to March 28, 1922, inclusive. The Commission 
said claims on shipments covered by an informal complaint 
filed March 3, 1923, that were delivered or tendered for delivery 
prior to March 4, 1921, were barred. The Commission found 
that the rates applicable were unreasonable to the extent that 
they exceeded 94.5 cents prior to August 26, 1920, and $1.26 there- 
after. Some of the shipments were undercharged but in every 
instance the rate charged exceeded that sought, the Commis- 
sion said. Defendants did not object to making the repara- 
tion sought. 


CEDAR POSTS AND POLES 


The Commission, by division 4, in No. 18106, Nebraska 
Bridge Supply & Lumber Co. vs. Alabama Great Southern et al., 
mimeographed, has found the carload rates on cedar posts and 
poles, from points in Alabama, Georgia and Tennessee to points 
in Illinois, not inapplicable or unreasonable, except from Lim 
Rock, Ala., to Mason City, Ill. and from Rising Fawn, Ga., to 
Olive Branch, Ill. It found the rates from Lim Rock to Mason 
City and from Rising Fawn to Olive Branch were unreasonable 
to the extent they exceeded 38.5 and 27.5.cents, respectively, 
and awarded reparation to that basis. The complaint covered 
shipments made on and after November 28, 1922 and prior to 
January 21, 1924. The complainant contended that rates sub- 
jected to the combination rule and not joint rates were appli- 
cable. The rates charged were alleged to have been unreason- 
able and in violation of Section 4. 


NOTES OF ABERDEEN & ROCKFISH 


In a supplemental report in finance docket No. 3491, the 
Commission, by division 4, has authorized the Aberdeen & 
Rockfish to apply the proceeds from the sale of $12,000 of 6 
per cent coupon notes to the purchase of 60-pound relay rails and 
necessary accessories. The original report authorized the use 
of proceeds from notes for purchase of 56-pound rails and 
necessary accessories. 


SUSPENDED TARIFFS 


In I. and S. No. 2917, the Commission has suspended from 
June 1 until January 1, the operation of certain schedules as 
published in the following tariffs: Chicago & North Western 
Ry. Co. Supplement No. 21 to I. C. C. No. 9147; Supplement No. 
22 to I. C. C. No. 9149; Illinois Central R. R. Co. Supplements 
Nos. 1 and 2 to I. C. C. No. A-10201; and numerous other tariffs 
issued by various carriers in Western Trunk Line territory. The 
suspended schedules propose to revise rates on cattle, calves, 
hogs, sheep and goats from St. Paul, Minn., Sioux Falls, S. D., 
Sioux City, Ia., Omaha, Neb., Kansas City, Mo., and related 
origins to Chicago, Ill., Milwaukee, Wis., Peoria, Ill., and related 
destinations. The proposed revision would result generally in 
increased rates of which the following are illustrative: 


Cattle, in carloads, rates in cents per 100 pounds, to Chicago, IIl., 
from St. Paul, Minn., present *301%4, proposed *33; Sioux Falls, S. D., 
present 3814, proposed 3914; Omaha, Neb., present 36, proposed 38%. 





*Proportional rate. 


In I. and S. No. 2918 the Commission has suspended from 
June 1 until January 1, the operation of certain schedules as 
published in the following tariffs: Pennsylvania R. R. Co.’s I. 
Cc. C. No. F2076; Norfolk & Western Ry. Co.’s I. C. C. No. 8143; 
Chicago, Indianapolis & Louisville Ry. Co.’s Supplement No. 4 
to I. C. C. No. 4133; and numerous other tariffs published by 
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various carriers in the Central Freight Association, Atlantic 
Seaboard and New England territories. The suspended sched- 
ules propose to change the present tolerance allowance on ashes, 
cinders, gravel, sand and other bulk freight when loaded in open 
cars, from one per cent of the lading, minimum 1,000 pounds, 
to one and one-half per cent of the lading, minimum 500 pounds. 
The suspended schedules also propose to assess a charge for 
all cars weighed before loading, unless the tolerance allowance 
of 300 pounds is exceeded. 


In I. and S. No. 2916, the Commission has suspended from 
May 28 until December 28 the operation of schedules as pub- 
lished in supplement No. 12 to F. L. Speiden’s tariff I. C. C. No. 
1000. The suspended schedules propose to restrict the rates 
in connection with shipments of live stock from Florida points 
on the Atlantic Coast Line Railroad to destinations in southern 
territory, so as not to apply via routes south of the Seaboard 
Air Line Railway’s line from River Junction to Jacksonville, 
Fla., which restrictions are alleged to result in the application 
of higher combination rates on such traffic. The following is 
illustrative: 


Rates in cents per 100 pounds, on stocker cattle, C. L., from Old 
Town, Fla., to Montgomery, Ala., present 30.5, proposed 42; Memphis, 
Tenn., present 40, proposed 51.5. 


In I. and S. No. 2919, the Commission has suspended from 
June 2, until January 2, the operation of certain schedules as pub- 
lished in Supplement No. 1 to Agent J. E. Johanson’s tariff I. 
C. C. No. 1924. The suspended schedules propose to restrict the 
rates on live stock from Texas points to Cincinnati, O., Louis- 
ville, Ky., and Indianapolis, Ind., to be non-applicable via cer- 
tain routes which are now open. The proposed change would 
have the effect of cancelling rates to certain intermediate des- 
tinations to which Cincinnati, Louisville or Indianapolis rates 
apply under the intermediate clause. The following is illus- 
trative: 


Rates in cents per 100 pounds on cattle, carloads, 
routed east of St. Louis via the Pennsylvania R. R. 


From Fort Worth, Tex. Present Proposed 
inc aa td mean oedse umn aaee *71% x76 
IEE: (RIND cast dca mide noweeeewenees 71% x76 


* Cincinnati rate applicable under the intermediate rule. 
x St. Louis combination. 


In I. and S. No. 2921, the Commission has suspended from 


June 3 to January 3 schedules as published in Chicago, Bur- 
lington & Quincy I. C. C. No. 16798. The suspended schedules 
propose to restrict transit privileges on lumber and related ar- 
ticles, carloads, on the Burlington at Chicago, so as not to apply 
on shipments originating at points on the Missouri Pacific, Frisco, 
Cotton Belt and Southern, which would result in application of 
higher combination rates in lieu of present joint through rates 
when destined to points beyond Chicago. 


COMMISSION ORDERS 


The petition of complainant and the Chicago Association of 
Commerce for rehearing and for postponement of the vacation 
of the order entered in No. 11224, Chicago Coal Merchants’ Assn. 
vs. Director-General et al., on May 6, 1924, in so far only as 
it requests postponement of vacation of order of May 6, 1924, 
has been denied. 

The order entered in I. and S. 2819, newsprint paper and 
wall paper from Canadian points to Iowa points, on April 20, 
1927, which was by its terms made effective June 1, 1927, has 
been modified so that it will become effective on August 1, 1927. 

The Pennsylvania Railroad has been permitted to intervene 
in finance No. 6229, in the matter of application of Pittsburgh 
& West Virginia for authority to construct an extension of its 
line of railroad from Cochran’s Mill to Connellsville, Pa. 

Armour & Company has been permitted to intervene in No. 
19301, Swift & Co. et al. vs. Akron, Canton & Youngstown et al. 

The order entered in No. 17555, Crescent Bed Co. vs. Chi- 
cago, Rock Island & Pacific et al., on March 1, as modified by 
order entered on April 14, 1927, has been canceled. 

The Continental Oil Co. has been permitted to intervene 
in No. 18581 (Sub. No. 1), Dixie Oil Co., Inc., et al. vs. Santa Fe 
et al. 

The Minneapolis Traffic Assn. has been permitted to in- 
tervene in No. 19571 (and Sub. No. 1), Commercial Club of 
Fargo, N. D., et al. vs. Ahnapee & Western et al. 

The Axley Hay Co., C. F. Arnold & Co., Eades Hay Co., 
W. A. Ferson Hay & Grain Co., Funk Brothers Hay Co., J. M. 
Hail & Co., Ralph A. Lowe Co., Inc., National Hay & Milling 
Co., E. J. Wagner & Co. and Wilhelm-Campbell Hay Co. have 
been permitted to intervene in No. 19475, Gateway Hay Co. et al. 
vs. Union Pacific. 

The petition of defendants in No. 16745, the Fox Paper Co. 
et al. vs. Santa Fe et al., for rehearing, reconsideration, and 
postponement of effective date of order, has been denied. 

The A. E. Staley Manufacturing Co. has been permitted 
to intervene in No. 19551, Sub. 1, Rome Soap Manufacturing 
Co. vs. Cincinnati, Indianapolis & Western et al. 

The order entered in No. 17963, Memphis Freight Bureau 
vs. Alabama Great Southern et al., on April 13, 1927, has been 
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amended so as to become effective on July 15, 1927, on thirty 
days’ notice. 

The Board of Railroad Commissioners, State of North Da. 
kota, has been permitted to intervene in No. 19299, the Railroad 
Commission of Wisconsin vs. Aberdeen & Rockfish et al. 

The order entered in No. 15916, Spanish River Pulp & Paper 
Mills, Ltd., vs. Ahnapee & Western et al., on June 28, 1926, 
as since modified, which by its present terms is to become 
effective on July 3, 1927, has been further modified so that it 
shall become effective on September 1, 1927. 

The order entered in I. and S. 2440, salt from New York 
points to eastern, New England and Canadian points, No. 14250, 
Diamond Crystal Salt Co. et al. vs. Aberdeen & Rockfish et al., 
and No. 16695, International Salt Co., Inc., et al. vs. Adirondack 
& St. Lawrence et al., on February 14, 1927, and which, as 
modified, provides for the establishment of the rates therein 
prescribed on or before June 23, 1927, upon the filing and post- 
ing of tariffs on not less than 30 days’ notice, has been further 
modified so as to permit the filing and posting of taraiffs on not 
less than five days’ notice to this Commission and the general 
public. 

In finance docket No. 6198, the Commission has issued an 
amended order providing that the construction of a branch line 
by the Western Pacific in San Joaquin county, California, here- 
tofore authorized, shall be begun by September 1, 1927, and com- 
pleted by July 1, 1928. 

The New York Central, Pennsylvania, Baltimore & Ohio, and 
Richmond, Fredericksburg & Potomac have been dismissed as 
defendants to No. 19247, Hyman-Michaels Co. vs. Durham & 
Southern et al. 

The Armour Fertilizer Works has been dismissed as a party 
to No. 19304, American Cyanamid Co. vs. Michigan Central et al. 

The Charlotte Shippers’ and Manufacturers’ Association has 
been permitted to intervene in finance No. 6208, in the matter 
of application of Piedmont & Northern for authority to construct 
and operate lines of railroad between Spartanburg, S. C., and 
Gastonia, N. C., and between Charlotte and Winston-Salem, N. C. 


PETITIONS FOR REHEARING, ETC. 


The complainant in No. 16374, Minnesota-Atlantic Transit 
Co. vs. Chicago, St. Paul, Minneapolis & Omaha et al., has asked 
the Commission to grant a rehearing therein. 

E. B. Boyd, agent for Western Trunk Line carriers, defend- 
ants in I. and S. 2595, meats and packing-house products to, 
from and between southwestern and Western Trunk Line points, 
and cases grouped therewith, has asked the Commission to 
grant a rehearing therein with particular reference to the arbi- 
traries to be applied from points of origin in Western Trunk 
Line territory on fresh meats and packing-house products to 
southwestern territory as defined in this case. 

Eugene Morris, on behalf of defendant carriers in No. 15037, 
Southwestern Millers’ League et al. vs. Santa Fe et al., has 
asked the Commission to postpone the effective date of its order 
in this proceeding, from July 15, 1927, to August 15, 1927. 

The complainants in No. 17252, the Pure Oil Co. et al. vs. 
Santa Fe et al., have asked the Commission to grant a rehearing 
and oral argument therein. 

The complainants in No. 15255 (and Sub. No. 1), Chestnut & 
Smith Corp. et al. vs. Aberdeen & Rockfish et al., and No. 14995, 
Phillips Petroleum Co. vs. Santa Fe et al., have asked the Com- 
mission for modification of orders in these proceedings and 


-have answered the petition of Southeastern and Carolina lines 


for reopening of No. 15255, Chestnut & Smith Corporation et 
al. vs. Aberdeen & Rockfish et al., for further hearing. 

The complainant in No. 19397, N. Auth Provision Co. vs. 
Baltimore & Ohio et al., have asked the Commission for further 
hearing. 

The complainant and certain interveners in No. 17078, Can- 
ton Box Co. vs. Pennsylavnia, have asked the Commission to 
reopen the proceeding and reconsider, on the present record, 
the report of division 1, dated April 2, 1927. 

The defendants in No. 14995, Phillips Petroleum Co. vs. 
Santa Fe et al., have asked the Commission for reopening, 
reconsideration and consolidation with docket No. 18458, rates 
on petroleum and petroleum products within the territory on 
the east of the Mississippi River and south of the Ohio River 
and east of Illinois-Indiana state line and from points without 
to points within said territory. 

The complainant in No. 17954, Lammert Furniture Co. vs. 
Southern et al., has asked the Commission to modify its order 
therein, dismissing the complaint, under date of April 23, 1927. 

The complainant in No. 14632, Apache Powder Co. vs. Santa 
Fe et al., has asked the Commission to grant a rehearing therein. 

The defendant, Denver & Rio Grande Western, in No. 16544, 
White Eagle Oil & Refining Co. vs. Denver & Rio Grande West- 
ern et al., has asked for reconsideration by and reargument 
before the Commission, en banc, of the entire case, and of the 
award of reparation herein, and for vacation of order dated June 
2, 1926, in its entirety, and especially that portion thereof award- 
ing reparation and for general investigation of said defendant’s 
gasoline and oil rates in its Colorado and Utah territory, espe- 
cially rates from Casper, Wyo. 
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CROSS TIE AND LUMBER RATES 


In a report on No. 18799, Dodge County Lumber Co. vs. At- 
lantic Coast Line et al., Examiner W. R. Brennan said the Com- 
mission should find rates on cross ties and lumber from points 
in South Carolina to Charleston, S. C., the switching charges at 
Charleston, and the aggregate of the line-haul rate and switch- 
ing charge not unreasonable but unduly prejudicial and unduly 
preferential of traffic on which the charge was not assessed. 

The examiner said the complaint alleged that the line-haul 
rates and switching charges exacted on lumber and cross ties 
for coastwise movement were unreasonable, unduly preferential 
and unduly prejudicial. New rates and reparation were re- 

uested. 

7 While the attack was upon the reasonableness of the line- 
haul rates and the switching charges, singly and combined, the 
issue most discussed was a charge of $4.95 per car assessed on 
lumber and cross ties switched to the Clyde Line piers for trans- 
shipment to eastern destinations. No such charge was assessed 
on shipments other than to eastern destinations. The line-haul 
carriers absorb the charges of Port Utilities Commission at 
Charleston on traffic other than that going to eastern destina- 
tions. The examiner said that it was alleged that such practice 
constituted an unjust discrimination as between descriptions of 
traffic moving under substantially the same circumstances and 
conditions. 

The complainant contended that the publication of the rate 
contemplated a switching movement to effect delivery and that 
the service of the line-haul carrier in bringing carload freight 
to the point of interchange with the Utilities Commission rail- 
road was the same, no matter what became of the freight after- 
ward, and that there was no different service rendered when the 
traffic was taken to the Clyde Line piers, over the utilities tracks, 
for dispatch to eastern destinations, than when taken to a point 
of delivery for some point beyond, other than to eastern desti- 
nations. 

Among the reasons assigned by the defendants for not 
absorbing the switching charge was that by reason of the cross 
ties moving to Charleston rather than to Norfolk, Va., they were 
deprived of the longer haul. They pointed out that cross ties 
could be delivered at shipside in Charleston without the addition 
of any switching charge. They contended, said the examiner, 
that the assessment of a switching charge on traffic going to the 
Clyde Line piers was due to the inability of the Clyde Line to 
place its ships where the line-haul carriers could put the traffic 
at shipside instead of using the facilities of the Port Utilities 
Commission. 

The line-haul carriers and the utilities put in the usual rate 
and cost figures to justify the line-haul rates and switching 
charge, the line-haul carriers contending that their rates did not 
contemplate delivery to any point in Charleston, as asserted 
by the complainant, irrespective of the tracks upon which de- 
livery might be made. 

The examiner said the Commission should find the practice 
of assessing a switching charge on cross ties and lumber mov- 
ing via Charleston to eastern destination ports, while absorbing 
such charge on traffic moving via Charleston to other destina- 
tions was and is unduly preferential of traffic to such destina- 
tions and unduly prejudicial to traffic moving to eastern ports, 
and that the practice of assessing a switching charge on traffic 
switched to Clyde Line piers while absorbing the switching 
charge on traffic to other points in and around Charleston was 
unduly prejudicial to traffic switched to Clyde Line piers and 
unduly preferential of traffic switched to other points. He said 
an appropriate order should be entered. 


CRUSHED ROCK SCALE PROPOSED 


Examiner C. W. Griffin, in a proposed report on No. 18908, 
Clay County Crushed Rock Co. et al. vs. Atchison, Topeka & 
Santa Fe et al.; No. 19002, Thomson Brothers Rock Co. et al. vs. 
Same; and I. and §S. No. 2778, crushed stone from Kansas City, 
Mo., to points in Kansas on the Chicago, Rock Island & Pacific, 
said the Commission should find unreasonable and unduly pre- 
judicial the interstate rates on crushed stone, from McDowell, 
Mo., and on gravel, from Holliday, Kans., to destinations in the 
Kansas City, Mo.-Kans., switching district; make a like finding 
as to interstate rates on crushed stone, from Birmingham, 
McDowell, Pixleys and Hueyette, Mo., and Morris and Everett, 
Kans., to destinations in Kansas, and on like traffic from Morris, 
Everett and Hueyette, Mo., and gravel from Holliday, Kans., to 
destinations in Missouri. 

A third finding, Griffin said, should be that undue prejudice 
to Morris, Everett, Holliday and Hueyette and the undue pref- 
erence of Sugar Creek and Leads, Mo., and unjust discrimina- 
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tion against interstate commerce resulted from the relation of 
the interstate rates on crushed stone from Morris, Everett and 
Hueyette, and on gravel from Holliday to destinations in Mis- 
souri and the intrastate rates on crushed stone from Sugar 
Creek and Leads, Mo., to the same destinations. 

The suspension proceeding was caused by the proposal of 
the Rock Island to reduce rates on crushed stone, from Kansas 
City and St. Joseph, Mo., to destinations on its line in Kansas. 
The schedules were suspended upon protests of crushed rock 
plants at Hueyette, Birmingham, McDowell, Pixleys and Morris, 
complainants in the title case. Griffin said that the suspended 
schedules had not been justified and should be ordered cancelled 
without prejudice to the filing of schedules naming rates not 
exceeding those based on a scale proposed by him in connec- 
tion with the rates in the formal docket cases. 

Griffin said the complainant in No, 18908 alleged the rates 
on crushed stone, from Birmingham, McDowell, Pixleys and 
Hueyette, Mo., to points in Kansas, also the rates applicable over 
interstate routes from Morris and Everett, Kans., to the same 
destinations, were unjust, unreasonable, unduly prejudicial to 
complainants and unduly preferential of competitors at Kansas 
City, Leeds and Sugar Creek, Mo., and in violation of the aggre- 
gate-of-intermediates provision of the fourth section. 

The complaint in No. 19002 alleges that the rates on crushed 
stone from Morris and Everett and on gravel, in carloads, from 
Holliday to points in Missouri, also the rates applicable on 
crushed stone, over interstate routes from Hueyette to the same 
destinations, are unjust, unreasonabe unduly prejudicial to com- 
plainants and unduly preferential of competitors at points in the 
Kansas City, Mo., switching district and in Iowa. It further 
alleges that the maintenance of a lower basis of intrastate rates 
on crushed stone from points in the Kansas City, Mo., switching 
district, including Sugar Creek, to points in Missouri than apply 
on like traffic from Morris and Everett and on gravel from 
Holliday, also on crushed stone over interstate routes from 
Hueyette to the same destinations, results in unreasonable 
prejudice to complainants, undue preference of crushed rock 
plants in the Kansas City switching district, including Sugar 
Creek, and unjust discrimination against interstate commerce, 
in violation of section 13 of the act. The prayer in both com- 
plaints is for reasonable and non-prejudicial rates for the future. 

The examiner said the situation complained of was similar 
to that considered in connection with rates on cement and gravel 
in Sand from Points in Kansas, 78 I. C. C. 687, Iola Cement 
Traffic Association vs. Santa Fe, 122 I. C. C. 337, and Western 
Cement Rates, 48 I. C. C. 201, 52 I. C. C. 225 and 69 I. C. C. 644. 
He said the rates from complainants’ plants and those from 
Sugar Creek and Leeds should be on the same basis and that no 
other basis would remove the cause of the complaints. 


A copy of the complaint in No. 19002, the examiner said, was 
forwarded to the Missouri commission. He said it was also 
notified of the hearing but did not appear. Griffin said the Com- 
mission should find as follows: 


The Commission should find that the interstate rates maintained 
by defendants in No. 18908 on crushed stone, in carloads, from Mc- 
Dowell, Mo., and by defendants in No. 19002 on gravel, in carloads, 
from Holliday, Kans., to industrial and team track deliveries within 
the Kansas City, Mo.-Kans., switching district are and for the future 
will be unreasonable and unduly prejudicial to the extent they exceed 
or may exceed a rate of 50 cents per net ton. 

The Commission should further find that the rates maintained 
by defendants in No. 18908 on crushed stone, in carloads, from Birm- 
ingham, McDowell, Pixleys, and Hueyette, Mo., to points in Kansas, 
and on like traffic moving interstate from Morris and Everett to the 
same destinations, and by defendants in No. 19002 on crushed stone, 
in carloads, from Morris and Everett, and on gravel, in carloads 
from Holliday to points in Missouri, also on crushed stone, in car- 
loads, moving interstate from Hueyette to the same destinations, 
are and for the future will be unreasonable to the extent they exceed 
or may exceed rates based upon a mileage scale the same as that 
now in effect on crushed stone, in carloads, intrastate in Missouri 
shown in column 1 of Appendix C for single-line hauls, plus an 
arbitrary of 20 cents per ton for hauls over two or more lines, not 
parts of the same system and not under a common ownership or con- 
trol, and unduly prejudicial to the extent they exceed or may ex- 
ceed the rates contemporaneously in effect on crushed stone, in car- 
loads from Cement City (Sugar Creek) and Leeds, Mo., to the same 
destinations. 

The Commission should further find in No. 19002 that the intra- 
state rates on crushed stone, in carloads, from Cement City (Sugar 
Creek) and Leeds to points in Missouri to the extent that they are, 
or for the future may be lower than the interstate rates contempor- 
aneously maintained on like traffic from Morris and Everett, Kans., 
and Hueyette, Mo., and on gravel, in carloads, from Holliday, to said 
destinations, result and will result in undue prejudice to Morris, 
Everett, Holliday and Hueyette and shippers therefrom, in undue 
preference of Cement City (Sugar Creek) and Leeds and shippers 
therefrom, and in unjust discrimination against interstate commerce. 

The Commission should further find that said undue prejudice, 
undue preference and unjust discrimination against interstate com- 
merce can and should be removed by the establishment and main- 
tenance of rates for the intrastate transportation of crushed stone, in 
carloads, from Cement City (Sugar Creek) and Leeds to said des- 
tinations, which shall not be lower than the interstate rates con- 
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temporaneously in effect on crushed stone, in carloads, from Morris, 
Everett and Hueyette and on gravel in carloads, from Holliday to 
the same destinations. 

In Investigation and Suspension Docket No. 2778 the Commission 
should find that the proposed rates have not been justified. An 
order should be entered directing cancellation of the suspended 
schedules without prejudice to the filing of schedules naming rates 
not to exceed those based on the mileage scale prescribed herein. . 


The Missouri single-line scale recommended by the examiner 
and shown in the appendix in which he showed other scales 
either in use or proposed begins with a rate of 60 cents for 
distances up to 20 miles. It progresses five cents per ton for 
each ten miles up to 100 miles, at which distance the rate is 100 
cents, then also five cents per ton for ten miles up to 130 cents 
for 160 miles. Then the addition per ton is four cents for ten 
mile blocks to the end at 200 miles with a rate of 146 cents. 


RATES ON TIES AND TIMBERS 


Attorney-Examiner William A. Disque, in No. 18834, T. J. 
Moss Tie Co. vs. Baltimore & Ohio et al., has proposed a finding 
that the rates on ties and timbers, from points on. the Illinois 
Central and the Nashville, Chattanooga & St. Louis, in Ken- 
tucky and Tennessee, to destinations in Illinois, are not unrea- 
sonable but unduly prejudicial; also that the rates from Metropo- 
lis, Ill., to destinations in Illinois applicable on traffic originating 
at the Kentucky and Tennessee origin points involved are un- 
duly prejudicial. 

Consideration of the propriety of the divisions of joint rates 
on the traffic referred to, Disque said, should be held in abey- 
ance, but that the defendants should be required to advise the 
complainant of the present basis of divisions. 

The complainant, as restricted at the hearing to the neces- 
sities of the situation presented, Disque said, alleged that the 
rates on the commodities mentioned, from points in Kentucky 
on the Illinois Central north of Fulton, and points in Kentucky 
and Tennessee on the N. C. & St. L., west and north of Nash- 
ville, Tenn., to all destinations on defendants’ lines in Illinois 
applicable through Metropolis, were unreasonable and unduly 
prejudicial when compared with the rates from the mentioned 
points of origin to Metropolis plus the intrastate rates beyond; 
and that the rates from Metropolis to the destinations mentioned, 
applicable to interstate traffic from the origin points were un- 
duly prejudicial when compared with the intrastate rates from 
and to the same points. There was also an allegation that the 
divisions of the joint rates under review were unreasonable and 
unduly prejudicial, but Disque said it was agreed that consid- 
eration of those issues should be held in abeyance. 

Complainant has a plant at Mt. Vernon, IIl., on the Chicago 
& Eastern Illinois, and other lines in south central Illinois, at 
which it stops, in transit, for preservative treatment, ties and 
timbers moving from and to the points mentioned. The through 
rate from origin to destination applies, except that a charge of 
$1.80 per car is made for stopping the traffic for treatment. 

From points on the N. C. & St. L., Disque said, there were 
joint rates equaling or approximating the rates from the origin 
points to Metropolis plus the interstate rates beyond. From 
the origin points on the Illinois Central there were no published 
through rates; the combinations of interstate rates to and from 
Metropolis applying generally. 


Intrastate rates from Metropolis, Disque said, were generally 
one or two cents below the interstate rates. In many, if not 
most, instances, the combinations of the rates from points of 
origin to Metropolis, plus the intrastate rates beyond, Disque 
said, were lower than the through interstate rates. 


Complainant, the report said, had a competitor at Metropo- 
lis, able to reship on the intrastate rates and that that gen- 
erally compelled the complainant to absorb the differences 
ranging from one to two cents, in selling in competitive markets. 

Disque said the circumstances and conditions surrounding 
the traffic of the complainant and its competitors were sub- 
stantially the same and that carriers admitted that there was 
no justification for the rate disparities concerning which com- 
plaint had been made. He said the Commission should find 
the rates from points on the N. C. & St. L. to all points on the 
defendants’ lines in Illinois were and would be unduly preju- 
dicial where and to the extent they exceeded or might exceed the 
contemporaneously maintained rates from the origin points to 
Metropolis plus the contemporaneously maintained intrastate 
rates beyond. Further, he said, the interstate rates from Metrop- 
olis, in so far_as they were applicable on traffic from the origin 
points on the Illinois Central, were and would be unduly preju- 
dicial to the extent they exceeded or might exceed the intrastate 
rates contemporaneously maintained from that point to the same 
destinations. Disque said an order should be entered requiring 
the removal of the undue prejudice. 

The question of divisions came into the case because all 
or practically all complainant’s products were sold to railroads 
and because the prices were based on the divisions. Disque 
said that the divisions were not on file with the Commission or 
otherwise open to public inspection and that over some routes 
no definite. basis of division existed. In view of those uncer- 
tainties, the examiner said, complainant was often at a loss 
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to know on what basis to make contracts to met its competitors’ 
prices. 


Disque said the defendants should promptly furnish com- 
plainant full information as to the amounts of their divisions. 
He said that if, by the time this case were submitted, that had 
not been done, the same requirements should be made, as to 
divisions on ties and timbers, as had been made generally with 
respect to divisions on railway fuel, citing Conference Ruling 
No. 486. He said that the case should be held open for further 
proceedings as to divisions should that become necessary. 


CRUDE SULPHUR AND BARGE LINE 


Attorney-Examiner John H. Howell, in a proposed report in 
No. 18406, Inland Waterways Corporation, operating Mississippi- 
Warrior Service vs. Beaumont, Sour Lake & Western et al., has 
recommended that the Commission should find that the estab- 
lishment of a through route and joint rate on crude sulphur, in 
carloads, from Gulf Hill, Tex., to East St. Louis, Ill., via Baton 
Rouge, La., in connection with complainant’s barge line direct 
or complainant’s barge line to Cairo, IIl., and the Illinois Central 
beyond, is desirable in the public interest. He said no order 
should be entered but that the parties should be expected to 
establish a joint rate and divisions in line with suggestions in 
the report, and that if that were not done within sixty days, the 
matter should be brought to the Commission’s attention. 


The barge line alleged that the failure and refusal of the 
defendants to establish through routes and to participate with 
it in joint through rates over such routes on crude sulphur from 
Gulf Hill via Baton Rouge to East St. Louis was unreasonable. 
Alternate routes were requested via Baton Rouge in connection 
with the barge line direct to East St. Louis or with the barge 
line to Cairo and the Illinois Central beyond. The Commission 


was asked to prescribe joint through rates and reasonable divi- 
sions thereof. 


Complainant asked the Commission to prescribe a rate of 30 
cents per 100 pounds from Gulf Hill to East St. Louis via either 
of the two proposed routes and divisions per net ton of $2.02 to 
Baton Rouge and $3.98 beyond. The rail rate from Gulf Hill to 
East St. Louis is 32.5 cents a hundred pounds. 


The rail rate to East St. Louis was reduced to 36 cents, 
August 20, 1922, and on January 10, 1926, the rate was reduced 
to 32.5 cents. Howell said the Monsanto Chemical Company, 
the largest user of crude sulphur at East St. Louis, had urged 
the carriers to reduce the rate from Gulf Hill to East St. Louis 
below 36 cents, and failing to obtain the reduction it approached 
the barge line in the fall of 1924 with a view to the handling of 
crude sulphur. He said the result was that the barge line, upon 
assurance that the entire movement, about 12,000 tons a year, 
would be turned over to it, bought two barges, of a capacity of 
800 tons each, at a total cost of $26,000. Since the filing of the 
complaint, he continued, there had been allotted to the barge 
line 19 additional gondola barges of a capacity of from 2,000 to 
2,500 gross tons each. Shipments of crude sulphur have moved 
from Gulf Hill to Galveston, thence by water to New Orleans 
and thence by the barge line to East St. Louis. In his conclu- 
sions, Howell said: 


Water competition has been a substantial factor in fixing the 
rates on sulphur from Gulf Hill. During the years 1921 to 1926, 
inclusive, 47,007 cars of sulphur moved to Galveston and Texas City, 
Tex., for water movement beyond, as compared with 18,036 cars 
shipped over all-rail routes: the percentages were 72.3 and 27.7. The 
all-rail movement, however, is in box cars, of an average weight of 
88,000 pounds per car, whereas on movements to Galveston and Texas 
City gondola cars are used and are loaded to from 120,000 to 125,000 
pounds. Stated in gross tons the movements during 1921 to 1926, 
inclusive, were 2,514,734 to Galveston and Texas City as compared 
with 684,912 over rail routes, the percentages being 78.6 and 21.4 
respectively. It would appear probable that the movement by com- 
plainant’s barges in 1925 had some effect in securing the reduction 
from 36 to 32.5 cents to East St. Louis. However, it was stated that 
the reason for that redutcion was to enable East St. Louis to meet 
competition at Chicago, to which the rate from Gulf Hill had been 
reduced from 39.5 to 35 cents to meet water competition created by 
eo route via the Gulf of Mexico and the Atlantic 
seaboard. 


The complaint asks the establishment of a reasonable rate, but 
obviously complainant’s interest is in securing a joint rate sufficiently 
low to attract traffic in competition with the rail routes. Complain- 
ant makes no contention that the existing rail rate is not low, but 
contends that if that rate is compensatory on traffic handled over the 
long routes through Kansas City, a rate somewhat lower is justifiable 
over the rail-and-barge route via Baton Rouge. It points out that 
under the usual rule the differential would be 5 cents, based on 20 
per cent of the local rate from Baton Rouge to East St. Louis, 26 
cents. It asks a differential of 2.5 cents. 


Obviously the rail rate from Gulf Hill to East St. Louis has been 
affected by water competition, and on this record the commission is 
not justified in passing upon its reasonableness or in fixing a maxi- 
mum reasonable rail-and-barge rate. However, it is evident that 
this particular traffic is such as could be economically and satis- 
factorily handled by the barge line and that the differential under 
the rail rate asked by complainant is not unreasonable, Complainant 
asks a division to it of $3.98 per net ton, which would leave the rail 
carriers but $2.02, and the rail carriers ask as a division their local 
rate to Baton Rouge, contending that that rate was published to New 
Orleans and Baton Rouge to meet water competition, and is low. 
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A reasonable basis of division would be a 50 per cent division to and 
beyond Baton Rouge. 


TANK MATERIAL RATES 


Examiner R. L. Shanafelt, in No. 18647, Parkersburg Rig & 
Reel Co. vs. Southern Pacific et al., said the Commission should 
find unreasonable the rates on fabricated steel tank material, 
knocked down, carloads, from Liberty, High Island, Boling, 
Luling and Richland, Tex., to West Lake, La., and award rep- 
aration. The complaint alleged the rates on five carloads, 
shipped unrouted, were unreasonable and in violation of the 
fourth section, in part, in that the rates from Liberty and Luling 
were higher than rates from Houston and San Antonio, Tex. 
The shipments were made in 1924 and 1926. The defendants 
defended their rates on the ground that the shipments in ques- 
tion were sporadic ones. The examiner said the Commission 
should find that the rates were not in violation of the fourth 
section, but were unreasonable to the extent they exceeded 22.5 
cents from Liberty, 25.5 cents from High Island, 36 cents from 
Boling, 40 cents from Luling and 43 cents from Richland and 
award reparation to that basis. He said the Commission should 
further find that the rates would be unreasonable for the future 
to the extent they might exceed the rates prescribed in Con- 
solidated Southwestern Cases, 123 I. C. C. 203, the establishment 
of which had been ordered. 


RAGS IN BALES 


Examiner B. E. Stillwell has recommended the dismissal of 
No. 18623, Waite Carpet Co. vs. Chicago & North Western et al., 
on a finding that the rates on rags, in bales, in less than car- 
loads, from Akron and Youngstown, O., to Oshkosh, Wis., as- 
sessed on shipments made in 1922, ‘were applicable. They were 
alleged to have been inapplicable. Combinations amounting to 
64.5 cents were charged. The complainant contended that, un- 
der an intermediate application rule, rates of 55 cents from 
Akron and 51 cents from Youngstown were applicable. They 
were the rates to Necedah and Buckbee, Wis. The examiner 
said the complainant’s position was untenable because the con- 
tention was for an unnatural, unreasonable and strained con- 
struction of the rule to bring Oshkosh into an intermediate posi- 
tion and that, considering the tariff in its entirety and the 
location of Necedah and Buckbee, it was obvious that Oshkosh 
was not a point located directly between two points to which 
rates were indexed, within the meaning of the rule. 

The report also covers a sub-number, Same vs. Akron, 
Canton & Youngstown et al. In that case the examiner said 
the Commission should find the rate charged on rags, in bales, 
in carloads, from Barberton, Akron and East Akron, O., to 
Oshkosh, Wis:., unreasonable to the extent it exceeded the 
aggregate of intermediates, but not otherwise unlawful. He 
said the proceeding should be held open to allow the complain- 
ant to submit proof that it paid and bore the charges on the 
shipments considered in this case. 


RATES ON FULLERS EARTH 


Findings as to all-rail and rail-water-and-rail rates on fullers 
earth have been recommended by Examiner B. E. Stillwell in 
a proposed report in No. 18904, Vacuum Oil Company vs. At- 
lantic Coast Line et al. Complainant alleged that the all-rail 
and the rail-water-and-rail rates charged for the transportation 
of fullers earth, in bags, i ncarloads, from Ellenton, Jamieson 
and Quincy, Fla., and Attapulgus, Ga., to Paulsboro, N. J., and 
the rail-water-and-rail rates on the same commodity from the 
same origins to Rochester and Olean, N. Y., were and are un- 
reasonable and in some instances illegal and in violation of the 
long-and-short-haul provision of the fourth section of the act. 
The examiner said the findings recommended would correct a 
fourth section departure that was protected by an appropriate 
order. He said the Commission should find that the applicable 
all-rail rate on fullers earth prior to November 28, 1925 from 
Attapulgus, Ga., to Paulsboro, N. J., was unreasonable to the 
extent that it exceeded 833 cents per ton of 2,000 pounds; that 
the rail-water-and-rail rates charged on fullers earth from Ellen- 
ton, Fla., were unreasonable to the extent that they exceeded 
776 cents to Paulsboro and 990 cents to Olean and Rochester, 
N. Y.; and that the rail-water-and-rail rates charged from Atta- 
pulgus, Ga., Jamieson and Quincy, Fla., were, are and for the 
future will be unreasonable to the extent that they exceeded 
exceed or may exceed 776 cents to Paulsboro and 900 cents to 
Olean and Rochester. He said reparation should be awarded. 


RATES ON POTATOES 


In No. 18407, Louisiana Farm Bureau Federation, Inc., et al. 
vs. Louisiana Railway & Navigation Company et al., Examiner 
W. R. Brennan has recommended that the Commission find un- 
reasonable rates on potatoes from points in Louisiana to points 
in Missouri, Nebraska, Kansas and Minnesota, to the extent 
that they exceeded, exceed or may exceed 85 per cent of the 
applicable class C rates, and award reparation. 

The complaint assailed rates on vegetables from and to 
the points indicated as in violation of section 1 of the act. The 
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examiner said the evidence dealt principally with rates on pota- 
toes, that the record indicated that rates on other vegetables 
were made in relation to the rates on potatoes, but that there 
was nothing of record to indicate the propriety of that rela- 
tionship. Complainants requested rates based on 85 per cent 
of the class C rates. 


RATES ON LOGS 


Prescription of reasonable rates for the future and an award 
of reparation have been recommended by Examiner S. A. Aplin 
in a proposed report in No. 18307, Marvil Package Company vs. 
Norfolk Southern et al., embracing also No. 18569, the Vineland 
Basket Company et al. vs. Pennsylvania et al., on a finding that 
rates on logs from points in North Carolina and Virginia to 
points in Maryland, Delaware and New Jersey were, are and 
for the fufure will be unreasonable to the extent that they ex- 
ceeded, exceed or may exceed 65 per cent of the contemporane- 
ously applicable rates on lumber. 


REPARATION ON TIES 


Examiner R. J. Olentine, in a proposed report in No. 19172, 
Arkansas Tie & Timber Company vs. St. Louis-San Francisco, 
has recommended an award of reparation on a finding that a 
rate of 24.5 cents collected on a carload of white oak ties shipped 
August 12, 1924, from Rogers, Ark., to Pittsburg, Kan., was un- 
reasonable to the extent that it exceeded 17 cents, but that it 
was not otherwise unlawful. 


N. Y. C. UNIFICATION 


Because provision for including appropriate connecting short 
lines had not been made, Examiner Ralph R. Molster, in a pro- 
posed report in finance No. 5690, New York Central unification, 
and finance No. 5688, acquisition of control by the C. C. C. & 
St. L., has recommended that the Commission find that acquisi- 
tion by the C. C. C. & St. L. of control of the railroad properties 
of the Cincinnati Northern and of the Evansville, Indianapolis 
& Terre Haute, and acquisition by the New York Central of 
control of the C. C. C. & St. L., including the properties of the 
Cincinnati Northern, and the Evansville, Indianapolis & Terre 
Haute, and of the Michigan Central and Chicago, Kalamazoo & 
Saginaw, under leases for 99 years, as proposed, will not be in 
the public interest. The New York Central now controls the 
companies involved by stock ownership. 

The governor of Ohio entered protest against the application 
in No. 5690 unless the Federal Valley Railroad Company were 
taken over by the New York Central. Minority stockholders 
asked that the application of the New York Central be denied. 
The purpose of the proposed leases was to bring about the 
handling of the properties by one strong operating unit. 

Examiner Molster said that consideration of terms and con- 
ditions of the proposed leases, as well as contentions as to pos- 
sible applicability, in the premises, of Ohio statutes and provi- 
sions of the collateral-trust indenture, was unnecessary in view 
of the conclusions recommended in the report. In his conclu- 
sions, the examiner said: 


The Supreme Court of the United States has heretofore had 
occasion to comment oh the general object sought to be attained 
by the transportation act. Thus, in an early case, the court ob- 
served that the new measure imposed an affirmative duty on the 
Commission to fix rates and to take other important steps ‘‘to main- 
tain an adequate railway service for the people of the United States.”’ 
Wisconsin R. R. Comm. vs. C., B. & Q. R. R. Co., 257 U. S. 563, 585. 
A year later, in the New England Divisions Case, 261 U. S. 184, at 
pages 189 and 190, the court said, ‘“‘The 1920 Act sought to ensure 
* * * adequate transportation service. That such was its purpose, 
Congress did not leave to inference. The new purpose was ex- 
pressed in unequivocal language. * * * To preserve for the nation 
substantially the whole transportation system wag deemed im- 
portant.’”’ And this broad view was subsequently reiterated in the 
statement that ‘“‘the new act seeks affirmatively to build up a sys- 
tem of railways prepared to handle promptly all the interstate traffic 
of the country.’”’ Dayton-Goose Creek Ry. vs. U. S., 263 U. S. 456, 478. 

Short-line railroads, as well as trunk lines, are parts of the rail- 
way net whereby the people of the United States obtain transporta- 
tion by railroad. In reaching sections not directly served by trunk 
lines, the short-line carrier performs an auxiliary service which is 
important to the people in otherwise isolated regions and contributes 
to the scope of usefulness and to the prosperity of connecting trunk 
lines in handling traffic originating at or destined to points often 
remote from the territory served by the short line. But many factors, 
including the relatively short haul, concur in depriving many short 
lines of earnings commensurate with their economic importance.- 

In Nickel Plate Unification, page 449, after stating that ‘the 
union of the weak with the strong lines is one of the ends which 
Congress apparently had most definitely in mind’ and ‘‘when these 
unifications are being considered the problem of the short lines whose 
property in the public interest should be included in the systems pro- 
posed can not be overlooked if it is possible to include them upon 
reasonable terms,’’ the Commission gave notice that 

“Every applicant should assume the burden of making reasonable 
provision in its plan for the possible incorporation of every con- 
necting short line now in operation in the territory covered or to be 
covered by the proposed grouping or unification. No branch line or 
short line now in operation within the territory in question should 
be left out of the consideration unless by affirmative testimony the 
abandonment of operation of such line or its omission from the plan 
has been justified.” 4 

Therefore, in order to establish that a proposed unification of 
railroads such as proposed in this proceeding is in the public in- 
terest, it must be shown that proper consideration has been given 
to the primary object sought to be accomplished by Congress in per- 
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mitting combinations of railroad properties. The applicants’ claim 
of exoneration from compliance with this rule is without merit. 
Whether control is acquired by purchase of stock, or, where control 
is already exercised through stock ownership, further control is 
acquired under a long-term lease, the essential nature of the trans- 
action is the same. Nickel Plate Unification, page 430. . 

Nor is there merit in the applicants’ contention that no objection, 
from the standpoint of public interest, has been presented by state 
authorities or shippers. This contention overlooks the protest sof 
the Governor of Ohio and disregards representations made in_ this 
proceeding on behalf of the Ohio interests and the short lines. Even 
if it were supported by the record, the contention is entitled to little 
weight because applications for authority to acquire control of rail- 
roads must be supported by a clear and strong showing of public 
gain. Control of Virginian Ry., 117 I: C. C. 67, 3 ; 

The applicants rely upon benefits expected to flow from unified 
operation of the New York Central Lines. While witnesses are gen- 
erally hopeful that such operation would be of advantage to the public, 
their testimony is guarded by candid recognition of the essential 
empiricism of the proposals from a practical standpoint. Granted 
that all such advantages might be realized to an extent excelling 
all expectation, these considerations still are subsidiary to the major 
purpose of the transportation act, which is to preserve “substantially 
the whole transportation system,’’ and not merely to bring about 
improvement in service already performed with a creditable degree 
of efficiency. 

If an appropriate step toward consolidation in the manner con- 
templated by Congress, then the proposals could be found to be in 
the public interest. But, as indicated in the Nickel Plate case, when 
strong carriers seek to combine their lines in anticipation of con- 
solidation, provision for including appropriate connecting short lines 
must not be neglected, and this requirement is amply justified by 
the fact that the decision to propose further acquisitions of con- 
trol and, when consolidation is possible under paragraph (6) of section 
5, to propose or not to propose consolidation, rests with the carriers. 
As the record stands, consideration of the matter of including ap- 
propriate short lines in the grouping here proposed, may be indefi- 
nitely deferred, whence it follows that benefits urged in support of 
the proposals may be dutweighed by detriment meanwhile suffered 
by the public. This serious doubt as to the wisdom of the proposed 
grouping must be resolved against the applications. Control of Vir- 
ginian Ry., supra. 

Recommendation. 


It is therefore recommended that the Commission find that 
acquisition by the Big Four of control of the railroad properties of 
the Cincinnati Northern and the Terre Haute, and acquisition by 
the New York Central of control of the railroad system of the Big 
Four, including properties of the Cincinnati Northern and the Terre 
Haute, of the railroad system of the Michigan Central, and of the 
railroad properties of the Kalamazoo, under leases for 99 years, as 
— will not be in the public interest. The applications should 
e denied. 





TENTATIVE VALUATION REPORTS 


Southern Pacific Company and affiliated lines, as of June 30, 1916, 
total owned property, $107,434,000; total used property, $477,439,910. 
On date of valuation, the Southern Pacific Company had outstanding 
a total 4 value of $556,825,791.21 in stock and long-term debt, of 
which $272,677,905.64 represented common stock, $204,835,110 funded 
debt, and $79,312,775.57 non-negotiable debt to affiliated companies. 
The investment in road and equipment, including land, of the South- 
ern Pacific Company, on date of valuation, was stated in the books 
of the carrier as $112,099,691.84 which, with readjustments, would be 
reduced to $112,094,250.92. The cost of reproduction new and cost of 
reproduction less depreciation of all common-carrier property, other 
than land and material and supplies, owned or used by the Southern 
Pacific Company, was reported as follows: Cost of reproduction new 
of total owned property, $89,830,393, and of total used property, $434,- 
029,831. Cost of reproduction less depreciation of total owned property, 
$74,858,883, and of total used property, $347,146,975. Present value 
(valuation date) of total owned carrier land was stated as $18,892,917, 
and of total used carrier land, $98,746,441. The report covers the 
properties of the Southern Pacific Company, the Beaverton & Wills- 
burg Railroad Company, the Central Pacific Railway Company, the 
Coast Line Railway Company, the Hanford & Summit Lake Railway 
Company, the Inter-California Railway Company, the New Mexico & 
Arizona Railroad Company, the Oregon & California Railroad Com- 
pany, the Porterville Northeastern Railway Company, the Southern 
Pacific Railroad Company, the South Pacific Coast Railway Company 
and the Tucson & Nogales Railroad Company. Owned but not used 
property of the Central Pacific was valued at $163,782,190. Owned but 
not used property of the Southern Pacific Railroad was valued at 
$165,574,668. 

Coal and Coke Railway Company, as of June 30, 1918, total owned 
property, $1,893,700; total used property, $10,903,748. 

The Staten Island Rapid Transit Railway Company and the Staten 
Island Railway Company, as of June 30, 1918, total owned property 
of Staten Island Rapid Transit, $12,882,100, and total used property, 
$15,216,260; owned but not used property of the Staten Island Railway 
Company, $2,150,000. 





FINANCE APPLICATIONS 


The Union Pacific has applied for authority to issue $26,835,000 
of forty-year 4% per cent gold bonds. The bonds have been sold, 
subject to approval of the Commission, to Kuhn, Loeb & Company 
at 94% per cent of par and accrued interest. The proceeds of the 
sale of the bonds are to be applied to the payment of $26,835,225 of 
the applicant’s twenty-year 4 per cent convertible gold bonds that 
will mature July 1. The applicant said it deemed it a prudent course 
to refund that maturity substantially in its entirety because of the 
present favorable market conditions. 

The Prescott & Northwestern has applied for authority to issue 
$100,000 of five-year 6 per cent accrued bonds to reimburse the treas- 
ury for expenditures and to pay loss and damage claims amounting 
to $50,000. The claims arose out of damage to, and loss of fruit 
shipments made in 1926, the applicant said. The claims aggregated 
more than $95,000 and on advice of applicant’s attorneys have been 
compromised for $50,000. The applicant said payments for better- 
ments and new equipment had so depleted its treasury that the com- 
pany had not the cash to pay those claims. The applicant said 
the bonds would be offered for sale in a single block at par and 
interest and that the Missouri Pacific had agreed to bid for the 
bonds on that basis. 

The Alton & Eastern has applied for authority to procure au- 
thentication and delivery of $1,000,000 of first mortgage 6 per cent 
bonds and to issue 9,950 shares of common capital stock of par value 
of $100 a share. The securities will be delivered to the Illinois Com- 
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pany as a final and complete payment for the line of railroad acquired 
by the applicant from the owners of the Chicago, Peoria & St. Louis, 

The Northern Railroad Company of New Jersey has applied for 
authority to issue $707,000 of its general mortgage 414 per cent bonds 
to pay off $654,000 of bonds maturing July 1. It proposes to sell the 
bonds at 92% per cent of par and accrued interest to Drexel & Com- 
pany. The Erie, as lessee, asked authority to guarantee payment 
of the interest on the bonds. 

The Limestone Telephone Company and the Chesapeake & Po- 
tomac Telephone Company of West Virginia have asked the Com- 
mission to approve sale of telephone properties of the Limestone 
Company in Greenbrier, Monroe and Summers counties, W. Va., and 
in Alleghany county, Va., to the C. & P. company. 


UNCONTESTED FINANCE CASES 


The Erie has been authorized to issue and sell $50,000,000 of 5 
per cent refunding and improvement mortgage bonds at not less 
than 911% per cent of par and accrued interest. 

The Chicago, Rock Island & Pacific has been authorized to acquire 
approximately 12 miles of railroad now operated by it in Freeborn 
county, Minn., from the Minneapolis & St. Louis. 

The Carolina Southern has been authorized to issue $100,000 of 
common capital stock, $50,000 of preferred stock, and $65,000 of 6 
per cent promissory notes. Action was deferred on request for au- 
thority to issue additional preferred stock of the par value of $25,000, 
and a one-year promissory note for $10,000. 

The Jacksonville, Gainesville & Gulf Railway has been authorized 
to acquire and operate a line of railroad from Sampson City to Em- 
altha, Fla., and to issue $5,000 of capital stock and $450,000 of first 
mortgage 6 per cent bonds. The Seaboard Air Line was authorized 
to acquire control of the Jacksonville, Gainesville & Gulf by purchase 
of the “ + stock, and to guarantee the $450,000 bond issue 
of the J. G. " 

The Gulf, Mobile & Northern Railroad Company and/or the Jack- 
son & Eastern Railway Company have been authorized to operate 
over the line of the New Orleans Great Northern Railroad Company 
for a distance of 5.7 miles in Hinds county, Miss. 

The New York, New Haven & Hartford has been authorized to 
assume obligation and liability in respect of $6,600,000 of equipment 
trust certificates to be issued at par and accrued dividends. 

The New York Telephone Company has been authorized to acquire 
control of the Sullivan Telephone Company, Inc., by the purchase of 
capital stock. 


SOUTHERN CLASS RATES 
The Traffic World Washington Bureau 


A number of answers have been filed with the Commission 
in No. 13494, Southern Class Rate Investigation, to the joint peti- 
tion of the carriers in Southern, Central Freight, Illinois Freight, 
Trunk Line and New England territories for modification of the 
findings of the Commission covering the interterritorial class- 
rate adjustment. (See Traffic World, May 7, p. 1195.) 

That the carriers’ petition should be summarily denied and 
that the carriers should be required to establish joint through 
rates in compliance with the first supplemental report in the 
proceeding, effective at the earliest possible date and subject 
only to such modification as may be necessary to avoid inde- 
fensible fourth section departures or inconsistencies of a more 
startling nature than any that have been presented in the car- 
riers’ petition, is the position taken in an answer signed by the 
Chicago Association of Commerce, the Chicago Shippers’ Con- 
ference Association, the Cleveland Chamber of Commerce, the 
Columbus Chamber of Commerce, the Indiana State Chamber of 
Commerce, the Rockford Manufacturers’ and Shippers’ Associa- 
tion, and the Springfield Traffic Association. 

E. I. Du Pont De Nemours & Co. asked that the Commission 
in entering its final order with respect to the grouping of Trunk 
Line and New England origins as described in Appendix B of 
carriers’ petition instruct the carriers to place Paulsboro-Gibbs- 
town-Thompson’s Point and Carney’s Point, N. J., and other 
points located along the east bank of the Delaware River be- 
tween Camden, N. J., and Carney’s Point, N. J., in the Phila- 
delphia rate group and so prevent the unjust discrimination and 
undue prejudice “that shall undoubtedly result if the carriers’ 


proposal of grouping these points with New York is permitted 
and made effective.” 


The Tampa Board of Trade asked that the Commission deny 
the petition filed on behalf of the Seaboard Air Line, the At- 
lantic Coast Line, and the Florida East Coast and their connec- 
tions for modification of findings concerning interterritorial class 
rates between points in Central territory and points in the pen- 
insula of Florida. The Tampa organization took the position 
that Florida should stand or fall with the Southern territory of 
which it “is an integral part.” The Interior Florida Traffic 
Association said the petition of the Seaboard and the other 
lines grouped with it as petitioners should be denied. 

The answer of the Atlanta Freight Bureau to the joint peti- 
tion signed by Chairman Barham, of the Southern Freight Asso- 
ciation, and others, said that the petition should be denied “and 
in order that there may be an end to the continued efforts of 
the carriers to change the findings of the Commission, it is 
respectfully urged that this Commission should now in answer 
to the petition here involved say that rail and water differentials 
should not be permitted to those points where the effect of 
water does not exist; that 1s, where the rail and water route 
using computed mileage is longer than the all-rail route, there 
is no justification for lower rates rail and water than all-rail. 
This Commission has the power to do this under the statute 
giving it authority to prescribe minimum rates and the carriers 
seem inclined unless the Commission does exercise this power 
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to file rates that would be unjustly discriminatory and unduly 
preferential.” 

The Memphis Freight Bureau and the Memphis Chamber of 
Commerce, answering the main petition, said it should be denied 
and that the modifications of the Appendix N-1 groupings and 
related Appendix O-1 group or key rates sought by the Memphis 
interests should be approved. 

In answer to both petitions of carriers, the Merchants’ Asso- 
ciation of Gainesville, Fla., said it was the apparent desire of the 
carriers to continue a discrimination against Gainesville, Fla., 
in favor of other territories to the north of it. It said all 
Gainesville desired was equality and not discrimination. 

The Knoxville (Tenn.) Freight Bureau said any adjustment 
tending unjustly to disrupt the present relationship on traffic 
from and to the eastern territory would damage Knoxville’s 
wholesale business to a large extent, and it asked the Commis- 
sion to look carefully into the Knoxville situation when giving 
consideration to the carriers’ joint petition for a modification of 
the findings. 


WESTERN CLASS RATE CASE 


(Special Correspondence from Lincoln, Neb.) 


With the showing by J. A. Little, on behalf of Alliance, Su- 
perior, and Wahoo, the western trunk line class freight rate 
hearing at Lincoln was concluded the afternoon of May 26. 

The greater part of Mr. Little’s testimony dealt with compar- 
ative rate sheets, by which he showed the advantages of ap- 
plying certain scales to the rates affecting the cities he repre- 
sented. It was alleged by him that under the schedule pro- 
posed, an Iowa manufacturer could not only ship his products 
into Nebraska territory on a lower rate than the Nebraska 
shipper could ship in his own territory, but, if the Nebraska 
manufacturer wanted to ship into Iowa territory he would have 
to pay a higher rate than the Iowa manufacturer shipping in his 
own territory. 

Another exhibit was a comparison of the business done in 
two states by the Burlington and Rock Island railroads. These 
figures showed that the lines in Nebraska not only were carry- 
ing more tons per mile of freight than those in Iowa, but that 
the business was increasing in Nebraska and decreasing in Iowa, 
yet, in spite of these facts, the carriers proposed a lower rate 
for Iowa than for Nebraska. 

H. D. Wtenpaugh, of the Sheridan, Wyo., Chamber of Com- 
merce, was heard briefly. He said the present and proposed 
rates were prejudicial to Sheridan as compared with its com- 
petitor cities. He said Sheridan would be paying 32.5 per cent 
more for freight than if it were on the same basis with other 
cities. He pointed out that the railroads charged as much in 
some instances to carry freight from Omaha to Sheridan as to 
carry the same load to the Pacific coast. 


ST. LOUIS TRUCKING CASE 


The Commission’s investigation, No. 19594, transfer of 
freight within St. Louis and East St. Louis by dray and truck 
for and on behalf of railroads (see Traffic World, May 27), was 
caused by the determination of the railroads, other than the 
Chicago & Alton, to go forward with a plan they have had in 
preparation for two years to cut down the terminal expense 
by reducing the number of stations in the two cities and giving 
the contract to one company for trucking between their stations 
in the two cities and between their stations and places of busi- 
ness of shippers and receivers of freight. The receivers of the 
Chicago & Alton and two of the three transfer companies now 
employed by the St. Louis lines signed the petition for the 
investigation. 

Petitioners asked for an investigation because, as they said, 
the shippers and receivers of freight had never had an oppor- 
tunity to express their views or suggest what should be done 
in the matter, although the service had been unsatisfactory for 
fifteen years. They said that suspension of the tariff the rail- 
roads proposed to file setting forth their proposal would not 
afford an opportunity such as was needed for going into the 
matter and bringing about a satisfactory solution of the situa- 
tion. The proposed arrangement would reduce the number of 
stations in St. Louis from twelve to seven and the number in 
East St. Louis from three to two. 

The three transfer companies now employed furnish three 
classes of truck and drayage service: (1) Interchange of freight 
between the stations of the railroads entering the St. Louis- 
East St. Louis district; (2) transfer of freight between on-track 
stations of the railroads and so-called off-track stations, the 
latter operated by the transfer companies; and (3) direct trans- 
portation of freight between on-track stations and the places 
of business of shippers and receivers, this being commonly 
known as direct delivery. The classes of service, the petitioners 
2 oa described in In the Matter of Legality of Tariffs, 91 

. C. C. 539. 

The petition was signed by the St. Louis Chamber of Com- 
merce, the Rice-Stix Dry Goods Co., the Ely & Walker Dry 
Goods Co., the St, Louis Shippers’ Conference Association, the 
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Fidelity Transfer Co., the Central Transfer Co., the Association 
of Team and Truck Owners, Inc., and the receivers of the Chi- 
cago & Alton. 

Under the railroad proposal the Columbia Terminals Co. 
would be designated as the only transfer company to perform 
the services of transferring freight between on-track stations 
of the railroads at St. Louis and East St. Louis and between 
the on-track stations of such railroads and designated off-track 
stations at St. Louis and East St. Louis. At the present time 
the Columbia Terminals Co., the Fidelity Transfer Co. and the 
Central Transfer Co. are engaged in the performance of trans- 
fer services. 

The Commission’s announcement of the investigation is as 
follows: 


The Commission having under consideration a petition filed by 
the St. Louis Chamber of Commerce, various St. Louis and East 
St. Louis commercial organizations, and the Chicago & Alton Rail- 
road Company, requesting the Commission to institute an investiga- 
tion into all the circumstances and conditions surrounding the trans- 
fer of freight within St. Louis, Mo., and East St. Louis, Ill., by dray 
or truck for and on behalf of the railroads, and of the allowances made 
by the railroads for such services: 

It is ordered, That the Commission upon its own motion enter 
upon an investigation into the rules, regulations, tariff provisions 
and practices of common carriers by railroad subject to the inter- 
state commerce act serving St. Louis or East St. Louis in respect 
of the collection, receipt, delivery, transfer or other handling of 
freight within the respective switching limits of said cities for or 
on behalf of said carriers by means of trucks, drays or other vehicles 
operated on and over streets and highways, the circumstances and 
conditions surrounding such handling, the places at which and manner 
in which freight is delivered or received off the rails of said car- 
riers within said sWitching limits, the establishment, maintenance 
and operation of off-line stations for the receipt and delivery of 
freight by said carriers, the terms and provisions of any contracts 
or arrangements made or to be made by said carriers in respect of 
such handling or other off-line service within said city limits, the 
consideration therefor, including the compensation paid or agreed to 
be paid by said carriers for such off-line services, or any of them, 
and the reasonableness and propriety of all or any of the foregoing 
subjects of inquiry in so far as they relate to interstate or foreign 
commerce, with a view to making such findings and orders in the 
premises and prescribing such just, reasonable and lawful rates, 
charges, rules, regulations and practices in the premises, and taking 
such other action, as the facts and circumstances may appear to 
warrant; 

It is further ordered, That this order be served upon all common 
earriers by railroad subject to the interstate commerce act whose 
lines enter either St. Louis or East St. Louis, and that said carriers 
be and they are hereby made respondents to this proceeding. 

And it is further ordered, That this proceeding be assigned for 
yaad at such time and place as the Commission may hereafter 

rect. 


COTTONSEED INVESTIGATION 


(Special Correspondence from Minneapolis) 


The Commission’s hearing on rates on cottonseed and related 
articles (Docket 17000, Part 8), began at Minneapolis 'May 31, 
before examiners John T. Money and George Esch, at the Nicollet 
Hotel. 

Manufacturers and shippers of linseed products were well 
represented, but the railroads, though also represented, took no 
part in the proceedings. Testimony on behalf of the carriers is 
to be presented at another hearing. 

Fermal appearances were entered by the following: E. A. 
Hodkinson, New York, representing the American Linseed Com- 
pany and Busbee Linseed Company; John S. Burchmore, Chi- 
cago, representing the Procter and Gamble Company, Cincinnati; 
Frank B. Townsend and A. C. Wiprud, of the Minneapolis Traffic 
Association, representing the general business, manufacturing, 
and grain marketing interests of the city; J. F. Adams, Minne- 
apolis, of the grain department of the Archer-Daniels-Midland 
Company, and David A. Small, Minneapolis, of the traffic de- 
partment of the same company; J. H. Johnston, Oklahoma City, 
Okla., representing the Oklahoma Cottonseed Crushers’ Asso- 
ciation; J. H. Desberow, Minneapolis, general agent of the 
Southern Pacific lines; H. G. Cowan, Minneapolis, Spencer Kel- 
logg and Sons, Inc.; H. A. Mintz, St. Paul, representing Western 
Trunk Line carriers, and E. B. Boyd, chairman of the Western 
Trunk Line committee; Earle C. Calhoun, New York, represent- 
ing carriers and interests in both Trunk Line and Eastern ter- 
ritories; W. W. Manker, Chicago, Armour and Company. 

‘Mr. Townsend, who is director of traffic of the Minneapolis 
Traffic Association, occupied the stand throughout the entire 
session the first day. The bulk of his testimony was devoted 
to an outline of the existing rate structure on linseed products 
in the territory tributary to Minneapolis and tariffs on east- 
bound shipments to Chicago and into Central Freight Associa- 
tion territory. 

His evidence, backed by exhibits, was calculated to stress 
the point that existing rates in this section should not be in- 
creased. In particular, the present rate of 23 cents per hundred- 
weight on linseed oil, from Minneapolis to Chicago, should be 
left undisturbed, Mr. Townsend urged. He pointed out that the 
freight rates that have existed for several years have permitted 
the development of Minneapolis as one of the great linseed 
manufacturing centers of the world. Any increase or noteworthy 
disturbance of the rate line-up would be certain to damage the 
industry of the city and make it difficult, if not impossible, for 
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Between Western and New England points is dependable and rec- 
ognized by shippers of perishable traffic, who require the best service 
obtainable. 


Fourth morning deliveries are maintained with regularity on traf- 


fic between Boston and Chicago, with correspondingly good service to 
and from intermediate points. 
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Minneapolis products to compete with those of New York, 
Toledo, and other linseed centers in the consuming districts of 
the east, he said. This, in turn, would work hardship on hun- 
dreds of farmers in Minnesota and North Dakota, who have 
come to depend on flax as one of their principal cash crops, ac- 
cording to Mr. Townsend. 

The importance of the linseed manufacturing industry: of 
Minneapolis to the farmers of the northwest and, in turn, the 
necessity of equitable freight rates on linseed products shipped 
from the city, to permit continuance of that industry, were 
stressed by Minneapolis ‘witnesses June 1, at the second and final 
session of the Minneapolis hearing. The hearing was adjourned 
at noon to be resumed June 6, at St. Louis. 

Witnesses examined were Shreve M. Archer, president of 
the Archer-Daniels-Midland Company, of Minneapolis, manu- 
facturers of linseed products, and Mr. Townsend. The latter, 
continuing the line of testimony offered the previous day, cited 
facts and figures to back up his statements that keeping a thriv- 
ing and extensive linseed industry in operation in Minneapolis, 
on the edge of the only extensive flax producing section of the 
United States, was of prime importance to the flax growers as 
well as to the industry itself. The industry is in danger of 
destruction whenever the present rate structure on linseed prod- 
ucts, outbound from Minneapolis, is subjected to serious dis- 
turbance, especially in the form of rate increases, in the opinion 
of Mr. Townsend. 

The investigation of linseed products rates, as instituted by 
the Commission, it was pointed out, will be incomplete in that 
it does not deal with tariffs on flax, the raw material used in 
manufacture of linseed oil, meal, and cake. Flax rates are 
being considered by the government in its analysis of tariffs 
on grain and grain products, which, like the linseed rates study, 
has been undertaken as a part of Docket No. 17000. 

Mr. Archer, both under direct and cross examination, dis- 
cussed transportation of linseed products from a broad industrial 
viewpoint, while Mr. Townsend dealt specifically with the rates, 
particularly the 23-cent tariff on linseed oil shipments from 
Minneapolis to Chicago, which, he declared, should be left as 
it is. 

Mr. Archer, who is president of the Minneapolis Chamber of 
Commerce, although his testimony was not offered in that ca- 
pacity, pointed out that flax production in the United States 
never had been adequate to meet the country’s demand for lin- 
seed products, although the 1924 crop of 30,000,000 bushels ap- 
proached the normal consumption of around 39,000,000 bushels. 
More than 90 per cent of the United States flax was raised in the 
four northwest states, Minnesota, North Dakota, South Dakota, 
and Montana, he said. 

The hearing on linseed rates was a Minneapolis affair, with 
no witnesses for other flaxsed markets or linseed manufacturing 
centers or for the railroads offering evidence. In addition, the 
testimony submitted by the two Minneapolis spokesmen was not 
attacked in any vigorous cross examination. 

Mr. Archer said the linseed industry of Minneapolis, estab- 
lished about 40 years ago, first assumed importance around 1900. 
Today, there were 282 linseed presses in the city, operated by 
four companies, whose six plants had a total capacity of 16,450,- 
000 bushels of flax a year and maximum production of 880,500 
barrels of linseed oil and 334,000 tons of cake. 

The gist of his testimony was that maintenance of the 
Minneapolis linseed crushing industry hinged on continuance 
of linsed rates at approximately the present levels, which had 
been worked out on a sound basis and permitted Minneapolis 
linseed products to compete in the heavy consuming sections of 
the east. 

One-third of the country’s output of linseed products was 
used in Atlantic seaboard states, another third in the territory 
between Chicago and the Alleghany mountains, and the remain- 
ing third in that half of the country west of Chicago, Mr. Archer 
said. Minneapolis crushing plants already were at a disad- 
vantage in competition with manufacturers of linseed products 
in Buffalo, Toledo, and New York, for sales in the heaviest con- 
suming sections. Increases in the eastbound rates would in- 
crease the handicap. This in turn, the witness said, would 
weaken the Minneapolis market for flaxseed and inevitably 
damage northwest farmers, who for many years had relied on 
flax as their most profitable cash crop. Linseed meal had be- 
come an important food for dairy cattle and the growth of 
dairying in the northwest made it essential that large produc- 
tion of the meal be centered near the dairy farms, which feed 
an average of three pounds of meal per cow. 


CHICAGO SWITCHING RATES 


A hearing in the Chicago switching rate investigation will 
be held at Chicago in November, 1927, the exact date to be fixed 
later, according to a notice issued by the Commission in No. 
19610, switching rates in the Chicago switching district, and 
I. and S. No. 2900, switching rates between points in the Chi- 
cago and Chicago Heights districts. (See Traffic World, May 
28.) The notice follows: 


The carriers involved in the above-named proceedings are re- 
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quested to submit at a hearing to be held in Chicago, IIl., in No. 
vember, 1927, the exact date to be announced later, a statement, or 
statements, showing the cost of switching carload traffic within the 
Chicago district. 

The car movements for which the cost should be ascertained are 
those which are representative of the traffic originating and termin- 
ating within the Chicago district. 

In order that the expense of the cost of inquiry may not be 
prohibitive, it will doubtless be necessary to select the yards of a 
limited number of carriers in which, or through which, are performed 
Soe evenneane which are representative of those to which the rates 
apply. 

The method or formula to be used will be left to the judgment 
of the carriers but prompt action should be taken in the matter, and 
the carriers will be expected to inform the Commission within 30 days 
from the service of this notice of the details of such formula. It 
is desired that in presenting the results details be given to show 
what part of the final cost is chargeable to the various primary ex. 
pense accounts, to taxes, and to investment return. It is also im- 
portant that data be supplied to show whether the period for which 
the study is made is representative of an entire year’s business. 

When the date and place of the switching cost studies have been 
determined, carriers should notify the Commission so that arrange- 
ments can be made to have a Commission representative present as 
an observer. The shippers and the state commissions might also 
wish to observe the conduct of the field work. 

The information submitted in response to our notice of October 
25, 1926, in connection with I. & S. Docket No. 2780, Iron and Stee! 
Between Points in the Chicago Switching District, and related cases, 
should be re-submitted for this proceeding, and the data relating 
to the traffic test of September, 1926, should be further analyzed to 
show the number of cars, load, average haul, and revenue per car 
and per ton, not only for iron and steel, but also for such of the 
other 69 carload classes used in the regular commodity statistics, 


RATE CANCELLATION HEARING 


The hearing which began in Chicago before Examiner Smith, 
May 27, in I. and S. 2821 and supplemental orders 1, 2, 3, 4 and 
5, general cancellation of L. C. L. commodity rates and cancel- 
lation of certain carload commodity rates in Illinois Freight 
Association, Western Trunk Line, and Central Freight Associa- 
tion territories (see Traffic World, May 28, page 1404), continued 
Saturday, May 28, and this week, the subjects of canned goods 
and machines and machinery having been disposed of by the 
end of the session, June 2. At that time the carriers were pre- 
senting their testimony with reference to the proposed adjust- 
ment on paper and paper articles. The adjustment on canned 
goods, which was the first to be considered of the nine headings 
under which the testimony was to be presented, was not out 
of the way until near the end of the session June 1. A general 
defense of the tariffs under suspension was made by C. W. Galli- 
gan, chairman of the Central Freight Association, and Walter 
J. Kelly, member-of the auxiliary committee, Central Freight 
Association, previous to the introduction of testimony specifically 
directed to the proposed canned goods adjustment. 

In the early part of the hearing a good deal of controversy 
revolved around the question as to whether the carriers were 
only attempting to justify the classification basis of rates for 
application to the traffic involved or whether they intended to 
justify a given level of rates or particular scale of class rates. 
After the subject had recurred a good many times and shipper 
questions directed to that point had been answered repeatedly 
by carrier representatives, it seemed to become clear that the 
carriers were proposing the application of the class basis, what- 
ever that should be, and that, to that extent, it was a classifi- 
cation hearing and not a rate hearing. Shipper representatives 
were inclined to question the pertinency of that in an investi- 
gation and suspension proceeding. 

Mr. Kelly, appearing for C. F. A. lines, adopted the testimony 
of Mr. Galligan and specifically dealt with the attitude of the 
lines he represented and gave a more or less detailed account 
of the general features of the adjustment as it affected the roads 
he represented. He said the class rate scales in I. F. A. and 
C. F. A. territories were practically the same for the first five 
classes and that they had been fixed with the obvious intent 
to care for the L. C. L. traffic and the high-grade manufactured 
articles and foodstuffs, in carloads. He detailed reasons that, in 
the past, had prompted the carriers to establish specific com- 
modity rates lower than the class rates, and said that, in his 
opinion, those reasons had largely passed out of existence. 
Speaking with specific reference to canned goods, he said the 
low rates existing in Illinois occasioned numerous complaints 
from shippers in C. F. A. territory and that, unless the Illinois 
rates were put on the class basis and uniformity as between the 
two territories established, the C. F. A. lines were faced with 
large losses in revenue which they were in no position to accept. 
Rates from Wisconsin, Minnesota, and the Upper Peninsula of 
Michigan on canned goods to C. F. A. territory, he said, were not 
involved in the case. However, it was pointed out, in cross- 
examination that most of those rates were combinations on 
Chicago and west-bank Lake Michigan points, and that, to the 
extent the factors up to those points would be changed by the 
suspended tariffs, they were involved. 

In the course of testimony by various carrier witnesses 02 
the proposed adjustment on canned goods, frequent reference 
was made to the fact that they moved on fifth class rates in 
C. F. A. territory, and, generally, in territory east of that. It 
was held that there were no transportation considerations justi- 
fying a lower basis of rates in I. F. A. and W. T. L. territories 





tober 
Steel 
cases, 
lating 
ed to 
r car 
f the 
istics, 


mith, 
{ and 
uncel- 
eight 
30cia- 
inued 
x00ds 
y the 
: pre- 
ijust- 
nned 
dings 
t out 
neral 
Galli- 
alter 
eight 
ically 


yersy 
were 
s for 
xd to 
‘ates. 
ipper 
tedly 
t the 
what- 
ssifi- 
tives 
resti- 


nony 
’ the 
ount 
oads 
and 

five 
itent 
ured 
t, in 
com- 
_ his 
nce. 

the 
1ints 
inois 
| the 
with 
cept. 
a of 
not 
rOss- 
; on 
the 
the 


3 on 
ence 
s in 
a, 
usti- 
ries 


June 4, 1927 


than in C. F. A. territory, and it was said that the Commission 
had so held in more than one instance. The necessity for uni- 
formity in rates applicable in the territories was also stressed. 

Carrier witnesses were as follows: E. Rigg, assistant gen- 
eral freight agent, Rock Island; R. D. Hunter, special agent, 
Big Four; J. J. Clark, assistant general freight agent, C. & &..1.; 
E. F. Rice, assistant general freight agent, Soo Line; Henry 
Christianson, commerce assistant, C. B. & Q.; J. C. Flanzburg, 
commerce assistant, C. & N. W.; and O. H. Timm, commerce 
assistant, C. M. & St. P. 


Each dealt with the adjustment as proposed on his indi- 
vidual line, making rate comparisons and introducing other 
testimony in justification of the proposed changes. Mr. Rigg 
called specific attention to the relations of the class scales in 
the three territories and compared them to various scales pre- 
scribed by the Commission in other territories, in support of 
the general contention that the level of the scales involved was 
reasonable for application to canned goods. He said commodity 
rates were published as special consideration to shippers, but 
that the level of a class scale in any particular territory was 
intended to reflect its requirements, and that, in the absence 
of compelling reasons of an extraordinary nature, the class scales 
were properly applicable. Mr. Clark stated it as his opinion 
that operating conditions in Illinois were generally less favor- 
able than in C. F. A. territory. In response to questions as to 
what should be the relationship between rates in southern Illi- 
nois and rates into Illinois from the south and west, he said 
it was his understanding that carriers making those rates were 
contemplating revisions of them which would bring them in 
line with the carriers’ proposals in the case being heard. 


In response to questions asked from time to time, Mr. Timm 
said it was not the carriers’ intention to offer any justification 
of the increases on vinegar, pickles, and articles in brine in 
the tariffs under suspension. He explained that the carriers had 
originally intended to cancel the commodity rates applying on 
those articles and had included them in the tariffs, but had 
changed their minds and requested the Commission for sixth 
section permission to file new tariffs retaining the commodity 
basis. He said permission had been granted, but that, when 
the tariffs were filed, the previous ones had already been sus- 
pended and the Commission had rejected the new ones. 


Edward S. DePass, traffic manager of the Carnation Milk 
Products Company and the Evaporated Milk Association, intro- 
duced testimony in behalf of a large number of shippers of 
canned goods. He explained that he was chairman of a com- 
mittee formed by them and that, to avoid duplication, it had 
been decided that their principal testimony should be presented 
by a single individual. He represented the following:  f[llinois 
Canners’ Association, Wisconsin Canners’ Association, Illinois 
Wholesale Grocers’ Association, Wisconsin Wholesale Grocers’ 
Association, Bloomington Association of Commerce, Chicago Asso- 
ciation of Commerce, Decatur Association of Commerce, and the 
Canners’ Traffic Bureau of St. Louis. He said the carriers were 
asking the Commission to support a theory rather than a definite 
and concrete proposal, and that neither the shippers nor the 
carriers knew the level of the rates proposed. He said the life 
of the canning industry was threatened, that the effect of grant- 
ing the fifth class basis asked by the carriers would be to put 
the industry on rates higher than the traffic could bear. The 
location of plants, he said, had been determined by the rates 
available and, he contended, the railroads had been actively 
interested in building up the industry and had offered as induce- 
ment the rates available, and that it was tantamount to a breach 
of contract on their part to attempt the withdrawal of those 
rates after the industry was established. He said the Illinois 
Classification had been constructed with the intention of grant- 
ing shippers of any particular commodity the classification that 
applied on the traffic of their principal competitors, and that 
the principal competition on canned goods came from the west, 
which entitled Illinois to the western classification and a rate 
parity with that territory, rather than with C. F. A. territory. 
He pointed out that the carriers had made much of the fact 
that, as they contended, the fifth class applied on the traffic in 
C. F. A. territory. 

As his second exhibit, Mr. DePass introduced figures on 
4,793 cars of canned goods, canned milk, etc., which were re- 
ported to him by the industry, showing actual loadings, earnings, 
and rates, and comparing the earnings that would accrue under 
present fifth class rates and fifth class rates as proposed by 
the carriers in Ex Parte 87, Sub. 1. He said the average com- 
modity rate on the movements shown was 22.2 cents and that 
the average rate that would have been paid on the fifth class 
basis was 26.8 cents. The earnings to the carriers would have 
been $130,410 in excess of what they were, had the traffic paid 
the fifth class rates, he said. He estimated that his figures 
represented 75 per cent of the traffic in the territory in 1926, and 
that the total increase in revenue that would accrue annually to 
the carriers at the present fifth class rates, if the traffic were 
put on that basis, would be in excess of $173,883, and that it 
Would be in excess of $425,000 on the basis of the fifth class 
rates proposed in Ex Parte 87, Sub. 1. He said the increases, as 
Proposed were greatest where the tonnage was heaviest. He 


THE TRAFFIC WORLD 


1467 


introduced exhibits setting out the rates applicable on canned 
goods traffic in surroundig territory, and made numerous com- 
parisons between the rates on canned goods and other fifth class 
commodities. In conclusion, he said, rates on the commodities 
as to which he was testifying were just as important to the 
dairy farmer and the small vegetable farmer as rates on grain 
and its products were to the grain farmer. 

Shipper testimony on canned goods was also introduced by 
the following: _E. L. Henninger, for the Bloomington (Ill.) 
Association of Commerce; A. H. Schwietert, assistant traffic di- 
rector, Chicago Association of Commerce; L. Z. Whitbeck, gen- 
eral traffic manager, Atlantic & Pacific Tea Company; H. C. 
Phillips, traffic manager, Keokuk Shippers’ Association; Howard 
C. Morgan, Traverse City, Mich., representing a number of pro- 
ducers at near-by points in the northern peninsula of Michigan; 
W. W. Manker, Armour & Company; R. F. Clark, a pea canner 
at Beaver Dam, Wis., and past president of the National Can- 
ners’ Association and the Wisconsin Canners’ Association; R. H. 
Norton, wholesale grocer at Bloomington, Ill.; and W. E. Nicho- 
loy, executive secretary, Wisconsin Canners’ Association. 

Mr. Manker testified particularly as to the adjustment on 
canned milk. He pointed out that producers of that article out- 
side the territory involved in the case, principally in the south 
and west, all had rates into Illinois on a basis considerably 
lower than that proposed by the carriers, and introduced a 
long series of exhibits intended to show that commodity rates 
were generally applicable on the traffic in all territories outside. 
He said that, within the territory, the producers of canned milk 
were operating on such a small margin of profit that any in- 
crease in the freight rates they had to pay would turn that profit 
into a loss. 


Mr. Clark and Mr. Nicholoy directed their testimony prin- 
cipally to the situation of Wisconsin pea canners. Mr. Clark 
declared that a slight increase in the freight rates might vir- 
tually wipe out the industry. He said that, on the present basis, 
approximately 80 per cent of the manufacturers would have to 
refinance to continue in business. He explained that that was 
caused by the augmented use, in recent years, of fresh vegetables 
and the extension of the industry into other territories such 
as the states of Maine, Washington, and Montana. 

Carrier testimony on the proposed adjustment on machines 
and machinery was introduced by Mr. Rigg, Mr. Flanzburg, Mr. 
Galligan, and Mr. Timm. It was stated that the tariffs under 
suspension cancelled the commodity rates on the carload traffic, 
with the exception of rates on hoisting machinery from Saint 
Paul and Duluth to Chicago, St. Louis, and Ohio River crossings, 
which rates would be kept in as proportionals on traffic destined 
beyond. Agricultural implements. were also excluded from the 
revision. It was explained that the rates named on hoisting 
machinery were left in to enable the manufacturers at Saint 
Paul and Duluth to compete in the territories to which the pro- 
portional rates would apply. Mr. Rigg contended that there 
were commodity rates on machines and machinery only in iso- 
lated cases outside of the territory involved in the revision and 
that the class rates were generally applicable. He introduced a 
number of exhibits to substantiate that. Mr. Galligan said 
machines and machinery were relatively light loading, and the 
revenue produced as a result was low, the average loading 
being only slightly in excess of 30,000 pounds. He said there 
were numerous instances in Illinois of their moving at lower 
rates than the raw materials, iron and steel articles. The neces- 
sity for uniformity was stressed as a reason for the cancella- 
tion of the commodity rates, it being contended that numerous 
complaints were registered by shippers who were already on 
the class basis. 


Herman Mueller, traffic director, Saint Paul Association of 
Business and Public Affairs, protested the cancellation of the 
rates on hoisting machinery. He said he was appearing princi- 
pally in behalf of the American Hoist & Derrick Company, of 
Saint Paul, and detailed the history of the rates on which that 
company had shipped in the past. He said it 'was at a geogra- 
phical disadvantage, being removed from the industrial center 
of the country, and that commodity rates were essential to its 
operation. The railroads, he said, had recognized that in the 
past, and it was his contention that it was even more true today, 
because of increased competition. He made numerous rate 
comparisons to show that the earnings on the existing rates on 
hoisting machinery were in excess of those produced by other 
manufactured commodities. 

George Haig, assistant sales manager, American Hoist 
& Derrick Company, introduced testimony with reference to 
the markets of his company. He said the cancellation of com- 
modity rates would mean not only financial loss to his company, 
but loss of traffic to the railroads, as their business would be 
greatly curtailed. Other witnesses on the subject were Fred 
Keiser, traffic manager, Duluth Chamber of Commerce; Michael 
J. Anuta, traffic manager, Menominee (Mich.) Chamber of Com- 
merce; C. S. Bather, traffic manager, Rockford Chamber of Com- 
merce, and L. T. Wilson, traffic manager, Creamery Package 
Company, Chicago. 

At the close of the session, June 2, Mr. Rigg and Mr. Flanz- 
burg had introduced testimony in defense of the proposed can- 
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cellation of carload commodity rates on paper and paper articles. 
The revision on those commodities, they said, was limited to 
Illinois Freight Association, already being on the sixth class 
basis in C. F. A. territory and the rates to W. T. L. territory 
west of the Mississippi from Chicago and Wisconsin produc- 
ing points having been prescribed by the Commission. The 
proposal, as stated, was for the establishment of the rateg on 
the basis of class C of the Illinois classification, except where 
avoidance of fourth section violations at points intermediate to 
west bank points on the Mississippi kept the rates under that. 


MIDCONTINENT OIL RATES, 1925 
The Trafic World Washington Bureau 


Determined efforts were made in two days of testimony and 
one of argument this week to persuade the Commission to 
modify its findings and order in No. 16065, Sinclair Refining Co. 
et al. vs. Ahnapee & Western et al. and cases joined with it, 
collectively known as Midcontinent Oil Rates, 1925. Equally 
determined efforts were made to have the Commission stand 
by its findings and order, or, in the alternative, increase the 
spread in the rates on petroleum and its products, especially 
gasoline and other refined oils, from the competing groups in 
Kansas and Oklahoma. Hearings were held on June 1, and the 
following day and argument on June 3. Commissioner Mc- 
Manamy and Examiner Seal heard the testimony. They had dif- 
ficulty in keeping the testimony within the bounds set by the 
Commission when its reopened the case for further proceedings 
which were intended to relate to the relationships. 

Kansas interests objected to the reopening of the case on the 
ground that the petitioning Oklahoma interests had not com- 
plied with the rules of the Commission especially that requiring 
procedure to be, as near as possible, as that in United States 
courts. James Lawrence, representing them, claimed that in the 
event changes were made adverse to the Kansas interests their 
property would be taken in violation of the fifth amendment to 
the Constitution of the United States. Commissioner McManamy 
overruled the point and noted an exception at the request of 
Mr. Lawrence. Formal exceptions were also taken. to other 
phases of the proceeding. 

The further hearing, as outlined by Commissioner Mc- 
Manamy, was in respect of the rates on gasoline to St. Louis 
and to destinations east of the Mississippi River to which the 
short routes from Tulsa “make” through the Mississippi River 
crossings, Davenport, Ia., and south. 


Those who participated in the original hearings entered ap- 
pearances in the reopened case and many additional interven- 
tions were filed. One of the new interventions which attracted 
attention was that filed by T. M. Woodward, in behalf of Ap- 
palachian refiners and producers. They intervened, Mr. Wood- 
ward said, to point out that the rates prescribed in the Mid- 
continent case were too low and consequently would adversely 
affect the eastern refiners, especially those in the old Pennsyl- 
vania field, because the rates prescribed, higher than those in 
effect, were much lower, relatively, than the rates in the eastern 
part of the country. 


Generally speaking, the big contention in the reopened case’ 


was that the spread between the rates from group 3, in Oklahoma, 
commonly called the Tulsa group, especially from the refining 
points in northeastern Oklahoma, and those from group 2, in 
Kansas, was so great that the petroleum refining industry in 
Oklahoma would be ruined; the refineries dismantled and moved 
away where the owners could command the capital necessary to 
do that; or that the Oklahoma refiners would have to pipe their 
crude oil into plants in the Kansas district, so as to have the 
benefit of the lower rates from that group, estimated to give 
the Kansas refiners an advantage of $12.50 per car. 


The petitioning Oklahomans, under the guidance of Robert 
BE. Quirk and George H. Graham, put testimony into the record 
intended by them to show that the Commission was under a 
wrong impression when, in its report in this casé, it prescribed 
a relationship of rates based on the assumption that prices were 
oes by group 8 and that gasoline was sold on a “Tulsa plus” 

asis. 

D. W. Moffitt, vice-president of the Mid-Continent Petroleum 
Corporation, testified, generally, that prices were not made in 
that way but that as a trade custom, gasoline sellers, particularly 
brokers, quoted prices based on a price, per gallon, plus 2.4 
cents per gallon, that latter figure, roughly, approximating the 
freight rate from Tulsa to Chicago. Mr. Moffitt said the freight 
rate was the only constant factor in the price of gasoline. Build- 
ing of a pipe line from the mid-continent field to East St. Louis 
by a pipe line company allied with the same interests as the 
Roxana Petroleum Corporation, Mr. Moffitt indicated, made it 
impossible to use Tulsa prices as the foundation for prices 
throughout the so-called marketing territory of the mid-con- 


tinent field, because pipe line rates were lower than railroad 
rates. 


Kansas interests, represented by Mr. Lawrence, through A. 
T. Sindel, one of their witnesses, presented facts which they 
contended showed that the spread between Oklahoma and Kan- 
sas groups should be, not two, but four cents. In addition, 
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Mr. Sindel presented facts which he claimed showed that q 
maximum reasonable rate from the Kansas group to Chicago 
should be not more than 33 cents instead of 39 prescribed by the 
Commission and not more than 27 cents to St. Louis. 

George Patterson Boyle, representing the Sinclair Refining 
Co., complainant in the first mentioned of the collection of cases, 
said that he started the party, but that when a report was made 
on it he was not even mentioned. His witness, L. E. Summer. 
ville, traffic manager for the Manhattan Refining Co., presented 
data intended to show that the rates from Kansas City, some 
times called group 1, should be not less than 10 cents lower 
than the rates from group 3. Mr. Boyle made the assertion about 
his having started the party and then not being mentioned in the 
report of it because the fight between groups 2 and 3 over. 
shadowed the part of the case made by the two Kansas City 
refiners mentioned. 

Other witnesses who had been heard at the time this was 
written were: A. C. Holmes, traffic manager for Empire Re. 
fineries, Inc., H. C. Mulroy, vice-president of the Marland Re. 
fining Co., C. B. Bee, traffic assistant to the Corporation Com- 
mission of Oklahoma, Cyrus S. Avery, representing investment 
and farming interests in group 3, and E. L. Benedict, of the 
Champlin Refining Co., speaking for Oklahoma interests; A. F. 
Winn, traffic manager for the Skelly Oil Co., F. A. Pielsticker, 
vice-president of the Skelly Oil Co., H. L. McReynolds, White 
Eagle Oil & Refining Co., C. E. Varner, traffic manager for the 
Kanotex Refining Co., and E. W. Siebold, traffic manager for 
the Roxana Petroleum Corporation for the Kansas interests. 


VAN SWERINGEN PLAN HEARING 


The Traffic World Washington Bureau 


The hearing on the applications of the Chesapeake & Ohio 
for authority to acquire stock control of the Erie and Pere 
Marquette railroads and to issue securities was resumed June 
1 before Dtrector Mahaffie, of the Commission’s bureau of 
finance. Examination of witnesses who had been on the stand 
before was resumed. It was expected that O. P. Van Swer- 
ingen, chairman of the board of the C. & O., would not be called 
as a witness until at least some time next week. 

A. Trevvett, secretary and treasurer of the C. & O., was 
put on the stand with respect to data that had been called for 
at the previous hearing. E. M. Thomas, comptroller of the 
Cc. & O., was the next witness. While Mr. Thomas was on the 
stand, Henry W. Anderson, counsel for the protesting C. & O. 
stockholders, said he proposed to show that the C. & O. had 
not been operating its properties for the best interests of its 
stockholders, but had been buying railroads on a speculative 
basis. He said that that was rather a blunt statement to make, 
but that it was the belief of the protestans. 


Mr. Anderson questioned Mr. Thomas as to purchase of 
stock of the Greenbrier & Eastern on behalf of the C. & O. 
Herbert Fitzpatrick, general counsel of the C. & O., objected to 
this line of questioning on the ground that it was not relevant 
but Director Mahaffie said the witness might answer the ques- 
tion. Mr. Thomas said the Greenbrier & Eastern matter had not 
yet been disposed of and that it had not reached the account- 
ing department. Exhibits asked for previously were put in the 
record by F. D. Hodgson, comptroller of the Hocking Valley; C. 
S. Sikes, general auditor of the Pere Marquette; J. K. Thomp- 
son, assistant comptroller of the Erie, and I. L. Pyle, assistant 
chief engineer of the C. & O. 


A number of witnesses who had been on the stand before 
were examined at the hearing June 2. The witnesses included 
F. M. Whitaker, vice-president in charge of traffic of the C. & 
O.; W. C. Hull, his assistant; G. W. Burpee, consulting engineer; 
L. B. Freeman, assistant to chief mechanical officer of the 
Cc. & O.; J. K. Thompson, assistant comptroller of the Erie, and 
F. J. Ginn, superintendent of agencies of the C. & O. These 


witnesses were questioned as to data that had been put into 
the record. 


REDUCED LUMBER RATES 


The Southern Hardwood Traffic Association announces that 
the C. N. O. & T. P. has agreed to publish a specific rate on 
logs, all kinds, from Chattanooga, Tenn.,.to Cincinnati, O., 
proper, and for beyond, of 13% cents per 100 pounds. The lum- 
ber rate of 20 cents was formerly applicable. The reduced rate 
represents a reduction of 6% cents per 100 pounds and is ex- 
pected to prove beneficial to log users at Cincinnati and points 
— ig the river buying logs both at Chattanooga from points 

eyond, 

It announces also that the L. & N. R. R., at its instigation, 
has published reduced rates on lumber from all of its stations, 
Knoxville, Tenn., and south, to all stations on the L. H. & St. L. 
It has published, effective July 1, 1927, specific rates to Evans- 
ville, Henderson, and Owensboro, Ky., subject to rule 77, which 
means that, on future shipments to any L. H. & St. L. main 
line local stations, the Evansville, Henderson, or Owensboro 
rate will be protected. Since combination rates were formerly 
in effect, these reductions will range around 10 cents per 100 
pounds. 
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Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 
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LOSS OF OR INJURY TO GOODS 

(Supreme Court of Arkansas.) In action at law for loss 
of cotton consigned to shipper’s order and destroyed by fire in 
warehouse at destination, finding of trial court that railroad 
gave no notice to shipper’s agent at destination, as required 
by bill of lading, held binding on appellant, being substained by 
substantial evidence.—Missouri & N. A. R. Co. vs. United Farm- 
ers of America et al., 292 S. W. Rep. 990. 

In action for loss of goods consigned to shipper’s order and 
destroyed by fire in warehouse at destination, that notice of 
arrival of shipment at destination was given to shipper at ship- 
ping point held insufficient to comply with Crawford & Moses’ 
Dig., secs. 910, 913, and bill of lading designating the shipper’s 
agent at the point of destination as the person to be notified.— 
Ibid. 

To exempt a common carrier from liability as an insurer 
for the safe transportation and delivery of goods on account 


POSITIONS WANTED OR OPEN 














POSITION WANTED—Young man; 25; married; executive’s as-. 


sistant; nine years’ practical and theoretical experience in freight 
traffic; go anywhere; reasonable salary. Address R. E. E. 34, care 
Traffic World, Chicago, IIl. 


POSITION WANTED—Experienced traffic man with over twenty 
years’ rail and industrial experience desires position with industrial 
or transportation organization; thoroughly familiar with traffic con- 
ditions, rate structure in all territories, claims, classification matters 
and procedures before Interstate Commerce and State Commissions; 
consider location in eastern, central or southwestern part of country; 
salary $350 per month; best of reference as to character and ability. 
Address O. O. D. 32, care Traffic World, Chicago, Il. 
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DENVER, COLORADO 
Kennicott-Patterson Warehouse Corporation 
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of their injury by an act of God, the act of God must be both 
the sole and proximate cause of the injury.—Ibid. 

Railroad held not relieved from liability for loss of cotton 
by fire in warehouse at destination by reason of fact that fire 
was caused by act of God in the form of a stroke of lightning, 
where the railroad had not given notice of arrival of cotton to 
shipper’s agent as required by the bill of lading.—Ibid. * 

Railroad held not relieved from liability for the loss of 
cotton, consigned to shipper’s order and destroyed by fire in 
warehouse at destination, on the theory that the warehouse 
company was the shipper’s agent, the evidence not showing that 
the railroad’s control over the cotton had ceased.—lIbid. 


x 


<< 





Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Repovter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 
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REGULATION OF COMMON CARRIERS 


(District Court, E. D., Washington, N. D.) A railroad com- 
pany was required by city ordinance to elevate its tracks from 
12 to 15 feet to avoid grade crossings, and manufacturers and 
other shippers in interstate commerce, who had built plants 
with reference to the old grade, some on ground leased from 
the company and some not, made claims for damages because 
of the change. On advice of competent counsel that it was 
probably liable for damages, the company compromised and 
settled all claims, paying as much as $50,000 to one claimant, 
who was not a lessee. Held that, under such facts, the settle- 
ments could not be considered a device to indirectly grant con- 
cessions on freight rates to its tenants, in violation of Elkins 
act (Comp. St., secs. 8597-8599).—United States vs. Northern 
Pac. Ry. Co. et al., 18 Fed. Rep. (2d) 299. 

A railroad company leased sites on its unoccupied right-of- 
way for buildings to be erected by manufacturers and others 
who were shippers in interstate commerce. The leases were 
for long terms, the rentals being based on a valuation of the 
ground, and provided for revaluation at the end of 10 years 
and at intervals of five years thereafter. Held that, after the 
10 years had expired, or was about to expire, and before any 
revaluations had been made, the United States could not main- 
tain a suit against the company and certain of its tenants under 
Elkins act, sec. 3 (Comp. St., sec. 8599), to compel discontinu- 
ance of the granting of concessions in rates to the tenants, and 
discrimination against other shippers, alleged to arise from the 
device of leasing at substantially less than fair and reasonable 
rentals, the court being without jurisdiction to grant relief with 
respect to the 10-year period which had passed, or to direct 
what future rentals shall be.—Ibid. 

It is the function of courts to decide existing controversies, 
not to lay down rules for the guidance of litigants in their 
future conduct and dealings.—lIbid. 

(Supreme Court of Minnesota.) An order of the Railroad 
and Warehouse Commission requiring reciprocal connecting 
switch at the intersection of two interstate railroad to facilitate 
the transfer of carlot shipments, held not to impede or regulate 
interstate traffic, and to be lawful and reasonable.—Citizens of 
Pipestone vs. Chicago, M. & St. P. Ry. Co. et al., 213 N. W. Rep. 
534. 


Held that connecting switch does not constitute an extension 
of either line of road within the meaning of interstate com- 
merce act, sec. 1, subd. 18, as added by act May 29, 1917, and 
amended by act Feb. 28, 1920, sec. 402 (U. S. Comp. St., sec. 
8563) .—Ibid. 

The order of the commission having been made and filed 
before the receivership was inaugurated, and the receivers not 
having appeared in opposition thereto, the question of enforce- 
ment of the order is not for consideration.—Ibid. 

(Supreme Court of North Carolina.) In determining whether 
bondholders’ action against corporation was to foreclose deed 
of trust securing payment of bonds or for dissolution of cor- 
poration, court will look to relief to which plaintiffs were en- 
titled under facts alleged, prayer of complaint not being 
measure of relief which may be obtained—Jones et al. vs. At- 
lantic & W. R. Co., 137 S. E. Rep. 706. 

Bondholders of railroad corporation held not entitled to 
bring suit for judgment on bond, appointment of receiver to 
wind up corporation’s affairs and distribute assets, and sale 
of property described in trust deed securing payment of bonds, 
without allegation of trustee’s default, where deed of trust pro- 
vided that no bondholder could institute such action.—Ibid. 

Persons who became holders and owners of bonds issued 
by railroad corporation under deed of trust and secured thereby 
expressly assented to provisions in deed of trust that no bond- 
holder should institute any action or suit for foreclosure, ap- 
pointment of receiver, or enforcement of any covenant.—Ibid. 





THE TRAFFIC WORLD 






Vol. XXXIX, No, 9 


Provision in deed of trust securing payment of bond isgye 
of railroad corporation, that no bondholder should institute any 
action or suit for foreclosure, appointment of receiver, or ep. 
forcement of any covenant, held valid.—lIbid. 

Where all of railroad’s property was conveyed under deed 
of trust securing payment of bonds, bondholders’ remedy under 
such deed of trust, providing on default for pro rata application 
of property conveyed in deed of trust to payment of bonds, was 
adequate, since no additional relief would be obtained by action 
for dissolution of corporation.—Ibid. 

It is to be presumed that bondholders of railroad corpora. 
tion, suing for judgment on bonds, appointment of receiver, and 
sale of property under trust deed securing payment of bonds, 
seek only relief to which they are entitled and have no ulterior 
purpose with respect to defendant or its property.—Ibid. 

(Supreme Court of Alabama.) State court has jurisdiction of 
action against carrier to recover overcharge on freight shipment, 
involving only question of fact relative to lawful and prescribed 
commission rate and not the reasonableness of the rate or an 
administrative discretion, without first resorting to the Inter. 
state Commerce Commission.—W. L. Shepherd Lumber Co. ys, 
Atlantic Coast Line R. Co., 112 So. Rep. 323. 

When there is no specific routing by shipper, it is the duty 
of carrier to ship by the cheapest and most available route and 
charge the lowest rate that has application to such shipment.— 
Ibid. 

Where shipper, on requesting diversion of shipment, did not 
specify route, but merely asked diversion and delivery on basis 
of through rate, it was entitled to have shipment moved by 
cheapest available route and at lowest rate that applied thereto, 
—Ibid. 


Where tariff contained no restriction on routing to certain 
point, any reasonable routing to that point, though not the most 
direct, is permissible.—-Ibid. 

An expert familiar with the construction of professional 
or ares terms employed in a tariff may decipher such terms.— 
Ibid. 

If terms of contract are open to construction, it will be 
construed most strongly against party who drew contract.—Ibid. 

Where carrier on diverting shipment failed to rely on rule 
giving right to refuse to divert and merely act as plaintiff's 
agent in securing bill of ladig, but instead issued its own ex- 
change bill of lading, it was bound by new contract, and other 
contrary or equivocal terms of original contract, if more favor- 
able, were waved thereby.—lIbid. 

Shipper may recover overcharge from carrier with whom 
he made contract for carriage, and subsequent enforcing of 
ultimate liability with connecting carriers are matters within 
ruling of Interstate Commerce Commission for enforcing rights 
of carriers between themselves.—lIbid. 

Under interstate commerce act, secs. 8, 9, 22-(U. S. Comp. 
St., secs. 8572, 8573, 8595), considered together, attorney’s fees 
may be recovered as part of costs of general recovery for over- 
charge on freight shipment.—Ibid. 


©, 
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Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 


System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 


“ 


(District Court, E. D., Louisiana.) A court of admiralty in 
this country, as in England, within the scope of its powers, acts 
on equitable principles and administers the highest form of 
equity.—National Oil Transport Co., Inc., vs. United States et al., 
18 Fed. Rep. (2d) 305. 

Public justice held to require that validity of acts of cor- 
poration in shifting, transferring, and exchanging, or attempting 
to do so, of shares of stock of its subsidiaries for barges ac- 
quired by it from government under conditional sales contracts, 
be carefully scrutinized when advanced to support subsidiary 
corporation’s claim of ownership of barge on libel against United 
States for loss of barge.—Ibid. 

A “corporation” is a distinct, legal entity, apart from indi- 
viduals composing it, and mere identity of stockholders does 
not merge one or more corporations into one nor destroy their 
individual independence nor make the contract of one binding 
or beneficial to the other.—Ibid. 

On libel by subsidiary corporation against the United States 
for loss of barge conditionally sold by government through 
United States Shipping Board and the Emergency Fleet Corpo 
ration to parent corporation, burden held on libelant to show 
by fair preponderance of evidence that it had title to barge, or 
that it was beneficial owner of, or had beneficial interest in, 
barge and that the claim was fairly presented and all necessary 
parties impleaded.—Ibid. 

Possession and operation of barge by subsidiary of corpora- 
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The Pennsyivania RaiLroap carries more fe) eet Us than any other railroad in America 


Here they marshal ‘mile-long trains 
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April 30, 1927 


AND ON. TIME 





like columns ¢ of disciplined troops 


IGHT and day, from North, South, a 

and West, the long freight trains pour into 
the Classification Yards of the Pennsylvania 
Railroad—often more than 2000 in a day. 


These the yard masters manoeuver into line, : 
deploy to outbound tracks, and speed again to 


every quarter of the country. 


In this and the other phases of freight  cdasei- 
fication” have come many of the increases in 
efficiency which, during the past four years have 
greatly speeded up Pennsylvania freight delivery. 


Every retailer, wholesaler, manufacturer and 


- farmer using the Pennsy!vania Railroad can now 
. Operate more economically because of these 


enormous reductions in shipping time. 


Money tied up in goods in transit is now re- 


leased more quickly; breakage and spoilage have 


been réduced; green farm produce finds its way 
to market with its freshness unimpaired; above 
all; the’ huge inventories of mpi nalagade 


PENNS 


Seb thotipo teste moma yt ste 
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held in reserve have been cut to the bone, 
freeing billions of dollars for productive work. 


Now 6700 trains speed over 
the Pennsylvania each day 
ye play its part in this business revolution, 


the Pennsylvania Railroad now moves 6700 
separate trains each day—the largest operation 


-of its kind in America. 


From 2500 to 3000 of these are freight trains, 
operating on regular schedules on which business 
men have learned to depend just as they do on 


passenger service. - In maintaining these 
_ schedples, the yard master and his assistants 


play a very vital part. On them falls the responsi- 
bility of sorting thousands of cars each day, 
assembling them into trains, and keeping the 
yards clear for the current movement. Today 
they are discharging with ‘ever-increasing effi- 


~ ciency this responsibility to the public and to their 
: eal pee orrorkers in the Pennsy Ivania Railroad. 





ees ee 


Among the famous freight trains 


whose fast, sure performance 
has earned for them 
distinctive names are: 


“SPARK PLUG” 
Perishable Freight 
From Cincinnati to Pittsburgh 


“THE EAGLE” 
Merchandise 
From Cleveland to Seaboard Cities 


“THE BiG SMOKB” 
: Merchandise 
From Columbus to Chicago 


“THE DIVIDEND” 
- Merchandise 
From Wilkes-Barre to Pittsburgh 


Tue IRON MASTER” 
Merchandise 
From Pittsburgh to New York 


OAD 






Every railroad man knows that the performance of freight carriers depends largely upon effi- 
cient handling and “‘classification” in the yards. This Saturday Evening Post advertisement is 
designed to familiarize the general public with this important phase of freight transportation. 
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tion to which it was sold by government through United States 
Shipping Board Emergency Fleet Corporation does not prove 
that libelant is assignee of owner, so as to be entitled to sue 
in admiralty for loss of barge.—Ibid. 

Registry of vessel only regulates the national character of 
vessel and does not show ownership, and change of papers is 
not necessary to vest title in her purchaser, and is not even 
prima facie evidence of party named therein as owner.—Ibid. 

Where government sold barge to a corporation under con- 
ditional sale contract providing that buyer should not convey 
title or subject barge to execution for its debts before perform- 
ance of contract, held, that resolutions of subsidiary corporation 
in name of which barge was registered, declaratory of intent 
to acquire title to barge by some future acts or instruments, 
and resolutions of buyer contemplating doing of certain acts in 
future as conditions precedent to transfer of title, did not show 
that subsidiary was beneficial owner of barge, entitled to main- 
tain libel against government for its loss.—lIbid. 

(Circuit Court of Appeals, Second Circuit.) Suit may be 
maintained against the United States under the suits in ad- 
miralty act (Comp. St., secs. 125114-12514%4L), in the district 
where libelant resides or has its principal place of business in 
the United States, or where vessel or cargo charged with lia- 
bility is found.—Galban Lobo & Co., S. A., vs. United States, 18 
Fed. Rep. (2d) 221. 

Method of carrying on business by foreign corporation 
through contracts executed in its name by its agents, consti- 
tuting a continuous course of business in shipping sugar, pay- 
ment therefor and actommodation of buyers, held doing business 
with a place of business within district, authorizing suit against 
United States under the suits in admiralty act (Comp. St., secs. 
1251144-12514%4L) .— Ibid. 

Evidence held to establish breach of contract for charter 
of vessel, authorizing recovery for expense in keeping cargo 
alongside vessel after lay days had commenced.—Ibid. 

(Circuit Court of Appeals, Second Circuit.) Measure of 
damages for misdelivery of shipment is same at common law 
and in admiralty, and, in absence of special circumstances or 
valid limitation, is the market value of the goods at time and 
place where they should have been delivered, less freight and 
customs duties.—The Cabo Villano, 18 Fed. Rep. (2d) 220. 

On appeal from decree in suit in admiralty for wrongful 
delivery of shipment, appellate court is trier of facts, and libelant 
must make out his case by fair preponderance of credible evi- 
dence.—Ibid. 

Where libelant, suing for wrongful delivery of shipment 
of automobiles, failed to prove market value at time and place 
delivery should have been made, damages for misdelivery will 
be allowed on basis of agreed price at which they were to be 
sold to consignee, with interest.—Ibid. 


In admiralty, allowance of interest is discretionary.—Ibid. 

(District Court, E. D., Michigan, S. D.) Where there was 
unreasonable delay by a cargo owner in unloading, the ship 
is entitled to recover as demurrage her average daily gross earn- 
ings for the time of detention, allowing for decrease or increase 
of expenses during that time.—Interlake S. S. Co. vs. 251,000 
Bushels of No. 2 Mixed Corn ex-Cargo of James H. Hoyt, 18 
Fed. Rep. (2d) 291. 


Ship held entitled to interest on sum allowed for demurrage. 
—Ibid. 

(Municipal Court of City of New York, Borough of Man- 
hattan, Ninth District.) Breach of contract of carriage occurs 
on expiration of reasonable time for delivery of merchandise, 
and statute of limitations for loss of merchandise begins to run 
from that time.—Aristo Hosiery Co. vs. Atlantic Coast Line R. 
Co., 221 N. Y. Sup. 298. 


Where merchandise was shipped January 23, 1920, by steam- 
ship from Scotland Neck, N. C., to New York City, and steam- 
ship was stranded outside New York harbor February 6, rea- 
sonable time for delivery in New York would be February 6, or 
a few days later, and in any event before March 1, 1920, when 
railroads were returned to their owners by federal government, 
and transportation act (41 Stat. 456 (U. S. Comp. St., sec. 10071%4 
et seq.)) became effective.—Ibid. 


If merchandise shipped was destroyed on stranding of ves- 
sel, consignee had election to commence action for loss of mer- 
chandise at once, or wait until reasonable time for performance 
had elapsed.—Ibid. 

Where plaintiff has a right of election to sue at once for 
breach of contract, or wait until reasonable time for perform- 
ance has elapsed, his remedy for breach of contract will not be 
barred until the statutory period has run from the ultimate 
breach.—Ibid. 

Where breach of contract of carriage by loss of goods 
through stranding of vessel occurred prior to March 1, 1920, 
when railroads were returned to their owners by government, 
action for loss of shipment, commenced March 1, 1926, was 
barred, under bill of lading requiring suits for loss to be brought 
within two years and one day after reasonable time for delivery 
has elapsed, and under transportation act 1920, sec. 206, subd. 
(a), being 41 Stat. 461 (U. S. Comp. St., sec. 10071%4cc) ).—Ibid. 
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STATE SUSPENSION UPHELD 


Suspension of an intrastate tariff by the Arkansas Railroaq 
Commission was upheld by the Supreme Court of the Uniteq 
States, May 31, in No. 549, Arkansas Railroad Commission et aj, 
appellants, vs. Chicago, Rock Island & Pacific, in an opinion 
by Mr. Justice Brandeis. The case came up on appeal from the 
federal court for the eastern district of Arkansas, which the 
highest court reversed. 

The lower court granted an injunction against the state 
commission. The justice said the controversy concerned ap 
order of the state commission that suspended for examination 
an intrastate commodity tariff, framed on a mileage basis, that 
had been filed by the railroad to cover cottonseed and its 
products. The decree of the lower court set aside the order 
of the state commission suspending the tariff and enjoined 
enforcement of that order. 

The tariff filed by the railroad covered only intrastate rates, 
It corresponded with tariffs for interstate rates that the Inter. 
state Commerce Commission had prescribed, according to the 
decision. The carrier contended that the federal Commission 
had found that the existing intrastate class and commodity 
tariff discriminated unjustly against interstate commerce; that 
it had ordered removal of that discrimination, and that the 
carrier had the right and duty to substitute therefor a new non. 
discriminatory tariff. The state commission denied that the 
federal Commission had made such a finding or order. 

Justice Brandeis said the issue presented must be deter. 
mined by construing the reports and orders of the Interstate 
Commerce Commission. He said the particular question here 
presented involved reports and orders in Memphis-Southwestern 
Investigation—Commodity Rates, 77 I. C. C. 473, and Oklahoma 
Commission vs. A. & S., 98 I. C. C. 183. After discussing these 
decisions, Justice Brandeis concluded that the attack on the 
action of the Arkansas commission could not be upheld on the 
grounds set forth by the carrier. 

“The intention to interfere with the state function of regu- 
lating intrastate rates is not to be presumed,” said he. ‘Where 
there is a serious doubt whether an order of the Interstate 
Commerce Commission extends to intrastate rates, the doubt 
should be resolved in favor of the state power. 

“If, as the railroad believed, the federal Commission in- 
tended to include the intrastate Arkansas rates within its order, 
it should have taken action, through appropriate application, 
to remove the doubt by securing an expression by that Commis- 
sion of the intention so to do.” 


ASSIGNED CAR CASES 


The assigned car rule of the Commission was upheld by the 
Supreme Court of the United States, May 31, in an opinion by 
Mr. Justice Brandeis in No. 709, United States et al., appellants, 
vs. Berwind-White Coal Mining Company et al., and a number 
of similar cases grouped therewith, on the ground that the object 
of the rule was to prevent unjust discrimination in the use of 
transportation facilities and to improve service. Associate Jus- 
tice McReynolds dissented. The court gave the decision the 
title of “The Assigned Car Cases.” The cases came before the 
highest tribunal on appeal from the dishtrict court of the 
United States for the eastern district of Pennsylvania. The 
district court, which enjoined the order of the Commission, was 
reversed. 

Justice Brandeis said the order attacked was to have be 
come effective March 1, 1925, and that it prescribed for all rail- 
roads subject to its jurisdiction a so-called “assigned car rule” 
governing the distribution of cars among bituminous coal mines 
in time of car shortage, citing Assigned Cars For Bituminous 
Coal Mines, 80 I. C. C. 520; 93 I. C. C. 701. A decree granting 
the relief prayed for in the lower court was entered in each 
case. The justice explained that assigned cars were of two 
classes—private cars and railroad fuel cars. He reviewed in 
some detail the history of the litigation. 

The rule here assailed, the justice said, was the fruit of an 
investigation begun by the Commission on its own motion, in 
March, 1921, with a view to prescribing just and reasonable 
rules applicable to all carriers concerning the use of assigned 
cars for bituminous coal. He said the investigation extended 
over four years. The Commission concluded, he continued, that 
the practices expressed in the Hocking Valley-Traer rule, and 
other existing regulations of the carriers, resulted in unjust dis- 
crimination and were unreasonable. It ordered that the carriers 
cease and desist from such practices, the justice said, and it 
prescribed the uniform rule that prohibited any carrier from 
placing for loading at any mine more than that mine’s ratable 


share of all cars, including assigned cars, available for use in 


the district, unless the carrier was permitted to place more by 
an emergency order issued by the Commission pursuant to para 
graph 15 of Section 1 of the interstate commerce act. The rule, 
he said, required that in determining how many cars were avail- 
able in the district, the carrier placing the cars should count all 
cars; that is, it must includg with those owned by it, all owned 
by foreign railroads and assigned for their fuel service and like 
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The Great White Theone 





a 


Newest, Most 
Enchanting! 


Zion National Park—Bryce Canyon 
Kaibab Forest—Cedar Breaks 
Grand Canyon National Park 


Season June 1 to October 1 


The most colorful vacation region on earth ! 
Canyons of tremendous depth, mountains of 
majestic height, mammoth amphitheatres of 
fanciful architecture and sculpture—cathedrals, 
castles, pagodas, giants, gnomes, all gleaming 
with ever-changing colors! Painted deserts, 
virgin forests, cliff dwellings, wild life and 
sublime Grand Canyon! 


Easy to reach and see—tnrough Pullmans to 
Cedar City, Utah, the gateway—3, 4 or 5-day 
motor-bus tours from there. Comfortable new 
lodges. Miles of thrilling trails. The Zion- 
Grand Canyon Red Book tells all—ask for it. 


Low Summer Fares to all the West 


Union Pacific reaches all the West's greatest attractions — 
Colorado—Yellowstone—Ogden—Salt Lake City—Great 
Salt Lake — Pacific Northwest and Alaska — California — 
Zion National Park— Bryce Canyon—Grand Canyon Na- 
tional Park. One or all on one Low Fare Union Pacific Tour. 
Also Escorted all-expense tours. 


Tell us how much time you have, what you wish to 
sce. We will send booklets and complete information. 


C. J. COLLINS 
General Passenger Agent 


Omaha, Nebraska 


UNION PACIFIC 


THE OVERLAND ROUTE 





Reach Every Corner 
of the Earth 


via 


Port Houston 


The ample shipping facilities at the Port 
of Houston open the way to every corner of 
the globe—Modern Service—Fast Steamship 
Lines—Fifty Miles More of Water Rates— 
and Rate Advantages Over the Seventeen 
Railroads which merger at the great gateway 
of the Gulf—Combine to substantially in- 
crease traffic at The Port of Houston every 
month—Below we list two of the important 
and dependable steamship lines serving this 
port: 


THE UNITED GULF 
STEAMSHIP CO. 


(S. Sgitovich & Co.) 
C. B. FOX, Houston, Manager 


Representing 


American Dixie Line 


Liverpool, Manchester, London 


American Premier Line 


Genoa,} Naples,\Venice, 
Trieste, Fiume 


Send for the story of Port Houston in Pic- 
ture—Text and Tariff—It is fascinating— 
Free for the asking. 


‘(Port Houston” 


Address 


DIRECTOR OF THE PORT 


5th Floor Courthouse 
HOUSTON TEXAS 
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wise all owned by private shippers and assigned for their 
service. 

“The rule does not divert the surplus of cars owned by one 
shipper to use by another,” said Justice Brandeis. “It merely 
puts a restriction upon the use of the private car by limiting 
the number of the so-called assigned cars which may be placed 
at a particular mine at a particular time. The owner may use 
the surplus cars elsewhere. Or he may lease the surplus cars 
to the carrier or to another shipper. The operation of the rule 
upon assigned railroad fuel cars is precisely similar.” 

The justice said the limitation was imposed in order to im- 
prove the service and to prevent any mine, including one oper- 
ated by a railroad, from obtaining, at a particular time, more 
than its ratable share of the aggregate available cool transporta- 
tion facilities. 

“The sole question requiring consideration is the validity of 
the requirement that, unless permission is given by the Commis- 
sion, carriers shall, in placing assigned cars, be limited to the 
mine’s quota, although the number of cars assigned to it exceeds 
the quota,” said he. 

Justice Brandeis said the order of the Commission was chal- 
lenged on several grounds. He said the plaintiffs insisted that, 
in prescribing a universal rule, the Commission had exceeded 
powers conferred by Congress. It was also contended that the 
rule was inherently unreasonable. 

The justice said some insisted that the order was not sup- 
ported by the findings and the evidence. Another contention 
was that there was a taking of property without due process of 
law. Private car owners contended that the order was an arbi- 
trary interference with their own property. The railroads said 
the rule was an illegal interference with their right to manage 
their own affairs. 


Taking up the issues raised, Justice Brandeis said there 
was clearly no constitutional obstacle. He said the rule pre- 
scribed did not involve a taking of property of the private car 
owner. He said Congress could exclude private cars from inter- 
state railroads, and that it might prescribe conditions on which 
alone they might be used. He said that limiting their use did 
not involve regulation of the coal mining industry. He said 
Congress might prescribe how carrier-owned cars should be used. 
He said the regulation prescribed did not invade the private 
business affairs of the carrier. He said it merely limited the 
use of certain interstate transportation facilities. 

The main question for decision, he said, was one of statu- 
tory construction. He said the question was whether Congress 
had vested in the Commission authority to prohibit a use of 
assigned cars by a general rule that, in its judgment, was neces- 
sary to prevent unjust discrimination among mines or shippers 
and to provide reasonable service. He said the legislation to 
be construed was found in paragraphs 10 .to 17, added to Sec- 
tion 1 of the interstate commerce act by Section 402 of the 
transportation act of 1920. After discussing contentions of the 
litigants on this phase of the matter, the justice said the view 
of the Commission that Congress left to the commission the 
administrative discretion to determine how cars should be dis- 
tributed was sound. He said the Commission had power to deal 
with distribution of railroad fuel cars because carrying coal for 
a railroad’s own use was transportation over which the Com- 
mission had jurisdiction. He held against the contention that 
the rule was unreasonable. He said the Commission acted in 
the light of a rich experience and that it had learned that exist- 
ing practices resulted in discrimination and unsatisfactory serv- 
ice. He also held against the contention that the finding con- 
cerning discrimination was unsupported by the evidence. Equally 
unfounded, he said, was the contention that, under the guise of 
regulating carrier instrumentalities, the Commission was seek- 
ing to equalize industrial fortunes and opportunity. He said the 
object of the rule was not to do that but to prevent unjust dis- 
crimination in the use of transportation facilities and to im- 
prove service. 


FRISCO SHOP REMOVAL CASE 


In No. 894, J. F. Lawrence et al., appellants, vs. St. Louis- 
San Francisco Railway Company, the Supreme Court of the 
United States, May 31, in an opinion by Mr. Justice Brandeis, 
reversed the federal court for the northern district of Oklahoma 
for enjoining the Oklahoma Corporation Commission from acting 
to prevent the Frisco from moving its shops and division point 
from Sapulpa to Tulsa, Okla. 

Justice Brandeis said the Frisco proposed to remove its 
shops and division point from Sapulpa to Tulsa a number of 
years ago. On February 19, 1917, the Oklahoma commission, 
acting under a state law, issued a temporary restraining order 
enjoining the proposed removal. The railroad acquiesced in the 
order, the commission retained jurisdiction of the cause, and 
neither party took any action for nearly ten years. 

In December, 1926, while the restraining order of 1917 was 
in force, the justice said, the railroad, without leave of the 
commission and without making any application in the cause, 
directed that the division point for passenger trains be changed 
in January, 1927, to Tulsa, and indicated a purpose to move its 
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shops to West Tulsa. Complaint was made to the commissiop 
and that body renewed its original order and set the matter 
for hearing. Before the matter came to a hearing, the railroaq 
brought suit, alleging that the Oklahoma act violated the com. 
merce clause, the due process clause and the equal protection 
clause, and that the state commission was without jurisdiction 
in the premises. The state commission was enjoined by the 
lower court. 

Justice Brandeis said the decree of the lower court did not 
conform to the statutory requirements in such matters and that 
the lower court must be reversed because the verified bill and 
the affidavits failed to supply that evidence of danger of irrep. 
arable injury to the plaintiff that was essential to justify the 
issuance of a temporary injunction. 





SUPREME COURT ACTION 


In No. 1100, News Syndicate Co., Inc., vs. New York Central 
et al., the case which involves the power of the Commission to 
award reparation on shipments from Canada into the United 
States, the Supreme Court, May 31, granted the motion to ad. 
vance the case and assigned it for argument October 3. (See 
Traffic World, May 21, p. 1335.) 

In No. 1028, Texas & Pacific vs. Gibson, administrator, in 
which the court, May 16, granted a petition for writ of certi- 
orari, the court, May 31, set aside the grant and denied the 
petition for writ of certiorari. 

In No. 1063, Missouri Pacific, petitioner, vs. Birdie Steen, 
administratrix, a personal injury case, the court denied a peti- 
tion for a writ of certiorari. 

In No. 1041, Ridley Watts et al., doing business under the 
firm name of Ridley Watts & Company, petitioners, vs. Southern 
Railway Company, the court denied a petition for writ of certi- 
orari. Petitioners wished a review of a decision of the Supreme 
Court of South Carolina in which a finding was made in favor 
of the Southern in a case involving alleged misuse and conversion 
of a case of goods shipped from Fall River, Mass., to Chester, 
S. C., and later to Columbia, S. C., and finally to Birmingham, 
Ala. 


MOTOR VEHICLE DECISION 


In No. 275, Benjamin H. Clark et al. vs. George T. Poor 
et al., constituting the Public Utilities Commission of Ohio, the 
Supreme Court of the United States, May 31, in an opinion by 
Mr. Justice Brandeis, affirmed the district court of the United 
States for the southern district of Ohio for dismissing a suit 
brought by operators of an interstate motor truck line to enjoin 
enforcement against them of provisions of the Ohio motor trans- 
portation act of 1923, as amended. 

Justice Brandeis said Clark and Riggs operated as common 
carriers a motor truck line between Aurora, Ind., and Cincin- 
nati, O., exclusively in interstate commerce. They ignored pro- 
visions of the Ohio act requiring a certificate to do business 
and payment of an annual tax. Then they brought this suit to 
enjoin the state commission from enforcing as against them the 
provisions of the act. 

Justice Brandeis said it appeared that, while the Ohio act 
called the certificate one of public convenience and necessity, 
the state commission had recognized, before the suit was begun, 
that, under Buck vs. Kuykendall, 267 U.S. 307, and Bush vs. 
Maloy, 267 U. S. 317, it had no discretion where the carrier was 
engaged exclusively in interstate commerce, and was willing to 
grant plaintiffs a certificate upon application and compliance 
with other provisions of the law. The lower court dismissed 
the bill. Justice Brandeis, continuing, said: 


The plaintiffs claim that, as applied to them, the act violates the 
commerce clause of the federal constitution. They insist that, as 
they are engaged exclusively in interstate commerce, they are not 
subject to regulation by the state; that it is without power to re- 
quire that before using its highways they apply for and obtain 
a certificate; and that it is also without power to impose, in addition 
to the annual license fee demanded of all persons using automobiles 
on the highways, a tax upon them, under section 614-94, for the main- 
tenance and repair of the highways and for the administration and 
enforcement of the laws governing the use of the same. The con- 
trary is settled. The highways are public property. Users of them, 
although engaged exclusively in interstate commerce, are subject to 
regulation by the state to ensure safety and convenience and the 
conservation of the highways. Morris vs. Duby, No. 372, decided Apr. 
18, 1927. Users of them, although engaged exclusively in interstate 
commerce, may be required to contribute to their cost and upkeep. 
Common carriers for hire, who make the highways their place of 
business, may properly be charged an extra tax for such use. Hen- 
drick vs. Maryland, 235 U. S. 610; Kane vs New Jersey, 242 U. S. 
160; Hess vs. Pawloski, No. 263, decided May 16, 1927. Compare 
Packard vs. Banton, 264 U. S. 140, 144. 

There is no suggestion that the tax discriminates against inter- 
state commerce. Nor is it suggested that the tax is so large as to 
obstruct interstate commerce, It is said that all of the tax is not 
used for maintenance and repair of the highways; that some of it 
is used for defraying the expenses of the commission in the admin- 
istration or enforcement of the act; and some for other purposes. 
This, if true, is immaterial. Since the tax is assessed for a proper 
purpose and is not objectionable in amount, the use to which the 
proceeds are put is not a matter which concerns the plaintiffs. 

Plaintiffs urge that the decree should be reversed because of the 
provision in the act concerning insurance. The act provides that 
no certificate shall issue until a policy covering liability and cargo 
insurance has been filed with the commission. Section 614-99. The 
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JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General Merchandise Storage and Distribution. 
Prompt and Intelligent Service. 


References: Any jobber, banker or transportation man in the city. 
DEEP WATER AND RAIL CONNECTIONS 











1-3 Ae OF 1 Oy 4-Ne1o may: 


J0S. STOCKTON TRANSFER CO. 


1020 SOUTH CANAL STREET 


70 YEARS’ EXPERIENCE 
Teaming — Motor Trucking — Carload Distribution 





Middlesex Transportation Co. 
PIER 13, NORTH RIVER, NEW YORK CITY 
Operates Daily (<&;7',) Fast Steamship Freight Service 


New York City and New Brunswick, N. J. 
Steamer Connections Made with All Leading Water Lines in 
New York Harbor, including Delivery of Freight 

We also Operate Daily Express Auto Service 
between Jersey City, Newark, Elizabeth, Rahway, New 


Brunswick, Trenton, Camden, and 72 other cities in New 
Jersey, as also Philadelphia, Pa. 


DENVER, COLORADO 


FIREPROOF WAREHOUSES ON TRACK 
We specialize in the DISTRIBUTION of 
ec 


1 car shipments. Insurance rate 15c. Negotiable Warchou 


I 
Receipts Issued. The Weicker Transfer & Storage Company 


HOTEL COSMOPOLITAN 
DENVER, COLORADO 


Opened June 5, 1926 





460 ROOMS WITH BATH 


The Largest and Finest Hotel in the State 


iT) 


The Leading Hotel of Denver” 


ROY’S COSMOPOLITAN ORCHESTRA 
EVERY EVENING 


CALVIN H.ZMORSE, Manager Cc. S. PRYOR, Ass’t Manager 
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Foreign Freight 
Forwarders 


Established 1884 


D.C. ANDREWS & CO., Inc. 


27-29 Water Street, New York, U.S.A. 


Boston Office: 
92 State Street 


PANAMA MAIL 8.8. CO. 


Fast Freight and Passenger Service 
Scheduled Sailings via Panama Canal 
From—SAN FRANCISCO AND LOS ANGELES 
Teo—HAVANA AND NEW YORK 


EASTBOUND SAILINGS 


From San Francisco From Los Angeles 
June 13 
July 11 
Aug. 1 
Also regular sailings for Mazatlan, Manzanillo, Cham- 
perico, San Jose de Guatemala, Acajutla, La Libertad, La 
Union, Corinto, Amapala, Puntarenas, San Juan del Sur 
and Balboa, Cristobal (Panama) and Buenaventura. 
Trans-Shipment at Panama for South America and European Ports 


OFFICES 
350 Marquette Bldg., Chicago, Ill. 2 Pine Street, San Francisco, Cal. 
10 Hanover Sq., New York, N.Y. 548 S. Spring St., Los Angeles, Cal. 









YOUR SPOT STOCK 


OMAHA 


WILL BE HANDLED 
IN OUR 


FIREPROOF 
WAREHOUSE 


: With Care, Speed 
and Courtesy 








49s al eM MEMBER A. W. A. 
|_ MERCANTILE STORAGE & WAREHOUSE CO._| 


LOS ANGELES and SAN FRANCISCO 
CALIFORNIA 


Modern Fireproof Warehouse Space in Los Angeles, Port of Los 
Angeles and San Francisco 
Free and U. S. Customs Bonded Storage 
Insurance rate as low as 16.2c 


Storage — Forwarding — Distribution — Cartage 


Space leased for Private Warehouse, Office and Display 
Desk Space with Desk and Office Service Rented 
Cotton Pressed to High Density 


We can serve you in some capacity in Los Angeles or San Francisco 
and would suggest that you complete your file by requesting 
the rates for our specialized service. 


UNION TERMINAL WAREHOUSE COMPANY 


731 Terminal Street Los Angeles, California 
San Francisco Office, 9 Main Street 
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lower court held that, under Michigan Public Utilities Commission vs. 
Duke, 266 U. S. 570, this provision could not be applied to exclus- 
ively interstate carriers, Red Ball Transit Co. vs. Marshall, 8 Fed. 
(2nd) 635, 639; and counsel for the commission stated in this court 
that the requirement for insurance would not be insisted upon. 
Plaintiffs urge that because this was not conceded at the outset, 
it was error to deny the injunction. The circumstances were such 
that it was clearly within the discretion of the court to decline to 
issue an_ injunction; and since an injunction was the only relief 
sought, ft properly dismissed the bill. Compare Chicago G. W. Ry. 
Co. vs. Kendall, 266 U. S. 94, 100-101. The plaintiffs did not apply 
for a certificate or offer to pay the taxes. They refused or failed 
to do so, not because insurance was demanded, but because of their 
belief that being engaged exclusively in interstate commerce, they 
could not be required to apply for a certificate or to pay the tax. 
Their claim was unfounded. Moreover, the act made each section 
and part thereof independent and declared that “‘the holding of any 
section or part thereof to be void or ineffective for any cause shall 
not affect any other section or part thereof.’’ Section 614-102. And the 
act also provided that it should apply to interstate commerce only 


in so far as such regulation was permitted by the federal constitution. 
Section 614-101. 


It is not clear whether the liability insurance, for which the act 
provides, is against loss resulting to third persons from the appli- 
cant’s negligence in using the highways within the state, or is for 
loss to passengers resulting from such negligence, or for both pur- 
poses. We have no occasion to consider whether, under any sug- 
gested interpretation, liability insurance, as distinguished from in- 
surance on the interstate cargo, may be required of a carrier en- 
gaged wholly in interstate commerce. Compare Hess vs. Pawloski, 
supra. The decree dismissing the bill is affirmed, but without preju- 
dice to the right of the plaintiffs to seek appropriate relief by an- 
other suit if they should hereafter be required by the Commission to 
comply with conditions or provisions not warranted by law. Affirmed. 


FALSE BILLING ALLEGED 


The Commission- has been advised that the federal grand 
jury for the western district of Wisconsin, at Superior, Wis., 
has returned an indictment, in 10 counts, against the Webster 
Manufacturing Company, of Superior, on account of alleged vio- 
lations of the interstate commerce act. The indictment charges 
the corporation with having forwarded a number of carload 
shipments which were described as common chairs, whereas the 
cars contained not only chairs but other articles of furniture, 
including tables. It is further alleged that the Webster com- 
pany, on account of the false description of the shipments, suc- 
ceeded in getting them transported at less than the lawful rate, 
the published rate on mixed carloads of tables and chairs being 
higher than on straight carload shipments of common chairs. 

The case was investigated by special agents of the Com- 
mission. The matter was handled before the grand jury by 
Stanley M. Ryan, United States attorney, and by Z. W. Scott, 
an attorney of the Commission. 


CANADIAN OPERATING STATISTICS 


The statement of operating revenues, expenses, and statis- 
tics of the railways of Canada for March, 1927, show that they 
earned larger gross revenues than in any previous year, ex- 
ceeding the earnings of March, 1926, by $2,420,029, or 6.4 per 
cent. Although operating expenses were increased over last 
year by $2,084,548, or 7 per cent, net operating revenues were 
larger by $335,480. 

The freight traffic was heavier by 11.5 per cent and pas- 
senger traffic increased by 15.2 per cent, but freight revenues 
increased only $1,279,989, or 4.5 per cent, due to a decrease 
in the average receipts per ton mile of .071 cent. 

On the Canadian National, gross revenues were larger than 
in 1926 by $799,463, or 4.4 per cent, but operating expenses in- 
creased by $925,000, or 6.3 per cent, reducing the net operating 
revenues by $126,535. Taxes increased by $42,053 and the credit 
balance from hire of equipment was reduced by $91,171, reducing 
the operating income to $3,048,805, or $263,847 less than for 
March, 1926. 

Freight traffic increased by 8.9 per cent, but the average 
revenue per ton-mile was less by .07 cent, so that the freight 
revenues increased only 1.9 per cent, or $262,842. Passenger 
traffic increased 14.3 per cent and passenger revenues were 
larger by 16.3 per cent, or $389,171. Although operating ex- 
penses were heavier than in 1926, they were lighter than in 
1925 and 1924, despite the much heavier traffic than in any 
previous year. 

Freight train loading was heavier by 24.4 gross tons, but 
revenue tons were less by 13.2 tons and revenues per train-mile 
were less by 50 cents. Passenger trains showed increases of 
4.8 passengers and 17 cents revenue per mile. 

The Central Vermont and United States lines showed an 
increase in gross revenues and a decrease in operating expenses, 
ori esl. net operating revenues for the systm were increasd by 
71,681. 

For the three months, January-March, net operating reve- 
nues for the system showed an increase over those of 1926 of 
$378,321, but the operating income was less by $124,473. 

On the Canadian Pacific, gross revenue, net revenues, 
freight traffic, and passenger traffic were all greater than for 
any previous March. Gross revenues increased over last year 
by $1,313,236, or 9.3 per cent. Operating expenses were heavier 
by $990,459, or 8.7 per cent, and net revenues wree larger by 
$322,777. Taxes were heavier by $28,242, hire, of equipment 
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credits were reduced by $123,297, and the operating income was 
increased by $160,017. 

The revenue tonnage and gross tonnage were both heavier 
than last year, but the earnings were train-mile declined 3 
cents. Passenger train revenues showed an increase of 22 cents 
per train-mile, with an increase in the number of passengers 
of 9.8. 

For January-March net operating revenues were greater than 
in 1926 by $313,157, but the operating income was less by $68,439, 


CANADIAN CAR LOADING 


Car loadings for the week ended May 21 amounted to 61,536 
cars, which was a decrease from the previous week’s loadings 
of 514 cars and from loadings of the week ended May 22, 1926, 
of 2,163 cars. Light grain loading in the western division was 
the chief factor in these decreases, the decrease in grain from 
the previous week’s being 883 cars and from last year’s being 
3,562 cars. Ore shipments were lighter than last year’s by 
290 cars and miscellaneous freight fell off 340 cars, but coal 
was heavier by 966 cars and merchandise increased by 982 cars. 


CARS OF REVENUE FREIGHT LOADED ON CANADIAN 
RAILWAYS 


EASTERN CANADA 


-—For the week Ended— 















































May 21, May 14, May, 22 

Commodities 1927 1927 1926 
Grain and Grain Products...........sccevs 3,175 2,819 ren 
ES ea ee ree ee ,163 1,168 1,055 
MINE Vises. Gar @i nialaxens ¢ AR Od o eiaieiniala Mewes ee 5,279 5,171 4,486 
| RT a ee ee eee eee 280 287 365 
BER a ie eee nee 2,909 2,889 2,709 
re een mee 1,706 1,576 1,883 
OE ee nr renee 2,017 1,943 2,277 
— eer 1,232 1,068 1,064 
BD LETS R ES OE EER ae ee oe ee Oe ee 757 1,023 1,037 
Merchandise, a Ws! Bis eee 4:8- Whi eenip ccs 13,188 13,246 12,663 
gst ale, li eee 12,167 11, 782 12,235 
Tetal Care BOGE. 6 vice cccciciecccvcese 43,873 42,972 44,055 
Total Cars Received from Connections 36,024 36,523 35,662 

WESTERN CANADA 
Grain and Grain Products 3,606 4,845 6,062 
Be Oe veirdcaus ce mneecoseissees were 663 689 802 
ee sete 856 926 683 
CEN civae bidsclna-oem ees 31 32 22 
BOE 660s vecdinses ? 1,274 1,323 1,215 
eR Ee ee 119 98 78 
Pulp and Paper 220 202 171 
COURNE PONG PUOOCUOCUE. . cc ccescvecccecece 1,794 1,944 1,686 
NIN iWin htc aide ip:GiaiiS sae) Ac sien: 8vaikes sake: eka: We Sede es 771 770 781 
a ee ea 4,613 4,648 4,156 
er ey ere re re ,716 3,601 3,988 
POURE COM SRGGE 6 o.sicceiicsisiveviccane 17,663 19,078 19,644 
Total Cars Received from Connections 2,858 2,728 2,642 
TOTAL FOR CANADA 
Grain and Grain Products............e+- 6,781 7,664 10,343 
ESS eer ern errr ere 1,826 1,857 1,857 
BM scearneiear set Bich eat a akes eiey eG akon ae PTI 6,135 6,097 5,169 
EN a bids otasn oivick a Winiaresacareiore-e'Sie- the eid sue diejerses 311 319 387 
NIE 5: bila gi aim olchea 4 acooacacmoratnace earidlang aeuneee 4,183 4,212 3,924 
IN 6: ratssendl d.attensiat te. Amaya hee awe Meares »825 1,674 1,961 
ie EE TINE oo 6a dncravicwicce ss soticdeaeore 2,237 2,145 2,448 
CEMGT HOGG PIOGUCtB . «5.6.0 ccccesvccevecws 3,026 3,012 2,750 
I acai oer eg Wee ib aie oio Mine VRaLeOROTD RS »52 1,793 1,818 
Merchandise, ie ly ak cares enebe~ valeaaaie 17,801 17,894 16,819 
re ee ree 15, 883 15, 383 16,223 
Tote CHG TG esi ccc eciceevedews 61,536 62,050 63,699 
Total Cars Received from Connections 38,882 39,251 38,304 
CUMULATIVE TOTALS TO DATE 

1927 1926 
Grain and Grain Products............... 157,175 140,490 
II II at Ln acere ara bisa aabinnh wiaveaasere enero wee 40,226 40,746 
II ona) accel aretha "Siang con Goae i Manta wre 125,042 88,880 
RN siihe’ a: wlan utes Wie vite bale ak dle’ ep eo Seta ed eons 6,943 8,852 
NN ciaiahe yathé ide dole aisle us Sta aaa scees 67,702 67,791 
I ee es ee es ee ne 87,276 65,759 
NS ES Rr eee ee ee 44,511 51,466 
Other Forest PProducis ie sholg-b steele diene s/w 64,902 68,699 
ES ES a eee en 28,999 29,503 
Deemcantine. Fy. ©. Tas.cinccccsexcevrecces 334,076 312,641 
Ee ee een ee 254,239 244,632 
Tete! Care: LOGGGG «os 6 ck ose cdecceseece 1,211,091 1,119,459 
Total Cars Received from Connections 784,459 750,571 


CANADIAN NATIONAL EARNINGS 


Increases of $1,497,833.75, or 7.39 per cent, in gross earn: 
ings, and $75,219.47, or 2.75 per cent, in net earnings, are shown 
by the operating summary of the Canadian National Railways 
for April, 1927, as compared with April last year. 

Working exepnses increased by $1,422,614.28, or 8.11 per 
cent, and the operating ratio was 87.09 per cent, as against 
86.51 in April, 1926. 

The working expenses for the period relatively reflect in 
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BOSTON, MASS. 












view CHARLES RIVER STORES, 131 Beverly St. 


Direct Connection with Boston & Maine R. R. 


Also ALBANY TERMINAL STORES, 137 Kneeland St. 


Direct Connection with Boston & Albany R. R. 


Also SUMMER STREET STORES, 419 Summer St. 


Direct Connection with N. Y., N. H. & H. R. R. 


Also BATTERY WHARF STORES 


Direct Connection with Union Freight R. R. 





Total General Storage Capacity: 9,706,000 Cubic Feet 





MAIN OFFICE: 


Quincy Market Cold Storage & Whse. Co. 


178 Atlantic Avenue, BOSTON, MASS. 


ROCHESTER, N. Y. 


B.R.& P. WARE H( 


GENERAL MERCHANDISE STORAGE 


Distribution 


The only modern Merchandise Warehouse fully 
equipped and centrally located in the 
City of Rochester. 


Insurance rate 12 cents per $100.00. 


Located on private siding of the Buffalo, Rochester 
& Pittsburgh Railway, enjoying switching at 
flat Rochester rate with all steam roads. 


B.R. & P. Warehouse, Inc., "°x37""" 
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Saves Insurance 
Two Ways 


Higher marine classification lowers 
rates. Shorter time in transit reduces 
premiums. Thus you save as you 
improve your service to Orient cus- 
tomers. 11 days across the Pacific. 
A sailing every fourteen days from 
Seattle for Yokohama, Kobe, Shang- 
hai, Hong Kong and Manila. For 
service ship via the President 
Steamers from Seattle. 


L. L. BATES, General Freight Agent 
1519 Railroad Ave. So. 
Seattle, Wash. 


American Mail Line 


In the Heart of New York State 


Broad Street Warehouse Corp’n 
700 Broad Street 

Midway between New York and Buffalo on MONTREAL 

Main Line New York Central Lines. Also BRET wera 

York, Ontario and Western R. R. and ee 

Delaware, Lackawanna and Western 

R.R. Daily Trolley Freight Service 


and Auto Trucking to all principal ” cat 
cities in state. 


GOUVERNEUR 


Utica is the most natural and prac- 
tical point for Warehousing and 
Distribution in Central New York. 


100,000 sq. ft. of fire-proof storage 
space. Private railroad sidings. 
Ample office space and desk room for manufactur- 
ers’ or shippers’ representatives. 


te 


For complete or Further Information Address 


BROAD STREET WAREHOUSE CORP’N, UTICA, N.Y. 
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creases in rates of pay and greater activity in maintenance 
of way work, the latter being due to climatic aud other condi- 
tions generally favoring an earlier start on the season’s work 
in certain localities. There is an improvement in net earnings, 
notwithstanding the fact that April, 1926, and the four months’ 
period of last year represented the best previous system per- 
formance. : 

For the first four months of the present year, gross earnings 
are shown to be $84,289,166, an increase of $4,963,189.37, or 6.26 
per cent, over the earnings for the corresponding period of 1926. 
Working expenses increased by $4,509,648.67, or 6.52 per cent, 
over those for the first four months of 1926. 

The operating ratio for the first four months of 1927 was 
87.36 per cent. 


CANADIAN PACIFIC EARNINGS 


For April gross earnings of the Canadian Pacific amounted to 
$15,121,289, as compared with $13,856,101 the corresponding 
month of last year—an increase of $1,265,187. Working expenses 
amounted to $12,867,701, as against $11,706,461 in April last year 
—an increase of $1,161,239. Net profits for the month, at $2,- 
253,588, were the highest for any April since 1921 and compared 
with $2,149,639 in April last year, were an increase of $103,948. 

For the four months’ period ended April 30, gross earnings 
are shown at $58,357,298, as compared with $54,201,059 in the 
same month last year, an increase of $4,156,238. Working ex- 
penses amounted to $49,641,082, as against $45,520,352, an in- 
crease of $4,120,729. Net profits for the four months’ period, at 
$8,716,216, were the lrighest for any like period since 1917 and, 
compared with $8,680,706 in the same period of last year, were 
an increase of $35,509. 


CANADIAN RAIL WAGES 


The Trafic World Ottawa Bureau 


The Canadian National has refused to accept the majority 
award of the Board of Conciliation on the dispute between 15,000 
clerks and freight handlers of that railway and the company, 
but is willing to accept the minority award as a basis for further 
discussion. 

The majority award, signed by W. J. Donovan, of Winnipeg, 
and Howard S. Ross, of Montreal, called for an increase in 
wages of 4 cents an hour to the hourly rated employes, and 
an equivalent increase to the monthly rated employes; also 
for half a cent an hour to be set aside for equalizing wages 
as between the various regions into which the Canadian Na- 
tional System is divided. 

The minority award, signed by Peter White, of Toronto, 
called for an increase of two cents an hour to the hourly rated 
employes, and an equivalent increase to the monthly rated em- 
ployes; also half.a cent an hour for the purpose of equalizing 
wages as between the various regions of the National System. 

The Canadian National, in its communication to the De- 
partment of Labor, has, it is understood, stated that some ad- 
justment of wages is necessary, but that so many factors enter 
into the general wage situation that the company is unwilling 
to accept a final settlement on the basis of the majority award. 

It is probable that the Minister of Labor, Peter Heenan, 
will offer the services of his department and himself toward 
effecting some final and amicable settlement of the dispute. 
The employes will accept the majority award. 


TIN CANS FOR POWDER 
The Board of Railway Commissioners for Canada has issued 
an order amending paragraph No. 1534, page 10, regulations 
for transportation of explosives, by adding the following: 


Heavy tin cans complying with the regulations of the United 
Kingdom may be used for the transportation of black powder under 
the following conditions: 


(a) Not more than fifty pounds of black powder may be shipped 
in one container, which must be lined with a cloth bag, and after 
filling the neck of the bag must be securely tied and pushed through 
the opening into the can. The opening must then be tightly closed 
by a metal screw Cap. 


GRAND TRUNK PACIFIC ABSORBED 


It is announced by the Minister of Railways that the for- 
malities have been concluded for absorbing the Grand Trunk 
Pacific into the Canadian National for corporate as well as op- 
erating purposes. The debenture holders have agreed to the 
settlement whereby their old securities were exchanged for the 
new ones authorized by Parliament last session. 


HUDSON BAY RAILWAY 


Completion of the Hudson Bay Railway by May, of next 
year, if the terminal is to be Port Nelson, but about a year 
later if it should be Fort Churchill, is forecast by C. A. Dun- 
ning, Minister of Railways. 

As between Churchill and Nelson, he expressed no pref- 
erence, stating that the decision would be based on the best 
expert advice obtainable. He will accompany the British engi- 
neer, Frederic Palmer, to both places at the end of July, and 
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a number of high officials will also go. Meanwhile, preliminary 
data are being collected while the investigation into navigation 
conditions on the straits is under way. 

“There is no rivalry between the two potential terminals,” 
Mr. Dunning stated, “because there is no population to agitate, 
At Nelson a caretaker and a few others are about the only 
white residents, while at Churchill there is only a mounted 
police post. A large development, however, is foreseen when 
the road is finished.” 

Should the line go to Churchill, the road will not be com. 
pleted into Nelson, but deflected at a point sixty-five miles from 
there. 

Meanwhile a big rush to the “north country” is reported 
on the part of prospectors, hunters, trappers, farmers, and all 
sorts of people attracted by the lure of the district. It has been 
necessary to put on regular weekly service in place of the 
wayfarers being accommodated on the construction trains. 


» CANADIAN PACIFIC BRANCH LINES 


Contracts for 127 miles of branch lines have been awarded 
by the Canadian Pacific, according to an announcement from 
the office of D. C. Coleman, vice-president in charge of western 
lines. They are as follows: 


Cassils southeasterly branch to the Bow Slope, approximately 22 
miles, to the Commercial Cartage Company and R. H. Ross of Calgary, 

Cutknife-Whiteford Lake Branch, 64 miles to Roosa and Wicki- 
trand of Swift Current and Winnipeg. 

Rosetown-Perdue branch, 21 miles, to Dutton and Mannix, of 
Winnipeg. 

Asquith northwesterly branch, 20 miles, to William A. Dutton, 
of Winnipeg. 


CROOKS TERMINAL WAREHOUSES 


P. F. Cassidy, formerly connected with the American chain 
of warehouses, has become connected with the Crooks Ter- 
minal Warehouses of Chicago and Kansas City. He will repre- 
sent the warehouses owned and operated by this firm at Chi- 
cago and Kansas City, as well as the warehouses represented 
by it through its offices at Chicago, Kansas City and New York, 
and any other warehouses whose representation will be added 
from time to time. 

At present, the warehouses affiliated with the Crooks Ter- 
minal Warehouses are the Inter-State Forwarding Company, of 
Dallas, Tex.; the Kennicott Patterson Warehouse Corporation, 
of Denver, Colo.; the Metropolitan Warehouse Company, of Los 
Angeles, Calif., and the Securities Warehouse Company, of 
Minneapolis, Minn. This representation will be increased so 
as to give the national shipper the advantages of personal con- 
tact with an individual acting for a warehouse at most of the 
important distributing points. This firm also maintains its own 
office at New York for the convenience of the eastern storers 
and distributors. 

The business was founded in Chicago with a warehouse 
of about 65,000 square feet. It now operates over 800,000 square 
feet of its own warehouse space. Two warehousing plants are 
in Chicago. One is known as the Downtown Burlington Ware- 
house, at Canal and Harrison streets, on the C. B. & Q. R. R. 
The other is in the Clearing Industrial District on the Belt Rail- 
way of Chicago. At this plant there is a private switch track 
of about sixty-car capacity. This plant is used for large con- 
signments because of the close proximity to the great Clearing 
interchange freight yard. 

The Kansas City houses are known as the Brokers’ and 
Security warehouses, and are in the heart of the wholesale and 
freight house district. 


PREMISE DEFINITION CHANGED 


A somewhat modified definition of the term “railroad prem- 
ises” will become effective June 5 in supplement No. 2 to Jones’ 
I. C. C. No. 1867, the publication carrying storage rules. A note 
to storage rule No. 6 now defines the term “railroad premises,” a8 
follows: 


Note: The term ‘‘Railroad premises’ as used in this rule, when 
applicable to shipments held in cars, shall embrace all tracks which 
this railroad provides for its own uses and purposes or provides for 
general public use; but shall not embrace tracks that are owned or 
leased by an industry and located upon property owned or leased by 
it, unless such track is located inside of carrier’s right-of-way, yard 
and terminals. 


The car demurrage and storage committee of the National 
Industrial Traffic League, at the annual meeting in New York, 
November 16, 1926, advocated a change. A change proposed by 
the League committee and the American Railway Association 
was approved. It was filed by Agent Jones and no one has 
raised any question about it or even suggested suspension. The 
new rule, as carried in the Jones tariff, is as follows: 


Note: The term ‘Railroad Premises’’ as used in this rule, when 
applicable to shipments held in cars, shall embrace all tracks which 
this railroad provides for its own uses and purposes or for general 
public use; also all other tracks located inside of its right-of-way, 
yard and terminals, except tracks located on or within the confines 
of property owned or leased by an industry, 
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Ship by Water 


“DIFFERENTIAL RATES” via 


WILLIAMS LINE 


San Diego, Los hasan, San Francisco 
Oakland, Seattle and Tacoma 


Baltimore, Philadelphia, 
New York and Norfolk 


SAILINGS EVERY 14 DAYS 
Thru bills of lading issued to all other Pacific 


Coast Ports, Hawaii and the Far East 
For rates, dates of sailings and other information apply to 


WILLIAMS STEAMSHIP CO., Inc. 


Moore and Water Streets, New York, Telephone Bowling Green 7394 


Baltimore, Md. Fatebargh, Pa. Norfolk, Va. 
39 South St. Drexel Bidg. Oliver Bldg. Law Building 
And at our Branch Offices at ports of call, etc. 


Cuba-Mexican Gulf Ports 


FREIGHT SERVICE 


Sailings from New York 


FOR HAVANA— Weekly Express service every 
Saturday. Cuban ports—Weekly service for Santiago 
every Thursday. Fortnightly service for Cienfuegos, 
Guantanamo and Manzanillo alternate Thursdays. 
Sailings to other Cuban ports as freight offers. Mexi- 
can Ports—Weekly service to Vera Cruz and Tam- 
pico every Thursday. To Progreso fortnightly service 
alternate Thursdays. To Puerto Mexico, monthly 
service. 


Sailings from Philadelphia 


For Havana, Tampico and Puerto, Mexico— 
Monthly service. 


PASSENGER SERVICE 


Express sailings every Saturday to Havana on steamers 
“Orizaba” and “Siboney.” Steamers “Monterey” and “Mexico” 
furnish fortnightly service on Thursdays to Progreso, Vera 
Cruz, Tampico, Mexico. Ten and seventeen day cruises to 
Havana; Special round trip fares and rail-water circle tours to 
Mexico City in effect the year around. 


New York AND Cusa Matz S. S. Co. 


WARD LINE 


Pier 13, Foot of Wall St., New York City 











GULF DACIFIC LINE 


SAILINGS EVERY FOURTEEN DAYS 
FROM 


HOUSTON, MOBILE, NEW ORLEANS 


AND 
Regular Service From 


Beaumont, Port Arthur, Lake Charles 
Galveston, Tampa 


San Diego, Los Angeles, San Francisco 
Oakland, Portland, Seattle, Tacoma 
and Vancouver (B. C.) 


Through Bills of Lading issued to Hawaii, Australia, 
New Zealand and Dutch East Indies for trans- 
shipment at San Francisco. 


THE STEELE STEAMSHIP LINE, INC., General Gulf Agents 
Main Office: 424 Whitney Building, New Orleans, La. 
SWAYNE & HOYT, INC., General Agents Pacific Coast 
Main Office: 430 Sansome Street, San Francisco, Calif. 

W. J. SMITH, General Agent 


209 South La Salle Street 
H. H. KENNEDY, General Agent 
320 Merchants Exchange Building St. Louis, Mo. 
THE STEELE STEAMSHIP LINE, INC., General Agents 
15 Moore Street New York, N. Y. 


Chicago, III. 





United Fruit Company 


General Offices, One Federal Street, Boston, Mass. 


STEAMSHIP SERVICE 
REGULAR FREIGHT SAILINGS 


FROM 
New York, Boston and New Orleans 
TO 
Havana and Santiago, Cuba 
JAMAICA COLOMBIA 
Kingston Cartagena 
Port Antonio Puerto Colombia 
Jamaica Outports Santa Marta 
COSTA RICA 
CANAL ZONE sting el 
Cristobal ALSO 
PANAMA Ports of Guatemala 


and British and 
Bocas del Toro Spanish Honduras 


Through Bills of Lading issued via Cristobal to West Coast Port 
of South America, Central America and Mexico 


For rates and other information, address 


17 Battery Place... ..:.......... New York, N. Y. 
321 St. Charles Street........... New Orleans, La. 
MUI TR oo ool oS vie sce 3 wareeln a Boston, Mass. 
Marquette Building.................. Chicago, IIl. 


Huff Shipping Company...... San Francisco, Cal. 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront penene dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any simple question relating to the law * 
of interstate transportation of freight. A traffic man of long experience 
and wide knowledge will answer questions relating to practical traffic 
problems. We do not desire to take the place of the traffic man but to 
help him in his work. i , 

The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. 

Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 


S 


Rates—Fourth Section Violation 

Massachusetts.—Question: Referring to exchanges and the 
reply as published in Questions and Answers column of The 
Traffic World, April 23, subject “Fourth Section Violation.” 

The reply, as published, does not, in the writer’s opinion, 
answer the question we had in mind and we are reframing 
question and are wondering if same will now change your 
reply or can you reply more specifically? The corrected question 
is as follows: 

There are through joint rates from point A to point C on 
a connecting line and shipments travel via point B, which is 
the connecting or interchange point between the two lines. No 
joint rates are published from point A to point B for connecting 
line delivery, as this is a common point, and where the con- 
necting line delivery is desired the local class rate of the orig- 
inating carrier is applied from point A to point B and a switch- 
ing charge is assessed for the connecting line delivery. The 
originating carrier’s local class rate to point B plus the connect- 
ing line’s switching charge makes a higher total aggregate 
charge or rate than is applicable between points A and C, which 
are published as through joint rates. 

Can the local class rate plus the switching rate as outlined 
be considered as a combination of local rates for the purpose 
of securing equal through rates with the through joint rates now 
published to the more distant point C via the same route? If 
so, is not the above situation a violation of the interstate com- 
merce act? 

Answer: In our opinion the cases to which we referred you 
in our answer to which you have reference are applicable to 
the question propounded by you. See, also, Transit Charges 
on Lumber, 95 I. C. C. 154. 

The fact that two of the cases to which we have referred 
you relate to shipments receiving transit does not affect the 
principle set forth therein with respect to the application of 
the sum of the intermediate clause of the fourth section. 


Transit—Stop to Partly Unload 


Montana.—Question: In connection with an interstate move- 
ment of a car of live stock it is desired to unload one animal 
at an intermediate point, such point being a terminal yard where 
trains are made up and a convenient point to unload while in 
transit in so far as both shipper and carrier are concerned. 
There is no transit privilege covering and the cheapest charges 
would result by allowing the car to reach final destination and 
shipping the animal back on an L. C. L. rate. 

However, the man in charge of the stock desires to unload 
the animal, with the understanding that freight charges would 
be assessed on the same basis as if handled through and shipped 
back. 

If the man in charge should make a written statement to 
this effect at the point where the partial unloading is to take 
place, would it be a lawful transaction, and could the carrier 
be authorized legally to make collection of freight charges for 
services that it did not actually perform? 

Answer: Under the opinion of the Commission in Apperson 
Brothers Automobile Co. vs. L. E. & W. R. Co., 81 I. C. C. 392, 
a shipment handled in the manner set forth in your letter would 
be subject to the combination of locals over the point at which 
the animal was unloaded. 

No agreement on the part of the carrier’s agent or servant 
to assess charges on any other basis would be binding upon the 
carrier. Freight charges must be assessed in accordance with 
the legally published tariff, regardless of representations or 
agreements on the part of the carrier’s agent, the effect of which 
would be to apply other than the lawfully published rates. 
Liability of Steamship Company for Loss of Freight Due to 

Sinking of Steamship 

Ohio.—Question: We recently made an intrastate shipment 
on a uniform bill of lading from Jacksonville, Fla., via steam- 
boat, to a point on the St. Johns River. 

Vessel was sunk, and we were informed that no attempt 
would be made to raise it or to salvage the cargo. Steamboat 
line states they have a right to avail themselves of the provi- 
sions of the Harter act, and are under no obligation to assume 
responsibility in connection with loss of cargo. 
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Please advise what liability, if any, rests with steamboat 
line in this instance, We are also desirous of knowing whether; 
it is necessary, in order to have full protection, to carry ingy,. 
ance on all steamboat shipments, such as made on the Greg 
Lakes, between points on the Hudson River, also New Englang 
coastal points. 

Answer: The liability of the steamship company, in the 
instant case, is covered by the federal limitation of liability 
statutes. 

The law of limited liability, having been enacted by Congress 
as part of the general maritime laws of the United States, js 
coextensive in its operation with the whole territorial domaiy 
of that law, and extends to the ocean, the Great Lakes anq 
rivers, and all public navigable waters of the United States cop. 
necting therewith. 

The statutes apply to a disaster happening on a river above 
tidewater, or within the limits of a county, notwithstanding the 
liability itself arises from a state law. They do not, however, ex. 
tend to navigable waters wholly within a single state and having 
no exterior connections, except when utilized under common con. 
trol in connection with the railroads for interstate commerce, 

In the application of the limited liability statutes of Con. 
gress, the value of the owner’s interest in ship and freight jigs 
taken as of the termination of the voyage on which the debt or 
damage is incurred, regardless of the condition in which the 
vessel may be. In case she is sunk, or the voyage is otherwise 
broken up by causes beyond the owner’s control, the voyage is 
then terminated, and the owner’s liability is limited to the ship’s 
value just after the event. If, therefore, she is a total loss, and 
no freight has been earned, the liability ceases altogether. The 
Scotoland, 105 U. S. 24. 

Unless the freight rate includes marine insurance or the 
steamship company by contract assumes liability for loss of or 
injury to the goods delivered to it for transportation, under the 
limited liability statutes the placing of insurance on the goods 
on your part is essential to your full protection. 


Tariff Interpretation—Follow-Lot Rule 


Ohio.—Question: Will be pleased to have you advise 
authority, interpretation, and citations covering proper rating 
applying on material in two cars on one bill of lading, excess on 
first car loaded in trailer car as follows: 

In the first car there was loaded 44,000 pounds of channel 
iron, subject to a commodity rate of 9% cents per 100 pounds, 
and in the trailer car there was loaded the overflow of material 
on the order, consisting of 1,624 pounds of channel iron, 17,675 
pounds of corner bead in bundles and 2,050 pounds ‘of metal 
sash, all of the material in the trailer being subject to fifth class 
rating in carload in Official Classification territory, the total 
weight of material in trailer car representing excess of first 
car, or 21,349 pounds. Our contention is that on the weight of 
the first car, under Rule 24, applicable charges are at actual 
weights which exceeds the carload minimum weight, 55,000 
pounds at 9% cent per hundredweight. On the trailer car for the 
articles loaded therein, total weight 21,349 pounds, applicable 
rate fifth class 164% cents, in accordance with Rule 24, covering 
application of actual weight at carload rate. The carriers, how- 
ever, rule that we are not entitled to the benefit of Rule 24 on 
account of materials in order, as shipped, being mixed taking 
for the channel iron 9% cents commodity rate and balance class 
rate and that the weight of the material mixed in trailer car 
is subject to applicable fifth class rate of 16% cents and 
highest minimum which is 36,000 pounds for any article in mix- 
ture as per Rule 10. 


It is our contention that by so applying the charges on the 
trailer car would deprive us of the benefit of Rule 24, which 
makes no provision that the over-flow is permitted only on one 
commodity or commodities taking the same rate and that the 
nature of the material in the over-flow car being mixed is sub- 
ject to that portion of Rule 10 taking the highest rated article 
and covering the actual weight in the trailer car comes within 
the provisions of Rule 24 covering the over-flow and that Rule 
24 and Rule 10 must be read together first in order to obtain 
benefit of the over-flow rule, and second to arrive at proper ap- 
plicable rate under Rule 10 and that where a rule conflicts with 
another rule both must be read together and that to apply Rule 
10 in such a case would deprive shipper of benefit of Rule 24 
so far as physical impossibility of loading entire mixture in one 
car. 

Answer: Unless it be considered that there were two seD- 
arate and distinct carload shipments, covered by one bill of lad- 
ing, in which case the rate of 9% cents would be applicable on 
the car containing 55,000 pounds of channel iron and the 
rate of 16% cents, minimum 36,000 pounds would be applicable 
on the car containing 21,349 pounds of channel iron, corner bead 
and metal sash, the entire shipment, that is, the contents of 
both cars must be considered as a mixed carload shipment, in 
our opinion, if the follow-lot rule is to be applied thereto. In 
other words, in our opinion, a shipper may not deliver a mixed 
lot of freight to a carrier, the amount of which exceeds the Ca- 
pacity of one car, and load one car with one kind of article in 
order to secure the application of the straight carload rate o2 
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TRANSMARINE LINES 


Intercoastal Service 


TO LOS ANGELES HARBOR, (Wilmington), 
SAN FRANCISCO AND OAKLAND 


From PORT NEWARK, N. J. (New York Harbor) 


GULF-INTERCOASTAL SERVICE 
TO LOS ANGELES HARBOR, (Wilmington), 
SAN FRANCISCO AND OAKLAND 
From From 
Houston Mobile 
June 3 
June 13 
June 23 


NEWARK WAREHOUSE to; 


From 


New Orleans 
June 8 
June 17 
June 28 






i. ig: a al nega 


SUJERSEYCO 
Located in the Heart of the City of Newark, N.J. 


STORAGE IN TRANSIT 


Private Siding Connection with 


SUSPEARCO 





COASTWISE GULF SERVICE 


From Port Newark, N. J., to Houston, Texas 
Serving Texas and the Southwest 








the Central Railroad Co. of N. J. Sailings every 10 das every 10 days 

" Sprinkler Throughout 

in For rates and arrangements, apply to or write TRANSMARINE _LINES 
~ F. W. STOKES, Manager Port Newark Terminal 5 Nassau St., New York City 


Telephone Mulberry 4300 Telephone Rector 


~~ Beaumont, Buffalo, Chicago, Los Angeles tio 
~ New Orleans, Pensacola, Pittsburgh, San eames. . 


NEWARK WAREHOUSE C0., Newark, N. J. 





Fast Freight Transfers 


You Can Save Much Time 
By Using This Logical Transfer Point 
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Transfers of traffic at 
Peoria are handled in a 
few hours, instead of the 
days required in larger 
and heavily congested 
terminals. 

This rapid transfer be- 
tween the fifteen railroad 
lines entering the city has 







Peoria and Pekin Union Railway Company 
Atchison, Topeka & Santa Fe Railway Co. 
Chicago & Alton Railroad Company 
Chicago & Northwestern Railway Co. 


!\ 





caused Peoria to be looked 
upon as the most efficient 
link in the shipping of 
fruit and other perishables. 

This same factor of effi- 
ciency has also affected 
the routing of shipments 
of building materials and 
other commodities which 
require speed in transfer. 


Connection Points Between These 15 Carriers 


Illinois Central Railroad Company 

Illinois Traction System 

Minneapolis & St. ‘ewe Railroad Company 

New York, Cn & St. L. R. R. Co. 
(L. E. & W. Dist. it.) 


sep- Chicago, Burlington & Quincy Railroad Co. 
d Chicago and Illinois Midland Ry. Pennsylvania Railroad 

lad- Chicago, Rock Island & Pacific — Company Peoria Railway Terminal 

, on Cleveland, Cincinnati, Chicago & St. Louis Railway Toledo, Peoria & Western Railread 

the m pany 

es Peoria the Logical Traffic Transfer Point 

ea 

, of p i 

i eoria ~« Pekin Union Railway Company 
i Pid and hion Ww 

xed 





INQUIRIES SOLICITED Address E. F. Stock, Traffic Manager 





UNION STATION, PEORIA, ILL. 
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that portion of the shipment, and the mixed carload rate, under 
the provisions of Rule 10 on the portion of the shipment loaded 
in the second car. 


Tariff Interpretation—Conflicting Rates 

Missouri.—We have a question up with the carriers involv- 
ing application of oldest rate which, as you are aware, the Com- 
mission has ruled must apply when two rates are in effect in 
different tariffs; however, we seem to recollect that this same 
question is receiving consideration with the object in view of ob- 
taining the benefit of the lowest published rate under the same 
circumstances. 

If our understanding is correct and you have the informa- 
tion, will you kindly advise us what action is being taken in 
this respect. 

Answer: We know of no ruling of the Commission which 
has the effect of setting aside its findings in Vincennes Refining 
Company vs. Chicago & Eastern Illinois Railroad Company, 109 
I. C. C., 25, in which case the Commission said: 


We have uniformity that where conflicting rates between 
two points are named in different tariffs, the rate first established 
remains in effect and is the lawful rate until formally canceled. An 
examination of the tariffs discloses that the Lawrenceville rate was 
first established within the meaning of the rule on November 1, 
1912, whereas the Evansville rate was not thus established until 
May 23, 1918. 


Routing and Misrouting—Conflict Between Rate and Route 

Louisiana.—Question: We would like to get a ruling from 
you as to interpretation of Conference Ruling 474 of the Inter- 
state Commerce Commission. 

For example, of the L. & A. have a rate of 26 cents on re- 
fined oil published in their individual tariff from Shreveport to 
McComb, Miss., while the L. R. & N. have a rate of 25 cents on 
refined oil published in their individual tariff from Shreveport 
to McComb. If the L. & A. signs bill of lading with rate of 25 
cents inserted therein without calling our attention to the fact 
that their rate is 26 cents to McComb, would under Conference 
Ruling 474, the L. & A. be compelled to protect the rate of 25 
cents as published in L. R. & N. tariff from Shreveport to Mc- 
Comb, Miss., via L. & A. 

There seems to be some doubt as to the real meaning of 
Conference Ruling 474, and if you will kindly put me straight as 
to its real meaning, same will be appreciated. 

Answer: Under Conference Ruling No. 474-c, a carrier may 
not without incurring liability for misroute, execute a bill of 
lading which cannot be complied with or which contains con- 
tradictory provisions. This conference ruling further provides 
that were'a rate and route are both given, and the rate shown 
does not apply via the route specified, the carrier’s agent should 
obtain instructions from the shipper as to whether the rate or 
route designated in the bill of lading should be followed and 
that the carrier will be responsible for any damages resulting 
from the failure of its agent to do so. 

However, in McLean Lumber Co., vs. L. & N. R. Co., 22 I. 
C. C. 349, the Commission holds that Conference Ruling 214-(i), 
now 474 (c), has reference to a situation in which the initial 
carrier has a discretion or control in the matter of routing and 
that it is not necessary for the carrier to which the shipment is 
tendered to ascertain whether a competing line can handle the 
shipment at a less rate and in that event turn the shipment over 
to that line. 

The principle of the McLean case is, in our opinion, appli- 
cable to the facts set forth in your letter. 


Tariff Interpretation—Application of Rule 10 of the Classification 


New York —Question: Will you let us have your opinion, 
supported by any decision of the Interstate Commerce Commis- 
sion, or other decisions that would bear on the following? 

A carload shipment moving between two points governed 
by Official Classification was made up as follows: 53,000 pounds 
of an item taking fourth class 30,000 minimum carloads and 
third class less carload, and another item weighing 5,900 pounds 
classified R25 any quantity rating, no carload minimum. Would 
the fourth class rate be applicable to the entire contents of the 
car, or should the first item be assessed on the carload rate 
fourth class, and the second item on the R25 rate on the weight 
of that item? 


Answer: Section 1 of Rule 10 of Consolidated Freight 
Classification No. 4, reads as follows: “Except as otherwise 
provided, when a number of different articles, for which carload 
ratings or rates are provided, are shipped at one time by one 
consignor to one consignee and destination, in a carload (see 
Rule 14), they will be charged at the carload rate applicable to 
the highest classed or rated article, and the carload minimum 
weight will be the highest provided for any of the articles in 
the carload.” 

Inasmuch as the last clause of the above quoted provision 
of Rule 10 provides that the carload weight will be the highest 
provided for any of the articles in the carload, which presup- 
poses two or more articles having carload rates specified mini- 
mum weights, the provisions of this section of Rule 10 may not 
be applied on the shipment in question. Charges should there- 
fore, in our opinion, be based on the carload rate and actual 
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weight of the article rated fourth class and Rule 25 at actual 
weight on the other portion of the shipment. 
Routing and Misrouting 

New York.—Question: On March 19, 1926, our principa, 
made a shipment of foundry coke from Potter, Pa., to Mish, 
waka, Ind., and was billed by the carriers upon the authority g 
a mine card furnished by the shippers bearing routing vig y 
Y. C. The so-called mine cards are the shipping instructioy 
given on such shipments and a bill of lading is not executed yp. 
less for some reason it is especially desired. 

Our investigation develops that the joint through rate y 
$4.16 per net ton as published in Penna. AA I. C. C. No. 14 
applied for Grand Trunk Railway delivery, no joint through rate 
for N. Y. C. delivery, neither could Grand Trunk Railway effeg 
N. Y. C. delivery in switching service. The shipping instry. 
tions on this mine card were as stated and no rate was show 
thereon, but on July 21, 1926, or more than four months afte 
shipment moved, shippers secured from the carriers a signe 
bill of lading with a rate of $4.16 and route “N. Y. C.” inserta 
thereon. 

While we are aware of the liability placed upon the cy. 
riers, under Conference Ruling 474, when executing a bill of 
lading with rate shown therein that does not apply via the 
route appearing in the bill of lading, would appreciate an ¢. 
pression from you as to whether the mine card governs the 
shipment or the bill of lading that was issued four months afte 
the shipment with rate and routing shown, and could the cy. 
riers be held liable in committing themselves by the issuing of 
this bill of lading, in so far as the rate is concerned, when such 
rate did not appear in the original mine card that was used ip 
the billing of shipment. 

Answer: The liability of a carrier as common carrier be 
gins with the actual delivery of the goods for transportation, 
and not merely with the formal execution of a receipt or a bill 
of lading; the issuance of a bill of lading is not necessary ty 
complete delivery and acceptance, the Carmack Amendment re 
quiring a carrier to issue a bill of lading for goods shipped dog 
not effect the operation of this rule; it is no where said in such 
statute that the carrier’s liability will not attach until the bil 
of lading has been issued. 

In the instant case delivery was made to the carrier of the 
shipment and the shipment was forwarded in accordance with 
instructions contained in the mine card furnished by the shipper, 
which bore routing instructions via N. Y. C. railroad. 

While an oral agreement is merged in the written contrac 
of the parties, in the instant case the mine card was in effect 
a written contract, a part of which was the routing instructions 
shown therein by the shipper. The shipment having moved in 
accordance with the directions shown on the mine card which 
specified no rate, it is our opinion that the subsequently issued 
formal bill of lading, in which was shown a rate as well as the 
route shown in the mine card, does not impose liability upon the 
carrier for misroute, the contract of the parties as evidenced by 
the mine card having been executed prior to the issuance of the 
formal bill of lading. 


While we can locate no case in point, see the opinion of the 
Commission in Reconsignment and Diversion Rules, 58 I. C. ¢. 
568, on page 582 of which the Commission said: 


In connection with banana shipments from New Orleans it ap- 
pears that it has become the practice of the carriers to car bil 
these shipments from shipside to Mounds, IIl., where the bills of 
lading are first issued. The question was raised in connection with 
such practice whether or not the shipping instructions given while 
the shipments are moving en route to Mounds and before the bill 
of lading are issued would be a reconsignment. This practice is fo 
the carriers’ convenience and is made necessary, it is stated, by re: 
son of the congestion of the shipside tracks of the carriers that would 
otherwise result if the cars were held until bills of lading could be 
issued. The bananas are unloaded from the ships directly into the 
cars and often-times the cargo of one ship will be the equivalent of 
several trains. Without passing upon the legality of this practice 
but to make clear the effect thereof with respect to the reconsigt 
ment rules under consideration, we hold that such shipping instruc 
tions given before the billing is issued and while the car is in move 
ment to Mounds or any other hold point is a reconsignment within th 
terms of these rules. 


Tariff Interpretation—Marking L. C. L. Perishables Shippei 
Under Refrigeration 


North Carolina—Question: I notice in your issue of Ma 
14, and answer relative to marking of perishable freight in les 
than carload quantity when the weight of the shipment is 15,000 
pounds. 

I have reference to a shipment of tomatoes moving from 
Plant City, Fla., to Durham, N. C., under standard ventilatiol, 
which consisted of 15,000 pounds even. The shipment was 
originally charged for on the less than carload basis but in abotl 
90 days the auditor of the line issued a correction placing salé 
upon a carload basis. 

Although I have handled the matter with the shippers ! 
have not yet secured a statement as to whether this shipmel! 
was marked or not and although I have read the rule to whi 
you refer in your magazine I am unable to locate any rule which 
would permit the movement without marking. 

Answer: As to shipments which are governed by the PI 
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TWICE AROUND 
THE CLOCK— 
OR LESS! 


To Many of Your Important Shipping Points 


That’s TRACTION Service 


Specify Traction Routing 


Between 


COLUMBUS, OHIO 


and 


5000 Miles of Electric Railway 
Territory in Ohio-Indiana- Michigan 


Overnight Service 


Springfield, Dayton, Lima, Toledo, Ft. Wayne, 
Indianapolis, Newark, Zanesville, Urbana, 
Bellefontaine, London. 


2nd Day 


Cincinnati, Hamilton, Middletown, Sandusky, 

Findlay, Fostoria, Norwalk, Troy, Piqua, Muncie, 

Richmond, Connorsville, Anderson, Crawfordsville, 

New Castle, Logansport, Martinsville, Detroit, 
Monroe, Wyandotte. 


3rd Day 


Terre Haute, Lafayette, Warsaw, South Bend, 
Kendallville, Waterloo, Seymour, Louisville. 
Jackson, Lansing, Battle Creek, Kalamazoo, 

Grand Rapids, Muskegon. 


The “IC&E” and “Southern Ohio” 


Traction Lines 


W. R. HUFFER, Traffic Manager 
201 Interurban Terminal Bldg., Columbus, Ohio 
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VISUALIZED 
DEMURRAGE 
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Old and current demurrage claims set- 
tled promptly. 


Our Patented Graphic Charts satisfy 
shipper and railroads. 


We settle claims out of court. 


Our basically patented system shows the 
true situation on each track daily. It 
automatically and graphically shows 
run-arounds, bunching and switching | 
delays. 


Write us your demurrage troubles and 
we will advise you our recommendations 
without charge. 


We. make no charge for our services 
until a settlement is reached. 


Our charges are based on the amount of 
the claims in dispute and then we charge 
a commission on the amount collected or 
adjusted. 


We also install our system so industries 
can keep their own visual demurrage 
records. 


Our system saves Money, Time and 
Worry. 


se Se lM 8M lle 


THE ROSS DEMURRAGE BUREAU, INC, 


17 Battery Place New York, N. Y. 
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visions of Rules 600 and 630 of Agent Dearborn’s I. C. C. No. 2, 
it is not necessary under the provisions of paragraph (b) of 
Rule 630 that such shipments be marked in accordance with 
the requirements of the Consolidated Classification. This par- 
agraph of Rule 630 reads as follows: 


On shipments moving from one consignor at one point of origin 
to one consignee at one destination, transported under provisions of 
this rule, the requirements of the Consolidated Classification with 
respect to marking less than carload shipments will be waived. 


The shipment to which you refer does come within the 
provisions of Section 6 of Agent Dearborn’s I. C. C. No. 2, in 
which section Rules 600 and 630 are included. 

Routing and Misrouting—Conflict Between Marks on Package 
and Address on Bill of Lading 

New York.—Question: We made a less carload shipment 
consigned to a party at point “A” and through error shipping 
tags attached to the shipment were made out to point “B.” This 
shipment was loaded under shippers load and count in car with 
other less carload shipments at our plant. 

Our bill of lading was made out correctly to point “A” and 
shipment was billed correctly by carrier, but when shipment ar- 
rived at break-bulk point, same was forwarded to point “B” ac- 
cording to tags attached to the shipment, which was the wrong 
destination. 

We were, therefore, compelled to reforward the shipment 
to point “A” the right destination, and were forced to pay 
freight charges from point of origin to point “B” and from point 
“B” to point “A,” -which resulted in considerable overcharges. 

Will you kindly advise if we can hold carrier liable for these 
overcharges, inasmuch as shipment was forwarded from break- 
bulk point to point “B,” which was the wrong destination, with- 
out any billing. 


We would appreciate, if you would cite us any decisions, 
which have been made in cases similar to the one outlined above. 
Answer: In Conference Ruling 433, the Commission said: 


Besides being expressly so provided in the rules of all freight 
classifications, it is on broad general grounds the duty of a shipper 
to correctly mark packages of less-than-carload freight intended for 
transportation, and when so marked the carrier is held to a strict 
responsibility for their safe delivery at destination. 

A package of merchandise was addressed by a shipper to Lake 
City, Fla., instead of Lake City, S. C. Held, that the shipper making 
the error must bear the burden of the resulting freight charges, 
and the fact that the correct address was noted on the bill of lading 
is not material. Parlin & Orendorff Plow Co. vs. United States Ex- 
press Co., 26 I. C. C. 561, reaffirmed. (See ruling 237 and 248; also 
American Agricultural Chemical Co. vs. B. & O. R. R. Co., 28 I. C. C 
401 


See also C. S. Brackett Co. v. G. N. Express Co., 20 I. C. C. 
667. 
Under the above ruling and the cases cited, so far as the 
matter of freight charges is concerned, the Interstate Commerce 
Commission holds that the marks on the package, and not the 
address shown in the bill of lading, determines where the ship- 
ment is to be transported. 

See also our answer to “Iowa” on page 1440 of the Dec. 12, 
1925, Traffic World, under the above caption. ° 


Damages—Measure of—Where Part of Released Value Shipment 
Is Lost or Damaged 


New York.—Question: Kindly let us have your opinion as 
to the proper basis of settlement in the following case. 

We refer to a shipment of silk on spools consisting of two 
cases, total weight 350 pounds moving in freight service. At 
the bottom of the uniform bill of lading, the shipper wrote the 
value at 50 cents per pound. During transit, one of the cases 
was destroyed by fire, case containing 44 pounds of silk at $7 
per pound or $308 and 701 bobbins at $45 per M, $31.55 or a 
total value of $339.55. The railroad has offered $22 in settle- 
ment based upon 50 cents per pound for the 44 pounds of silk 
destroyed. 

You are doubtless familiar with the Consolidated Classifica- 
tion which provides two rates on silk, the value not to exceed 
$1 per pound in one classification and value exceeding $1 per 
pound in another classification. As the freight charges are 
based upon the total weight of the shipment and the value stated 
at 50 cents per pound and not 50 cents per pound per case, we be- 
lieve we are entitled to recovér $175. Please let us have the 
benefit of your views. 

Answer: There are two lines of decisions with respect to 
the amount which can be recovered for partial loss or damage 
to a part of a shipment which has been released to a stated 
valuation. Under one line of these decisions it is held that a 
shipper may recover the real value of the property lost, not ex- 
ceeding the limit of liability stipulated in the contract of ship- 
ment. Decisions of this nature are Cent. of Ga. R. Co. v Broda, 
67 So. 437 (Ala.); Davis v. Wabash R. Co., 99 S. W. 17; Buffing- 
ton v. Wabash R. Co. 94 S. W. 991; Viscanaka v. Sou. Express Co., 
75 8. E. 962 (S. C.); Winslow v. A. C. L., 60 S. E. 709; Carlton 
v. N. Y. C. & H. R., 117 N. Y. S. 1021 (affirmed 121 N. Y. S. 997); 
Heugelet v. Warfield, 65 S. EB. 985 (S. C.); Candee v. D. L. & W., 
109 Alt. 202 (N. J.), (certiorari denied 40 Sup. Ct. 584; Nelson 
v. Ga. No. R. Co., 72 S. W. 642 (Mont.); R. Co. v. Priddy, 115 N. 
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E. 266 (Ind.); Baird v. R. Co., 162 Pac. 79 (Utah); Dee v, § p 
L. A. & S. L. R. Co., 167 Pac. 246; Washington Horse Exchang 
v. Wilwon, 176 S. W. 1036. 

Under these decisions you would not, in the instant cay 
be limited to a proportionate amount of the value to which ty, 
shipment was released, but could recover the actual value y 
the goods damaged, but not to exceed the released value of th, 
entire shipment. 


There are. however, decisions which hold directly to ty 
contrary. Under such decisions recovery for loss of or damage 
to part of a shipment released to a stated value is limited to, 
proportionate amount of the released value of the shipmex 
Decision which so hold are Western Transit Co. v. Leslie & (), 
242 U. S. 448; Shelton v. Canadian Northern Railroad Co., 14 
Fed 153; Fielder v. Adams Express Co., 71 S. E. 99; Unite 
Lead Co. v. Lehigh Valley: R. Co., 141 N. Y. S. 310; affirmed 1(y 
N. E. 1094; Stratton v. C. M. & St. P., 168 N. W. 757; Frank y. 
Mich. Cent., 154 N. Y. S. 701. 


In this connection see paragraph (b) of Rule 9 of Official 
Express Classification No. 30, which states that in case of pa. 
tial loss or damage an express company will be liable for the 
actual value of the goods lost or damaged up to, but not exceei. 
ing the total value declared at the time of shipment. 
Routing and Misrouting—Liability of Carrier Where a Carrier; 


Agent Inserts Rate Which Does not Apply Via 
Route Specified by Shipper 


Delaware.—Question: Please see your reply to “Delaware, 
on page 1092 of April 23, 1927, Traffic World, and “Alabama's” 
question on page 1282 of the May 14 issue. 

It is very evident from your answer to “Delaware” thai 
you did not get the real meaning of the question as “Alabama” 
did. It is not a question of misrouting by carrier, and shipper 
was damaged to the extent of the difference between the legal 
rate via Junction “D”’ and combination of-locals via Junction 
“C.” The carrier inserted a rate on bill of lading routed by 
shipper via Junction “C,” which rate applied via Junction “D,” 
As Alabama stated, in view of the fact that carrier inserted 
rate in bill of lading which did not apply via route as shown o 
bill of lading, such action on the part of the carrier is in viola 
tion of Conference Ruling 474-C. 


We would appreciate your reviewing “Delaware’s” quetsion 

Answer: While the action of the carrier in placing a rate 
in the bill of lading which is not applicable via the route speci: 
fied by the shipper therein results in a conflict between the rate 
and the route, it is to be observed that Conference Ruling 474( 
is applicable when a rate and route are both given by the 
shipper in the shipping instruction and the rate given does not 
apply via the route designated, in which event it is the duty of 
the carriers’ agent to ascertain from the shipper whether the 


rate or the route given in the shipping instructions shall be fol- 
lowed. 


Conference Ruling 474-C further states that a carrier will be 
held responsible for any damage which may result from the fail 
ure of its agent to follow this course. However, as stated i 
our answer to “Alabama” on page 1282 of the May 14, 192), 
Traffic World, the shipper was not damaged by the carrier’s it 
sertion of the rate in the bill of lading, which rate did not ap 
ply via the route designated by the shipper. 


NEW ROLLING STOCK 


The railroads of the United States in the first four months 
in 1927 installed 22,066 freight cars in service, according to rt 
ports filed by the carriers with the car service division of the 
American Railway Association. This was a decrease of 9,91! 
cars compared with the number placed in service in the cor 
responding period in 1926, while it also was a decrease of 35,6 
cars compared with the number installed in the corresponding 
period in 1925. Of the total number placed in service in the 
first four months this year, the railroads installed in the mont) 
of April, 3,056 coal cars, 2,156 box cars and 166 refrigerator cal’. 

The railroads on May 1 this year had 26,675 freight cals 
en order, compared with 48,762 on the same date last year ané 
43,301 on the same date in 1925. 


Locomotives placed in service in the first four months 0 
1927 totaled 634, of which 187 were installed in April. In thé 
first four months last year, the railroads placed in service 15! 
locomotives and in the corresponding period in 1925, 601 wer 
installed. Locomotives on order on May 1 this year numbere( 
217, compared with 654 on May 1 last year and 340 on the sam¢ 
date two years ago. 

These figures as to freight cars and locomotives include ne¥ 
and leased equipment. 


FIREMEN’S WAGE CASE 


The board of arbitration selected to pass on the wage sd 
mands of firemen employed by southeastern railroads conclud 
the hearing of testimony and argument June 1. A decisi. 
under the arbitration agreement, is to be made before June 26. 
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“WATCHING” 
SERVICE. 


Rendering traffic service to industry, large and small, for 
the last twenty years and producing a publication recog- 
nized as the authority on traffic matters in the United 
States, the Traffic Service Corporation long since arrived 
at the point where it stands alone as a dispenser of correct, 
intelligent, and prompt traffic service. 
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Watching for happenings in Washington vital to the interests 
of our clients, making ourselves théir eyes and ears, so to 
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Scores of the most prominent traffic managers are finding 
this service indispensable. If you have to do with traffic 
you need it. Write for particulars to— 


The Traffic Service Corporation 


Service Department 
310 Mills Building Washington, D. C. 
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Personal Notes 
on — ee’ 

H. G. Brown, formerly assistant traffic manager, Libpy, 
McNeill and Libby, has been made traffic manager of the Illinois 
Brick Company, succeeding W. R. Allison, who becomes secre- 
tary and treasurer. 

Edwyn T. Bowen has been appointed freight service agent, 
Central of Georgia, at Cincinnati, succeeding J. M. Grubbs, who 
died. 

S. L. Porter has been appointed auditor, on staff of comp- 
troller, C. B. & Q. H.C. Holzbach has been appointed auditor 
of freight accounts, succeeding Mr. Porter. R. C. Smith has 
been appointed assistant auditor of freight accounts. 

F. M. Keane has been appointed assistant coal freight agent, 
B. & O., at Pittsburgh. 

Herbert M. Rives has been appointed traffic manager, Val- 
entine and Company, New York. 

R. A. Flynn has been appointed assistant to freight traffic 
manager, New York, New Haven and Hartford and the New 
England Steamship Company, at New Haven. W. J. Landon has 
been appointed assistant general freight agent and commerce 
assistant, New York, New Haven and Hartford, at New Haven. 

Charles Thorburn has been appointed traffic manager of 
the Muscle Shoals, Birmingham & Pensacola, a Frisco subsid- 
iary, succeeding Gordon L. Oliver, who has been promoted to 
traffic manager of the Frisco’s Texas Lines, with headquarters 
at Fort Worth. Mr. Thorburn will have headquarters at Pen- 
sacola. Mr. Oliver succeeds W. C. Preston, resigned. 

Because of the increasing traffic and growing interest in the 
Dominion, the Canadian National has opened a Washington 
office. “The Washington office will be more than a ticket office,” 
said H. H. Melanson, general passenger traffic manager. “It will 
also serve as an information bureau on Dominion subjects.” 
George L. Bryson, for many years in the service of the company, 
is in charge of the office as district passenger agent, reporting 
to Frank Young, general eastern passenger agent at New York. 
In addition to the District of Columbia, the Washington office 
will cover Maryland, Virginia, Florida, and part of Georgia. 

Mr. and Mrs. Frank Lyon held a reception at their Virginia 
country estate near Washington June 1 in celebration of Mr. 
Lyon’s fortieth anniversary of the date on which he was em- 
ployed by the Commission. Mr. Lyon was with the Commission 
a number of years before he engaged in commerce law practice. 
Members of the Commission and Commission employes were 
guests. 

The Trunk Line Association announces that Harry Wilson 
is appointed chairman, freight traffic managers’ committee; L. 
H. Kentfield will continue as member of the auxiliary committee, 
with such special assignments as may be announced; W. R. 
Askew will succeed Mr. Wilson as chairman, general freight 
committee; Ralph D. Tilt is appointed a member of the auxiliary 
committee; W. S. Curlett, assistant to the chairman, will also 
have charge of the Trunk Line Freight Tariff Bureau, succeeding 
Mr. Wilson as tariff publishing agent; Paul O. Garte is appointed 
chairman of the fourth section committee, succeeding C. I. 
Johnson, resigned. 


DOINGS OF THE TRAFFIC CLUBS 


The Worcester Traffic Association held an “Aviation Night” 
dinner at the Bancroft Hotel May 23. Major Ira Longanecker, 
of Boston, commanding officer of the First Corps of Aeronautics, 
told of the activities of that organization. M. Whittin Whittall, 
chairman of the Chamber of Commerce airport committee and 
a member of the Worcester Airport Corporation, spoke on the 
airport now under construction. He also told of the plans of 
the corporation looking to accomplishments hh commercial air 
transportation. Captain James C. Fair, district manager of the 
New England Telephone and Telegraph Company, spoke on the 
“History of Aviation,” illustrating his talk with films obtained 
from the War Department at Washington. 


The Traffic Club of the Rochester Chamber of Commerce 
will hold its “Eighth Annual Outing” at Spring Brook Inn (New 
York State Fish Hatcheries grounds), Caledonia, New York, 
June 23. Sports and entertainment will be provided for the 
afternoon and a fish and chicken dinner will be served in the 
evening. Automobiles will leave the Chamber of Commerce at 
1:15 P. M. 





The item printed under “Doings of the Traffic Clubs” in the 
Traffic World of May 28 concerning the Traffic Club of Harlem 
was the result of a hoax. The item was printed as a result of 
information received through customary channels. 





The Women’s Traffic Club of Los Angeles held its second 
annual banquet at the Elks Club May 25. Dr. F. May Morse, 
professor of merchandising, University of Southern California, 





Vol. XXXIX, No, 3 


was the principal speaker. There was a program of music. Ap 
overnight case was presented to Miss Emma Kentz, of the Union 
Pacific, retiring president of the club, in appreciation of her 
services. 





The Traffic Club of Tulsa will hold its annual picnic at the 
Sand Springs Amusement Park, June 29, followed June 30 by a 
golf tournament at the Oakhurst Country Club. A chicken dip. 
ner will be served at the picnic, games will be played, and there 
will be a number of speakers. Traffic clubs in the surrounding 
territory are being notified and invited to attend. 





Thornton Chase Burwell, president of the Associated Traffic 
Clubs of America, was born in the country. His early life was 
spent on the family farm in Illinois, but when he was old enough 
to select his life work he turned toward the city and railroading, 
He held several clerical positions with the Wabash before De. 
cember, 1917, when he went to the A. E. Staley Manufacturing 
Company, of Decatur, Ill., as chief clerk to the traffic manager, 
and he held that position until 1921, when the traffic manager 
left. Then Mr. Burwell was appointed to that position and 
still holds it. That his company values his capabilities was 





T. C. BURWELL 


demonstrated about two years ago, when he was elected second 
vice-president, and a year ago was eletced a member of the 
board of directors of both the U. S. and the London corpora- 
tions. He has been active in the affairs of the Transportation 
Club of Decatur, which, largely through his efforts, is widely 
known for its activities. He is also prominent in the work of 
his church, especially among the young people. In fact, his 
church is about the only thing, aside from a business appoint- 
ment, can keep him away from his beloved golf. He is married 
and has two small sons. 





The Knoxville Traffic Club held a meeting at the Y. W. C. A. 
May 25. The delegates to the annual meeting of the Associated 
Traffic Clubs of America made their reports. 





Sir Henry and Lady Thornton were guests at the second 
annual dinner of the Canadian National Railways Recreation 
Club held at the Chateau Laurier May 26. In response to 4 
toast to him by M. Grattan O’Leary, editor of the Ottawa Jour 
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ing Rate Committee filing and referring to freight and passenger tariffs 
by Traffic Managers and Chiefs of Tariff Bureaus. 
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is the first public notice the carriers 
give of their intention to consider 
rate changes. The shipper who 
keeps a careful watch on the dockets 
of all the carriers’ committees al- 
ways knows the exact situation with 
regard to his rates and those of his 
competitor. 





-These tariff files come in sections, as illustrated, 
which are designed, constructed and finished to 
harmonize with the best makes of office furniture. 
Additional sections can be added to meet your 
future requirements. 

When he sees a rate in which he oe a eee ee 
is interested mentioned in one of 


these dockets, as published in 


The Traffic Bulletin 


he knows he still has time to let 
the committee have his views in 
the matter, and he expresses 
them, either for or against the 
proposal. 
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nal, Sir Henry paid a tribute to the employes of the system and 
the spirit which, as he said, was responsible in a great measure 
for its success and progress. 





The Transportation Club of Saint Paul held a meeting at 
the Saint Paul Hotel May 31. Oscar Hallam, former associate 
justice, Supreme Court of Minnesota, spoke on “Crime Legis- 
lation.” 





The Los Angeles Transportation Club held an “open forum” 
meeting at the Builders’ Exchange Building June 1. A mock 
Commission hearing was held. 





Cc. S. Connolly, general traffic manager, Albers Brothers 
Milling Company, has succeeded Irving F. Lyons, assistant 
traffic director, California Packing Corporation, as a director of 
the Pacific Traffic Association. 





The Joplin Traffic Club has applied for membership in the 
Associated Traffic Clubs of America. The application will be 
passed on by the board by a mail vote. 





The Miami Valley Traffic Club has ratified the resolution 
pertaining to industrial waste adopted at the annual meeting of 
the Associated Traffic Clubs of America at Memphis. 





The Cincinnati Traffic Club will hold its fourth annual out- 
ing at the Pines Country Club July 21. Golf will be played on 
the Western Hills Ceuntry Club course. Al. J. Oesterman, traf- 
fic manager, American Laundry Machine Company, has been 
elected to the governing board to fill the vacancy occasioned by 
the resignation of E. S. Van Tassell, who is leaving the city. 





Education is the great instrument for achieving success, 
but that success can be complete only when education is intel- 
lectual and spiritual as well as technical and when it is coupled 
with practical experience, said Mrs. W. W. Remington, of Min- 
neapolis, to about 500 attending the “Education Day” luncheon 
of the Twin City Women’s Traffic Club and the Traffic Club of 
Minneapolis at the Nicollet Hotel May 26. The program was 
arranged by the women’s club. The importance of women’s 
work in transportation and traffic, and other lines of business, 
was stressed by G. R. Martin, president of the traffic club. Mrs. 
Mynoma DeGroff, president of the women’s traffic club, told of 
the educational program mapped out at the annual meeting of 
the Associated Traffic Clubs of America, held at Memphis. (See 
Traffic World, May 28.) 





The Traffic Club of New Orleans held a business luncheon 
at the Hotel Roosevelt May 31. Proposed changes in the by- 
laws and constitution were considered. The 1927 year book will 
be issued in the near future. 





The Traffic Club of San Diego has elected the following 
officers: President, J. B. A. Brennan, Klauber Wangenheim 
Company; vice-president, George Meredith, Norton Lilly Com- 
pany; secretary, Gus F. Reil, American Express Travel Depart- 
ment; treasurer, P. A. W. Boyle, Holzwassers, Inc.; board of 
control: Knute Rinde, Benson Lumber Company; B. Edgerton, 
Zellerback Paper Company; M. De Rocco, San Diego Macaroni 
Company; E. L. Bertaud, Williams Steamship Company; and 
J. E. Boggeln. 





The Traffic Club of Wichita held a luncheon at the Wichita 
Club June 2. Richard Dold, who was a student on the Steam- 
ship Ryndam on its recently completed round the world “Uni- 
versity Afloat” voyage, addressed the club. A meeting will be 
held at the Broadview Hotel the evening of June 15. The Trans- 
Missouri-Kansas Shippers’ Advisory Board will meet in Wichita 
that day and the members will be invited to the meeting. Henry 
J. Allen will be the principal speaker. 





The Transportation Club of Decatur will hold a meeting at 
the Hotel Orlando June 8. D. W. Snyder, vice-president of the 
Illinois Traction System, Springfield, Ill., will speak. Golf will 
be played at the Sunny Side course. 





The Traffic Club of Minneapolis held a luncheon at the 
Nicollet Hotel June 2. A. G. Anderson, vice-president of the 
Buzza Company, recently returned from three months in China, 
told of some of his experiences. 





The Toledo Transportation Club held a meeting at its club 
room June 1. The annual picnic will be held at Put-in-Bay 
June 21. 





The following “Members” ticket has been presented to the 
Traffic Club of Pittsburgh to be voted on at the annual meeting 
June 13. President, A. R. Kennedy, traffic manager, Pittsburgh 
Steel Company; first vice-president, Charles Donley, traffic 
counselor; second vice-president, J. F. Patterson, general su- 
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perintendent, Eastern Ohio division, Pennsylvania; third vice. 
president, C. C. Dailey, general agent, Lehigh Valley; secretary 
Almer H. Orr, commercial agent, Atlantic Coast Line; treasurer, 
S. B. Duff, assistant to traffic manager, National Tube Company: 
board of governors: George E. Campbell, auditor and genera] 
freight agent, Union Railroad; D. O. Moore, traffic manager 
Chamber of Commerce; C. P. Schrecongost, traffic manager. 
Hillman Coal & Coke Company; N. D. Carpenter, traffic man. 
ager, West Leechburgh Steel Company; and M. D. Perry, traffic 
manager, Pittsburgh Screw & Bolt Company. This is the see. 
ond ticket presented and it is expected the election will be 
hotly contested. 





The Traffic Club of Chicago will make a terminal inspection 
trip of the Chicago and Western Indiana, the Belt Railway Com. 
pany of Chicago, and the Pullman Railroad, June 8. 





Over 100 guests and members of the Junior Traffic Club of 
Chicago attended the semi-annual dinner at the Chicago Traffic 
Club rooms at the Palmer House, Thursday evening, June 2. It 
was “Illinois Central Night” and W. Haywood, general freight 
agent of the Illinois Central, addressed the meeting on “Freight 
Traffic Solicitation.” E. G. Borton, director of advertising, La. 
Salle Extension University, spoke on “Getting Ahead in Traffic.” 





The Traffic Club of Detroit will have a bridge tea for the 
ladies at the Statler Hotel, Thursday afternoon, June 9, in 
charge of a ladies’ committee, as follows: Mrs. J. H. Myler 
chairman, Mrs. Henry Shearer, Mrs. Arthur Maedel, Mrs. George 
Barnes, Mrs. J. W. Brady, Mrs. Gordon O’Day, Mrs. J. W. Hill 
Mrs. K. A. Moore, Mrs. N. D. Hoke, Mrs. W. 8. Crowl. 





The Traffic Club of Cleveland will hold its annual outing 
and election of officers at Congress Lake, O., June 23. A special 
train will be furnished by the Wheeling & Lake Erie, leaving 
the Ontario Street Station at 10:30 a. m. and stopping at the 
93d Street Station. Luncheon and dinner will be served at the 
club house. J. E. Anderson, assistant general freight agent of 
the Big Four, is on the ballot, unopposed, for president. 





The Traffic Club of Newark will hold its monthly meeting 
at the Chamber of Commerce Building June 6. J. M. Fitzgerald, 
former president of the Western Maryland, will be the speaker. 


A golf outing will be held at the Essex Fells Country Club 
June 14. 





“Crime” was the subject under discussion at a luncheon of 
the Traffic Club of Chicago June 3. The speaker was Harry B. 
Chamberlain, operating director of the Chicago Crime Commis- 
sion. Michael J. Hughes, superintendent of police, was a guest 
and spoke briefly. 


PACIFIC N. W. ADVISORY BOARD 


The sixth regular meeting of the Pacific Northwest Advisory 
Board will be held at the Davenport Hotel, Spokane, Wash., 
June 9. The thirty-seven commodity committees will estimate 
the activity in their respective industries for the next three 
months and the railroads and private car lines will make their 
reports. The executive committee, agricultural council, fresh 
fruit, grain, and other agricultural committees will hold pre 
liminary meetings June 8. 


SOUTHEAST ADVISORY BOARD 


The eighteenth regular meeting of the Southeast Shippers’ 
Advisory Board will be held at the Battle House, Mobile, Ala. 
June 10. A report of the general transportation situation will 
be made by W. C. Kendall, American Railway Association, Wash- 
ington; R. W. Edwards, district manager, American Railway 
Association, will report on the transportation situation in the 
territory of the board; an address will be made by John T. 
Cochrane, president of the A. T. & N., and Harry T. Hartwell, 
mayor of Mobile, will deliver an address of welcome. The com- 
modity committees will make reports estimating the business 
activity in the various lines of industry for the third quarter 
of the year, and the condition of the various lines will be detailed 
in the railroad reports. 


NEW ENGLAND ADVISORY BOARD 

The sixth regular and second annual meeting of the New 
England Shippers’ Advisory Board will be held at the Carpenter 
Hotel Manchester, N. H., June 10. The program will include 
commodity committee reports estimating the activity in the 
various industries the next three months and their car require 
ments, railroad reports, and the election of officers. 
Gormley, chairman of the car service division of the Americal 
Railway Association, will survey general transportation condi- 
tions. Mayor Arthur E. Moreau will deliver an address of wel 
come. On the preceding day, June 9, the executive committee 
and the railroad contact committee will hold meetings. A bal 
quet will be given to advisory board members by the Manchester 
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THE INLAND WATERWAYS CORPORATION 


The Secretary of War, Governor Major General T. Q. Ashburn, Chairman of the Board 


Operating the 
Mississippi-Warrior Service 
FEDERAL BARGE LINE 


FLOOD CONDITIONS 


Cause No Interruption in Service 


Throughout the unprecedented high stages of water, the Federal Barge 
Line has adhered faithfully to its advertised schedules. 








Naturally, downstream traffic has been generally expedited, and not- 
withstanding extraordinary currents in the Mississippi River, upstream 
service is normal. 


Press despatches seem to have conveyed alarming reports, indicating 
interference to river transportation, and while the Mississippi-Warrior 
Service has voluntarily placed a portion of its fleet in Red Cross refugee 
service, the management desires to reassure the shipping public that Reg- 
ular Tows and Express Barge schedules will continue to be maintained as 


usual. 


Your competitors are using the Barge line increasingly and with grow- 


ing satisfaction. 


All inquiries are promptly and courteously answered. 


You can address the nearest representative. 


New Orleans, La., 
200 Board of Trade Bldg., 
J. W. Mooney, Asst. to T. M. 


Birmingham, Ala., 
822 Brown Marx Bldg., 
N. W. Guice, General Agt. 


Chicago, IIL, 
510 ‘Austin Bldg., 
Willis Warren, General Agt. 


Cincinnati, Ohio, 
307 6 oom Building, 


F. Johnson, Commercial Agt. 


Dallas, Texas, 
2615 S. Ewing St., 
L. W. Carson, Tray. Frt. Agt. 


Chicago, IIl., 
510 Austin Bldg., 
H. E. Ruddiman, Asst. to T. M. 
Houston, Texas, 
2601 Isabella St., 
J. H. Golden, Commercial Agt. 
Los Angeles, Calif., 
807 Pacific Electric Bldg., 
C. G. Krueger, Commercial Agt. 
Memphis, Tenn 
1224 Cotton Exchange Bldg., 
C. E. Becker, General Agt. 
Minneapolis, Minn., 
523 Marquette Avenue, 


Spencer Gibons, Asst. Gen. Frt. Agt. 


Mobile, Ala., 
315 Van Antwerpt Blidg., 
. Wilson, Commercial Agt. 


New Orleans, La. 
320 Custom House, 
W. M. Hough, G. F. A. 


New Orleans, La., 
200 Board of Trade Bldg., 
L. I. Bourgeois, General Agt. 


Saint Louis, Mo., 
244 Customhouse, 
F. C. Reilly, Asst. to T. M. 


Saint Paul, Minn., 
1417 Pioneer Bldg. 
Elmer H. fm 4 General Agt. 


San Francisco, Calif., 
415 Customhouse, 
B. Esty, Pac. Coast Rep. 
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Chamber of Commerce the night of May 9. Governor Spaulding, 
of New Hampshire, George Hannauer, president of the Boston 
& Maine, and mayors of many New Hampshire cities will be 
among the guests. 


DETROIT SHIPPERS’ CONFERENCE : 


The twelve committees of the Detroit District Shippers’ Con- 
ference reported on their activities in the year and a half since 
its organization, at a dinner meeting in the Detroit-Leland Hotel, 
Wednesday, June 1. Executives and heads of departments of 
Detroit transportation companies were invited and about forty 
were in attendance, in addition to eighty traffic representatives 
of Detroit industries. The committees have held seventy-five 
meetings, twenty-five of them joint conferences with carrier 
groups. Eight general meetings had been held previous to this 
gathering, but this was the first in which all the transportation 
companies participated. 

In addition to the reports of the committee chairmen, W. C. 
Cowling, traffic director of the Ford Motor Company and chair- 
man of the traffic-transportation committee of the board of com- 
merce, and Harvey J. Campbell, vice-president-secretary of the 
board of commerce, in brief talks, emphasized the cooperative 
procedure of the organization in dealing with the transportation 
problems of Detroit. L. G. Macomber, director of the board of 
commerce traffic-transportation department, urged the trans- 
portation companies to set up groups in their organizations that 
might be called on to confer with the shippers’ committees. 

The carriers, throngh Henry Shearer, vice-president-general 
manager of the Michigan Central, C. M. Booth, freight traffic 
manager of the Pere Marquette, W. H. Spicer, assistant general 
freight agent of the Grand Trunk Railway, S. T. Stackpole, general 
freight agent of the Pennsylvania Lines, and George Wright, 
assistant superintendent of the Detroit and Cleveland Navigation 
Company, expressed appreciation of the organization contact 
that is afforded with the shippers through the conference groups 
and pledged their cooperation in future activities. 

C. A. Sullivan, traffic director of Fisher Body Corporation 
and president of the Shippers’ Conference, presided. 


OVERSEAS FREIGHT RATES 
The Traffic World New York Bureau 


The full cargo markets have been unusually dull the last 
week, caused in part by the holiday here, in part by the rise 
in the price of grain, which has restricted buying abroad, and 
also by the usual seasonal dullness. Cables from London indi- 
cate a full supply of vessels for near-by and future loading. 
Despite the surplus of tonnage, however, rates have held fairly 
firm and owners have shown no disposition to lower their figures 
to attract business. It is apparent that they are confident the 
existing slump will soon give way to more active business. 

Among the fixtures of the week have been vessels for grain 
at 18 cents per 100 pounds from New York to the Mediterranean, 
144% cents from Montreal to Antwerp-Rotterdam; coal, $3 to 
$3.10 from Hampton Roads to Italy. Current figures for June 
loading from Montreal are 3s 3d to the United Kingdom, 14%- 
15 cents to Antwerp-Rotterdam, 15%4-16 cents to Hamburg-Bre- 
men, 18% cents to Mediterranean; rates for July and August 
from the Gulf are 4s 144d to the United Kingdom, 18 cents to 
Antwerp-Rotterdam, 19 cents to Hamburg-Bremen, and 22 cents 
to the Mediterranean. 


The following changes in conference tariffs are announced: 


Trans-Atlantic—Great Britain and Ireland. Changes: The rate on 
glucose to London, Liverpool and Manchester from June 1 to Aug. 31, 
inclusive, will be 25 cents; same Sept. 1 to Sept. 30, inclusive, 30 cents; 
same to Glasgow, June 1 to Aug. 31, inclusive, 27 cents; same to 
Glasgow during Sept., 32 cents. Glucose to Belfast, Dublin, Cork, 
Hull, Newcastle, Leith, Bristol, Cardiff and Avonmouth will be from 
June 1 until Aug. 31, inclusive, 28 cents, and during the month of 
Sept. 33 cents. Glucose to Aberdeen and Dundee from June 1 until 
Aug. 31, 29 cents, same during month of Sept., 34 cents. The rate 
on glucose to Southampton from June 1 to Aug. 31 will be 33 cents 
and during the month of Sept., 38 cents. The rate on molasses and 
cane syrup is now 30 cents to all ports in Great Britain and Ireland. 
All of the above rates apply per 100 Ibs. 

Levant, Black Sea and Adriatic. Changes: Rags in compressed 
bales to Trieste, Venice and Fiume up to and including 80 cu. ft. 
per 2,240 lIbs., $13; same from 80 cu. ft. up to and including 120 cu. ft. 
per 2,240 lbs. $15; same over 120 cu. ft. and up to 160 cu. ft. per 2,240 
Ibs. $17; same over 160 cu. ft. per 2,240 lbs. $21. Chipped dye wood 
in bags to Alexandria, Constantinople, Piraeus and Salonica $20 per 
ton. Rice in bags is now $9 per 2,240 lbs. to both of the above ports and 
rope is $23 per ton to all of the ports mentioned. -The rates on flour 
in bags to Volo is now 56 cents, Calamata 59 cents, Cavalla and 
Dedeagatch all 61 cents per 100 lbs. When steamer makes direct call 
at port mentioned rate on flour in bags will be 48 cents per 100 lbs. 

Argentine and Uruguay—River Plate. Changes: Flat and cor- 
rugated sheets are added to group No. 1 of the iron and steel articles 
of the River-Plate tariff; curved sheets and curved plates are now 
included in group No. 4 of the iron and steel classifications; grain 
lifter guards are now included in the rates covering agricultural im- 
plements; cast iron smelting kettles are now included in group No. 
6 of the iron and steel articles. 

Brazil—Rio, Santos and Bahia. Tubular trolley poles have been 
— to group No. 3 of the iron and steel articles by the Brazil 
Conference. 


The Associated Steamship Lines of Manila, which is in con- 
ference on steamship traffic from the Philippines to the Pacific 
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coast, has followed the lead of the Pacific Westbound Conference 
in adopting contract rates as a measure to combat non-conference 
competition, according to advices received from Manila. The 
principal commodities in which the conference has taken action 
are sugar, copra meal and cake and desiccated cocoanut. The 
old tariff rates have been adopted as the contract rates for 
shippers who will undertake to make all shipments via cop. 
ference lines over a specified period. The non-conference rates 
at present are about $1 higher than the old tariff. 


NICARAGUAN CANAL OPPOSED 


In a report presented to the New York Board of Trade and 
Transportation the committee on legislation recommended oppo- 
sition to the building of a Nicaraguan canal. 

In place of a new canal, which would cost $400,000,000, the 
committee advises the spendig of $50,000,000 by Congress for 
enlarging the present facilities of the Panama Canal, the build. 
ing of triplicate locks, a new watershed and reservoir at Gatun 
Lake, and suggested that the facilities for handling traffic could 
be vastly increased by having vessels admitted at all hours 
of the day and night instead of only half the day and night. 


UNIFORM EXPORT BILL OF LADING 


Information as to the acceptability and use of the uniform 
through export bill of lading in foreign countries has been com- 
piled by W. Rodney Long, of the transportation division of the 
Department of Commerce. Mr. Long, in a statement, said the 
uniform through export bill of lading, as prescribed by the 
Commission, had now been available for about five years. 

“While it is impossible to estimate the amount of freight 
transported on this document, it is clear that it has been suff- 
cient to warrant continued study and usage by our interior 
exporters of this bill of lading,” said he. “In an effort to de- 
termine the acceptability of the uniform through export bill of 
lading in foreign countries, the transportation division requested 
that each of the foreign offices of the departments of state and 
commerce report on its usage and acceptability in the respective 
countries. The information contained in these reports is sum- 
marized below: 


Europe 

In the European countries, principally Belgium, Netherlands, and 
Germany, the uniform through export bill of lading is used extensively 
and has been received favorably by merchants, bankers, and shippers. 
In some of the other European countries it is very little used and ap- 
parently meets much antipathy to its adoption; this is particularly 
true of Greece and Sweden. 

The nonmaritime nations of central Europe, of course, rarely 
receive a shipment on this type bill of lading. The abolishing of the 
international rail agreement some few years ago prevents part 3 of 
the bill from being used in trade with these inland countries and, as 
there are no seaports, direct shipments in which this bill might be 
used are lacking. 

In the port of Danzig it is estimated that practically 100 per cent 
of all tonnage received from inland points in the United States is 
shipped on this type of bill of lading. During the last two years only 
six claims have arisen at this port on shipment using this lading, all 
of which were settled satisfactorily. 


Far Eastern Countries 


In our main far eastern trade routes, the use of this bill of lading 
is regard favorably. Particularly in our trade with China, Japan, 
Palestine and Persia it has been used extensively without difficulty. 

In the Australasian countries the bill of lading is not in general 
use, although it is acceptable so far as the general regulations of the 
country are concerned. Various interested parties have expressed the 
opinion that a longer period of operation will insure more regular use 
of this bill. 

Africa 


Along the north coast of Africa the use of this type of bill of lad- 
ing is practically unknown. Expressions received from various sour- 
ces indicate that, while its introduction might be in the nature of a 
trial, no objection could be seen to its use. On the east and west 
coasts a similar sentiment prevails, though it was stated that gen- 
erally importers pay for their goods on arrival and might be reluc- 
tant to change their methods. The banks in this section point out 
that, except in the case of an exceptionally good customer, they would 
be reluctant to handle such a type of bill of lading. 

In South Africa this type of bill of lading is not legal, and its ac- 
ceptance can be refused by the consignee. One South African bank 
lost over $20,000 by its use, and since that time banks have refused to 
accept the document when it involves any responsibility on their part. 
Broadly speaking, the banks are all antagonistic to its use and 
through their influence have affected the views of others. In one in- 
stance a large firm dealing through these banks always stipulates 
the use of this bill of lading in its letter of credit and, as it has 
agreed to accept responsibility for it, the banks have acquiesced. 


Caribbean Region 


The use of this document is acceptable in British Honduras, Costa 
Rica, Nicaragua, San Salvador, Panama, Bahamas, Barbados, and 
practically all other islands of the Caribbean, with the exception of 
Haiti. It is not acceptable to the Government of Guatemala, accord- 
ing to a communication dated November 20, 1924, addressed to the 
American consul general. In part, it was stated that a form of 
through bill of lading had already been established in that country 
and that it would be necessary to amend the law to adopt the new 
form proposed; moreover, that the Guatemalan treasury department 
was of the opinion that through and combined bills of lading would 
make it necessary for shipments to be made in certain vessels, some- 
times against the wishes and interests of the shippers. 

On July 15, 1925, notice of an agreement made between the Inter- 
national Railways of Central America and the United Fruit Co., for 
the carriage of goods to the United States and European ports on 4 
through export bill of lading, was published in Guatemalan papers: 
Under the laws of Haiti.the use of such a bill of lading is not per 
mitted, owing to the fact that the law requires that all bills of lading 
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Something new under the sun 


Thousands of factories have been 
erected in the South, but they have 
not brought about congested in- 
dustrial centers. These factories 
lie apart—often on wooded hill- 
sides and in smiling valleys. Near- 
by are the small and well-kept 
towns with attractive homes for 
the workers, and schools and play- 


grounds for the children. 


Southern industry, turning natural 
resources into wealth, is wisely in- 
vesting its prosperity in its people. 


Small wonder that industrial towns 
and cities of the South are prosper- 
ous, and their people busy, healthy 


and contented. 


Three-fourths of the mill capacity ot the South's billion-dollar textile 
industry, which now takes more than two-thirds of the cotton manufac- 
turedin this country, is along the lines of the Southern Railway System. 
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must be attached to Haitian consular invoices and cover the shipment 
from the port of export only. 

The two countries in the Caribbean region in which this bill of 
lading is most frequently used are Nicaragua and Panama. In the 
first-named country large shipments have been thus received with 
satisfactory results. Only in one or two instances have shipments 
arrived without an accompanying consular invoice, causing some 
— at the port. . 

n Panama this bill of lading is used, although not extensively, 
and in no instance has part 3 of the bill been carried out. In certain 
cases where regular shipments have been made from an inland point 
in the United States through the port of New Orleans, the steamship 
line issues an ocean bill of lading which is indorsed and turned over 
to the rail carrier at seaport in Panama. In this manner the first 
two parts of the bill are carried out; part 3—delivery from a foreign 
port inland—is taken care of by the local railway company. 


South America 


Although this bill of lading is not in general use in the trade be- 
tween British Guiana, Paraguay, Argentina, and Brazil, no govern- 
mental objections to its use have arisen. In British Guiana the Ca- 
nadian through export bill of lading is used extensively; in Paraguay 
the German type of through bill of lading is quite frequently found. 
The use of the through export bill of lading was declared satisfactory 
for Peruvian customs purposes by a supreme resolution, enacted Oc- 
tober 8, 1924. 

The customs requirements of Venezuela are such as to greatly 
handicap the use of this bill, although so far as can be ascertained 
there are no governmental objections to it. The Uruguayan Govern- 
ment has stated that the use of this bill in trade with that country 
is not acceptable; in addition, the customs regulations of the country 
are such that Uruguayan consuls in the United States are not able to 
validate such a bill. While Columbia, Chile, and Ecuador have not 
definitely recognized the use of this bill of lading in their import trade, 
apparently no laws have been enacted prohibiting its use. 


Canada 


Canada has a unifOérm through export bill of lading, similar in 
form to the one in use in this country. The principal difference in the 
two forms is that, while the Canadian requires only the name of the 
steamship company, the American requires the name of the vessel to 
be designated. In spite of the fact that the American bill of lading is 
prohibited from use in the trade between this country and Canada, it 
is believed from information received that it is being used consid- 
erably. In the northeastern maritime countries of the British Empire 
in America certain steamship lines are delivering to its ports freight 
consigned from the United States on this type bill of lading. 

In the Provinces of Ontario and Quebec, shipments originating in 
such cities as Chicago and routed via a Canadian railroad to a Cana~ 
dian or American port for export are consigned on a uniform through 
export bill of lading, issued in accordance with the United States In- 
terstate Commerce Commission’s orders of October 21, 1925, January 
30, 1922, March 7, 1922, July 3, 1922, and June 6, 1923, in Docket No. 
4844. Uniform through export bills of lading approved by the Board 
ef Railway Commissions for Canada are used for shipments from 
Canadian inland points destined for export through either Canadian or 
American Ports. 

While certain companies in the United States are making satis- 
factory use of this document on shipments to Canada, some of the 
large manufacturers of that country have tried to use the Canadian 
document in reciprocal shipments but were unsuccessful. They have 
advanced as reasons for this failure practically the same difficulties 
as are pointed out in the section of the bulletin devoted to the argu- 
ments advanced against the use of the bill in this country. 

In the ae region railroads require the exporter to take 
out an inland rail bill of lading in all cases where a through ex- 
port bill is issued. This is required so that the carrier can avoid 
responsibility for storage charges at seaport. The inland bill of lad- 
ing is retained by the carrier and a through bill of lading issued 
covering the through rate. Where a letter of credit is issued, the 
banks require it to stipulate that a through bill of lading is satis- 
factory, otherwise they will not discount it except under a: cer- 
tificate of indemnification issued by the shipper, to protect them 
from any possible loss. 

In British Columbia there has been practically no use of this 
document; in certain instances, however, the .Canadian form has 
been used, but not to any great extent. 


Mexico 


In spite of regulations prohibiting the use of the uniform through 
export bill of lading in shipments to Mexico, it has been used as 
an instrument of carriage in that trade. While its use has been 
confined for the most part to shipments moving via one of the ports, 
instances are known where it has been adopted on rail shipments. 


United Kingdom 


A great variety of views regarding the successful use of this 
type bill of lading have been recorded. While it is acceptable to 
the regulations of the country and is being used extensively in the 
trade centers of England, other sections of the Kingdom are not 
aware of its existence. So far, no unfavorable reports have been re- 
ceived from the sections where it is in use. 


OREGON CONSTRUCTION CASES 


W. F. Turner, president of the Oregon Trunk, has advised 
the Commission of acceptance on the part of his company of the 
terms and conditions of the Commission’s order of May 11 
authorizing the construction of a line from Bend to Klamath 
Falls, Ore. Mr. Turner said the company would construct the 
line and complete it in two years. He said the matter of avoid- 
ing, as much as possible, duplication of construction, has been 
taken up with the Southern Pacific. This was suggested by the 
Commission in its report. (See Traffic World, May 21, p, 1321, 
“Oregon Construction Cases.” 


CHANGES IN DOCKET 
Hearing in finance No. 3966, excess income of the Union 
R. R. (of Pa.), assigned for June 1, at Washington, D. C., before 
Examiner Law, was postponed to a date to be hereafter fixed. 
Hearing in No. 19480, Inland Waterways Corp., operating 
Miss.-Warrior Service, et al. vs. A. G. S. R. R. et al., assigned 
for June 1, at New Orleans, La., before Examiner Mohundro, 
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was canceled and reassigned for June 27, at New Orleans, La, 
before Examiner Mohundro. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period May 
15-22, inclusive, was 248,771, as compared with 245,487 cars in 
the preceding period, while the average daily shortage reported 
was 20 flat and 10 gondola cars, according to the car service 
division of the American Railway Association. The surplus was 
made up as follows: 

Box, 112,272; ventilated box, 1,347; auto and furniture, 13,380; total 
box, 126,999; flat, 4,361; gondola, 51,467; hopper, 25,837; total coal, 


77,304; coke, 677; S. D. stock, 18,964; D. D. stock, 4,184; refrigerator, 
4,497; tank, 368; miscellaneous, 1,417. 


Canadian roads reported a surplus of 23,595 cars, made up 
of 21,700 box, 500 S. D. stock, 950 refrigerator, and 445 miscel- 
laneous cars. 


UPPER MISSISSIPPI SERVICE 


Secretary of War Davis has authorized the construction of 
the twenty additional barges contemplated for use on the upper 
Mississippi River. Contracts for twenty-five barges were 
awarded recently. At that time it was announced that arrange. 
ments had been made to obtain the additional barges. 


UPPER BARGE LINE CASE 


The Commission has assigned for oral argument, July 7, the 
cases involving proposed through routes and joint rates via the 
barge line of the Inland Waterways Corporation on the upper 
Mississippi. The cases are No. 19017, Inland Waterways Cor- 
poration vs. Chicago Great Western et al.; No. 19131, Zion In- 
stitutions & Industries et al. vs. Inland Waterways Corporation 
et al.; and No. 19132, Commercial Club of Fargo, N. D., vs. Inland 
Waterways Corporation et al. Attorney-General John H. Howell 
recommended dismissing the complaints. (See Traffic World, 
May 28, p. 1395.) 


COAL PRODUCTION AND SHIPMENT 


Production of soft coal the week ended May 21 was esti- 
mated at 8,273,000 net tons by the Bureau of Mines of the 
Department of Commerce. This represented a decrease of 1.5 
per cent as compared with the preceding week. Anthracite 
production was estimated at 1,970,000 net tons, a decrease of 
about 19,000 tons as compared with the preceding week. 

Bituminous coal dumped into vessels at Lake Erie ports the 
week ended May 22 totaled 1,341,863 net tons. Anthracite 
shipped from Lake Erie ports the week ended May 22 totaled 
49,326 net tons. 

Tidewater bituminous coal shipments the week ended May 
21 were reported as follows: From Hampton Roads, 421,940 
tons, of which 260,401 were for New England delivery. 

Cars of coal forwarded over the Hudson to eastern New 
York and New England the week ended May 7 were reported 
as follows: Bituminous, 1,992; anthracite, 3,274. 


MILWAUKEE REORGANIZATION CASE 


The Commission has permitted the members of the bond- 
holders’ defense committee of the Chicago, Milwaukee & St. 
Paul to intervene in finance No. 6240, the Milwaukee reorgan- 
ization case. The members of the committee are Edwin C. 
Jameson, Louis V. Bright, Joseph S. Frelinghuysen, Leroy W. 
Baldwin and Thomas Read. 

The Commission has assigned for hearing June 23, before 
Director C. D. Mahaffie, of the bureau of finance, at Washington, 
the application of the Chicago, Milwaukee, St. Paul & Pacific 
Railroad Company for authority to acquire and operate the lines 
of the railroad formerly owned and operated by the Chicago, 
Milwaukee & St. Paul Railway Company, to issue securities and 
to assume certain obligations. 


TELEPHONE COMPANY EARNINGS 


Compilations made by the bureau of statistics of the Com- 
mission from reports of 77 telephone companies having annual 
operating revenues in excess of $250,000 each, show that the 
aggregate operating income of the companies for the three 
months ended with March was $58,514,873, an increase of $7,810, 
209, or 15.4 per cent, as compared with the income for the cor- 
responding period of 1926. For March the operating income 
was $20,258,183, an increase of $3,142,230, or 18.4 per cent, a8 
compared with the income for March, 1926. At the end of 
March there were 14,179,658 company stations in service, a2 
increase of 830,619, or 6.2 per cent, as compared with the num- 
ber at the end of March, 1926. 


O’FALLON RECAPTURE CASE 


The effective date of the Commission’s order in the O’Fallon 
recapture case has been postponed to November 15. (See Traffic 
World, May 28, p. 1406.) 
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An industrial plant 
at NORFOLK cuts down 


distribution costs 


Katana great railways 
reaching out to every 
market in the country — 
express steamship service 
at freight rates — frequent 
sailings by short direct sea 
routes to the principal ports 
of Europe and South Amer- 
ica— these are but a few 
of the advantages that the 
Norfolk-Portsmouth area 
of Virginia offers to in- 
dustries. 


In this fast growing area 
many great businesses have 
already found industrial 
sites of rare opportunities. 
Norfolk-Portsmouth is cen- 
trally located to vast sup- 
plies of raw materials. Its 
supply of labor is abundant 
and high class—95% native 


Shaded central sec- 
tion indicates terri- 
tory where freight 
rates are cheaper 
from Norfolk than 
from a South At- 
lantic port. 


Shaded central section indi- 

cates territory where freight 

rates are cheaper from Nor- 

folk than from a North At- 

lantic port. Rates to Pacific 
Coast are equal 













Shaded sections indicate ter- 
ritory where freight rates 
are cheaper from Norfolk 
than from a Great Lakes port 






















born. Hydro-electric and 
steam power are available 
at low cost. A mild cli- 
mate permits of year round 
operation of outdoor in- 
dustries. 


Norfolk’s abundant acre- 
age provides excellent plant 
sites at moderate cost. Our 
Industrial Commission will 
be glad to assist you by 
preparing an economic and 
engineering analysis of the 
Norfolk-Portsmouth indus- 
trial area as related to your 
specific enterprises. 

* * 

All inquiries held in con- 
fidence. Address Norfolk- 
Portsmouth Industrial 
Commission, Dept. U-7, 
Chamber of Commerce, 
Norfolk, Va. 


a 
wmk 


NORFOLK-PORTSMOUTH 


Chamber of Commerce 








Note. items in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


June 6—Jackson, Miss.—Examiner Mohundro: 
1. & S. No. 2782—Estimated weights on carrots from Louisiana to 
northern, eastern and western points (further hearing). 


June 6—Madison, Wis.—Examiner Snider: 
18671—Hillsboro Condensed Milk Company vs. B. & O. R. R. et al. 


June 6—St. Louis, Mo.—Examiners Money and Esch: 
17000, Rate Structure Investigation, Part 8, Cottonseed, It Products 
and Related Articles. 
. & S. 2759—Cottonseed and related vegetable products from South- 
western Territory to Central, Eastern, and Southern Territories. 
- & S, 2820—Vegetable Oils and Related Articles in Official Classi- 
” fleation Territory. 
I. S. 2884—Vegetable Oils and Oil Foots from Texas to Fort 
ths Ind., and Buffalo, N. Y. 
14594—A merican Linseed Co. vs. B. R. & P. Ry. et al. 
14683—Spencer oe & Sons vs. B. R. & P. Ry. et al. 
15425—International Vegetable Oil Co. et al. vs. A. & R. R. R. et al. 
16300 (and Sub. No. 1 to 3, incl.)—Armstrong Packing Co. vs, 
A. & §S. Ry. et al. 
as of ee Association of Chicago Heights vs. B. & O. 
. et al. 
17339—C. F. Simonins’ Sons vs. C. I. & W. R. R. et al. 
17457—Humphreys-Godwin Co., Inc., vs. A. & S. Ry. et al. 
18026—Arkansas Cottonseed.Crushers’ Ass’n vs. A. C. & Y. Ry. et al. 
— Cottqnseed Crushers’ Ass’n et al. vs. A. & R. R. R. 
et al 
18405—Interstate Cotton Oil Refining Co. vs. C. 2 ¢ “23 = - = et al. 
18841—Alabama Cottonseed wre’ Ass’n vs. 
18890—-Lever Bros. Co. vs. B. & A. R. R. et al. 
18935—East St. Louis Cotton Oil Co. vs. A. & S. Ry. et al. 
Ls ~ re Cottonseed Crushers’ Ass’n vs. C. R. I. 
y. et al. 
19088—The Blanton Co. vs. A. & V. Ry. et al. 
19141—-The Refuge Cotton Oil Co. et al. vs. A. rs V. Ry. et al. 
19162—The Southern Cotton Oil Co. vs. I. C. R. R. ri al. 
19165—The Procter & Gamble Mfg. Co. vs. A. & B. B. R. R. et al. 
19169—California-Arizona Ginners’ and Crushers’ ‘Ass’n et al. vs. 
Apache Ry. et al. 
by" ene Cottonseed Products Corp. et al. vs. A. & V. Ry. 


et al. 
19194—The Procter & Gamble Co. vs. A. & S. Ry. et al. 
19245—The Procter & Gamble Co. vs. B. & O. R. R. et al. 
19270—The Southern Cotton Oil Co. vs. A. A. R. R. et al. 
19307—National Cottonseed Products Corp. vs. A. & N. W. R. R. 


et al. 
19325—The Southern Cotton Oil Co. vs. A. & R. R. R. et al. 
19533—East St. Louis Cotton Oil Co. vs. Southern Pacific Co. et al. 
= — No. 1)—California Cotton Oil Co. et al. vs. A. T. & S. F 
y. et a 
Se Cotton Oil Refining Corp. vs. D. L. & W. R. R. 


17270 _— Sub. 1)—American Linseed Co. vs. N. Y. S. & W. R. R. 


et al. 
19642—Elberton Oil Mills vs. Virginia and C. S. et al. 
June 6—Washington, D. C.—Examiner Potter: 
Valuation No. 950—In re tentative valuation of the property of the 
Aransas Harbor Terminal Ry. 
June 6—Washington, D.:-C.—Examiner Faris: 
Valuation No. 960—Tentative valuation of the property of the Den- 
ver & Rio Grande R. R. et al. 
June 7—Helena, Mont.—-Examiner Harraman: 
Fourth Section Application No. 827, filed by Great Northern Ry. 
June 7—Jackson, Miss.—Examiner Mohundro: 


& P. 


en er Traffic Bureau for R. H. Green et al. vs. I. C. 
. R. et al. 
Portions of Fourth Section Applications Nos. 1618, 2045, 4297 
and 2043. 


June 8—Indianapolis, Ind.—Examiner Johnston: 
19449—-The American Zinc Products Co. vs. B. & O. R. R. et al. 


June 8—Eau Claire, Wis.—Eaxminer Snider: 
19240—Dells Paper & Pulp Co. vs. A. G. S. R. R. et al. 


June 8—Argument at Washington, D. C.: 

1. & S. 1885 (and ist and 2nd supplemental orders)—Brick and 
clay products from, to, and between points in Southern territory. 

1. & S. 1938—Brick and clay products from, to and between points 
in Southern territory. 

17093—Augusta Face Brick Co. et al. vs. A. C. L. R. R. et al. 

18443—Rates on common brick between points within state of Ga. 

18444—Rates on common brick between points within state of Ala. 


June vx eo Ind.—Examiner Johnston: 

1. & S. 2902—Straw from Cairo, Thebes and E. St. angie, Ill., and 

Upper Mississippi River Crossings to Indiana and Ohio. 
June 9—Memphis, Tenn.—Examiner Mohundro: 

1. and S.No. 2913—Rules for constructing combination rates on 
sand and gravel from and to points on the Southern Railway 
and connecting lines. 

June 9—Washington, D. C.—Examiner Hendon: 

Valuation No. 969—In re tentative valuation of the property of the 

Galveston, Houston & Henderson Railroad Company. 
June 9—Jamestown, N. Y.—Examiner Hill: 

16178—Jamestown Chamber of Commerce vs. Penna. R. R. et al. 
(further hearing on question of reparation). 

June 9—Minneapolis, Minn.—Examiner Snider: 
19536—Independent Fruit Co. et al. vs. C. & A. R. R. et al. 
June es at Washington, D. C.: 
19130—California Growers’ and Shippers’ Protective League vs. A. T. 
& S. F. Ry. et al. 
June 10—Memphis, Tenn.—Examiner Mohundro: 
19454—Embry E. Anderson et al. vs. A. & S. Ry. et al. 
June 10—Rochester, N. Y.—Examiner Hill: 
19413—The East Rochester Association vs. B. & O. R. R. et al. 


June 10—Cincinnati, O.—Examiner Griffin: 
19338—John Wroe vs. L. & N. R. R. 
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June 10—Argument at Washington, D. C.: 
12482—Ogden Packing & Provision Co. vs. A. T. & S. F. Ry,, di 
rector general, as agent, et al. 


June 10—Bismarck, N. D.—Examiner Harraman: 
19253—The Bismarck Tribune Co., Bismarck, N. D., vs. B. F. &1 
F. Ry. et al. 
June 11—Minot, N. D.—Examiner Harraman: 
1 i R. Gleason Co. of Bottineau, N. D., et al. vs. A. A. RR 
et al. 


June 11—Decatur, Ill.—Examiner Johnston: 
19489—E.-Z. Opener Bag Co. vs. Sou. Ry. et al. 
June 13—Kalamazoo.—Examiner Hill: 
19154 (and Sub. No. 1)—Superior Pine Products Company et al, , 
A. C. L. R. BR. et al. 
June 13—Duluth, Minn.—Examiner Snider: 
19281—-Cutler Magner Company vs. C. St. P. M. & O. Ry. et al, 
19501—John Arko et al. vs. A. T. & S. F. Ry. et al. 
June 13—Kansas City, Mo.—Examiner Griffin: 
19192—Frederichsen Floor & Wall Tile Co. vs. A. C. L. R. R. eta, 


19205—Bradford Rig & Reel Co. et al. vs. A. T. & S. F. Ry. etal 


June 13—Jonesboro, Ark.—Examiner Mohundro: 
19183—Jonesboro Freight Bureau et al. vs. M.-K.-T. R. R. et al, 


June 13—Ottumwa, Ia.—Examiner Johnston: 
19185—Walter T. Hall and Co., Walter T. Hall, Wm. S. Vinson ys, 
A. G. S. R. R. et al. 


June 13—Philadelphia, Pa.—Examiner Trezise: 
19003—Commercial Exchange of Philadelphia vs. W. S. R, R. et al, 


June 13—Jamestown, N. D.—Examiner Harraman: 
19254—-Game & Son, Inc., et al. vs. B. A. & P. Ry. et al. 
June 14—Washington, D. C.—Examiner Glover: 
Fourth Section App. No. 13005—Filed by Agents Galligan and Jones 
—In re class rates between Chicago rate points on E. J. &£ 
Ry. and points in Illinois and Wisconsin. 


June 14—Chicago, Ill.—Examiner Hill: 
19430—Alex Getz vs. Tennessee Central Ry. et al. 


June 14—Des Moines, Ia.—Examiner Johnston: 
19466—-McGreer Brothers et al. vs. C. B. & Q. R. R. 


June 14—Duluth, Minn.—Examiner Snider: 
= oe nd Sub. Nos. , and 2)—Culbertson Brothers Company vs. 
et a 


pee. Poagdro athe’ City, Mo.—Examiner Griffin: 
19353—-Southwestern Milling Co., Inc., vs. C. R. I. & P. Ry. et al. 


June 14—Jamestown, N. D.—Examiner Harraman: 

Fourth Section Application No. 12972, filed by the C. M. & St. P. 
Ry. (H. E. Byram, Mark W. Potter and Edward Brundage, r- 
ceivers). 

June 15—Washington, D. C.—Examiner Carney: 
18361—Richmond Union Stock Yards Co. vs. C. & O. Ry. et al. 


June 15—Chicago, Ill.—Examiner Hill: 
19427—-Henry Marble Company et al. vs. B. & O. R. R. et al. 


June 15—Des Moines, Ia.—Examiner Johnston: 
15029—-Des Moines Board of Trade et al. vs. Des Moines and Cen 
tral Iowa R. R. et al. (further hearing with respect to rate 
on grain products). 


June 15—Kansas City, Mo.—Examiner Griffin: 
a oe Wire, Sheet and Hardware Co. et al. vs. A. T. &S§. 
y. eta 


June 15—Atlantic City, N. J.—Commissioner Campbell and Examiner 
Faul and Bardwell: 

17000—Rate Structure Investigation, part 6, iron and steel articles. 

— on iron and steel articles in carloads within state of 


18547—'The Cleveland Chamber of Commerce vs. A. T. & S. F. Ry. 


18548—Jones & Laughlin Steel Corp. vs. A. & E. R. R. et al. 
18627—Cumberland Steel Co. vs. B. & O. R. R. et al. 
18667—The American Rolling Mill Co. vs. Penn. R. R. et al. 
18688—Inland Steel Co. et al. vs. A. C. & Y. Ry. et — 
18951—The Detroit Board of Commerce vs. A. & E. R. R. et al. 
19023—Kalamazoo Chamber of Commerce vs. A. & EK. R. R. et al. 
19036—Lansing Chamber of Commerce *. A. & E. R. R. et al. 
19066—-The Motor Wheel Corp. vs. A. & E. R. R. 
19085—Elmira Steel Co., Inc., vs. L. V. R. R. et al. 
19134—-The National Supply Co. et al. vs. N. Y. C. R. R. et al. 
19428—The Kawneer Co. vs. B. & O. R. R. et al. 
ee ae YY Mfg. Co. et al. vs. A. & E. R. R. et al. 
. & S. 2890 and first and second sup. orders—Iron and steel articles, 
" carloads, between points in New England territory. 
1. & 2 et 2896—Iron and Steel Articles from Cleveland, O., to Dunkirk, 
19400—Keystone Steel & Wire Co. vs. C. & A. R “4 R. et al. 
19531—-Keystone Steel & Wire Co. vs. B. & O. R. R. et al. 


June 15—Washington, D. C.—Examiner Molster: 
* Finance No. 6319—A pplication of Texas & Pacific Ry. for authority 
to acquire control of the Pecos Valley Southern Ry. 


June 15- -_ =~?’ at Washington, D. C.: 

1 & 2595 (and ist and 2nd supplements)—Meats and _ packing 
AI... products to, from and between Southwestern and Wester! 
Trunk Line points. 

15389—-Swift & Co. vs. T. & S. F. Ry. et al. 

15446—Albert Lea Sonn Co. et al. vs. C. R. I. & P. Ry. et al. 

15606—Armour & Co. et al. vs. A. T. & S. F. Ry. et al. 

12068—Wilson & Co., Inc., of Okla., et al. vs. D. G., as agent, C 
B. & Q. R. R. et al. 

12067—Wilson & Co., Inc., vs. D. G., as agent, A. T. & S. F. Ry. et al 

12127—Swift & Co. vs. St. L.-S. F. Ry., D. D., as agent, 2 al. 

ee Gregson Co. et al. vs. D. G., as agent, A. T. & 8. F. 

y. et al. 

12175—Morris & Co. vs. G., as agent, a T. & S. F. Ry. et al. 

12193—Armour & Co. vs. a K. & T. Ry. be G., as agent, et al. & 

12284—-Wilson & Co. of Okla. et al. vs. D. Pas as agent, C. R. L 
P. Ry. et al. 

12301—Albert Lea Packing Co. et al. vs. D. G., as agent. 

—— & Co. et al. vs. A. T. & S. F. Ry. et al., 
agent. 
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Hand to Mouth 


‘Buying affects every business man 






Hand to Mouth Buying affects 
the income of business men inter- 
ested in the New York Metropoli- 
tan Market—whatever their par- 
ticular responsibility. It means 
more calls for the salesmen, higher 
sales costs for the sales manager, 
higher distribution costs in general 
... Unless sound short cuts can be 
found. 


BUSH 
DISTRIBUTION 
SERVICE 








































1. Freight cars taken over 
from any railroad and 
carefully unloaded at 

Bush Terminal and 

merchandise placed in 

special service rooms. 


2. Merchandise checked 
and entered on Bush 
inventory forms and 
duplicate acknowledg- 
ments issued. Short- 
ages, damages and 
other irregularities im- 
mediately reported. 


Hand to Mouth Buying is a fact. 
Business men recognize it must be 
solved, not just debated. Mer- 
chants have learned this way of 
conserving their capital, increasing 
their actual profits through de- 
creased stocks and faster turnover. 


. Special inspection of 
merchandise conducted 
upon request, involv- 
ing unpacking and re- 
packing of any type of 
commodity. 


. Immediate release of 
merchandise upon de- 
livery instructions, 
seven copies of each 
order being issued for 
efficiency. 


The progressive, successful mer- 
chant favors the manufacturer with 
distribution services to meet these 
new buying habits. . . distribution 
services that are flexible and quick 
... practically emergency services 
in many instances . . . distribution 
services that will prevent his losing 
sales by being ‘‘out of stock,’”? when 
the ‘‘call’? comes. 










. Automatic stock rec- 
ords posted for with- 
drawal of each unit of 
merchandise . . . and 
monthly summaries is- 

sued of total withdraw- 

als and stocks on hand. 







. Delivery of merchan- 
dise to any point in 
greater New York in 
5 . " , shortest time possible. 
Bush Distribution Service pre- 


BUSH TERMINAL Co. 


Distribution Service 
New York 





vents such unnecessary losses .. . 
delivers merchandise exactly when 
and where needed. In one day this 
great machine has moved speedily, 
efficiently and economically one 
million pounds of merchandise... 
every imaginable kind from un- 
wieldy furnaces to small oil burn- 
ers, from electric refrigerators to 
radio batteries. 


Every conceivable size, shape and 
weight of article is handled deftly 
by experts picked and trained for 
their extreme skill . . . servicemen 
proud of the part they play in this 
smooth running machine where the 
importance of individual initiative 
and teamwork is recognized. 


Bush Distribution 
Service assures 
the smallest 
and the largest 
orderequalcon- 
sideration, 
equally careful 
routing, and 
equally prompt 
arrival at their 
destination. 


Bush Terminal Company 
Distribution Service—Dept. C-2 
100 Broad St., New York 


You may send me, without obligation, your 
booklet, ‘‘ Distribution Perfected.”’ 
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12515—Swith & Co. vs. K. C. Term. Ry., D. G., as agent, et al. 
12646—Swift & Co. vs. A. T. & S. F. Ry. et al. 
ro a E. Decker & Sons et al. vs. C. R. I. & P. Ry. et al. 
. & S. 2533—Butter and Lard Tubs, Meats and Packing House Prod- 
ucts from and to Southwestern points. 


June 16—Pensacola, Fla.—Examiner Davis: 


* 


J 


J 


J 


J 


* Finance No. 6230—A pplication on Muscle Shoals, Birmingham & 
Pensacola R. R. for authority to acquire certain tracks of the 
Gulf Ports Terminal Ry. Co. 

Finance No. 6231—Application Muscle Shoals, Birmingham & Pensa- 

cola R. R. for authority to acquire a portion of a line of railroad 
of the Gulf Power Co. 


une 16—Chicago, Ill.—Examiner Hill: 
19412—Victor Manufacturing and Gasket Company et al. vs. 
deen & Rockfish R. R. et al. 


une 16—Kansas City, Mo.—Examiner Griffin: 

17580—W. C. Norris vs. A. C. & Y. Ry. et al. 

17804—Union Iron Works, Inc., vs. A. G. S. R. R. et al. 
17683—Butler Manufacturing Company vs. A. G. 8. KR. R. et al. 
17719—Black Steel and Wire Company vs. Santa Fe et al. 


une 16—Argument at Washington, D. C.: 
18473—G. A. Hormel & Co. vs. C. M. & St. P. Ry. et al. 
18741—-Swift & Co. vs. A. T. & S. F. Ry. et al. 
Fourth Section Applications Nos. 469, 1848, 12788, 12795, 12806, 12807 
and 12886. 
(In connection with I. & S. 2595, 
products.) 


une 16—Los Angeles, Calif.—Examiners Money and Esch: 
17000, Rate Structure Investigation, Part 8, Cottonseed, It Products 
and Related Articles. 

1. & S. 2759—Cottonseed and related vegetable products from South- 
re Territory to Central, Eastern, and Southern Territories. 
1. & S&S, 2820—Vegetable Oils and Related Articles in Official Classi- 

fication Territory. 

& S. 2884—Vegetable Oils and Oil Foots from Texas to Fort 

” Wayne, Ind., and Buffalo, N. Y. 
14594—American Lihseed Co. vs. B. R. & P. Ry. et al. 
14683—-Spencer er & Sons vs. B. R. & P. Ry. et al. 
15426—International Vegetable Oil Co. et al. vs. A. & R. R. 
“= on Sub. No. 1 to 3, 

& S. Ry. et al. 

16988 “Manufacturers! Association of Chicago Heights vs. B. & O. 
17339—C. F. Simonins’ Sons vs. C. I. & W. R. R. et al. 
17457—Humphreys-Godwin Co., Inc., vs. A. & S. Ry. et al. 
18026—Arkansas Cottonseed Crushers’ Ass’n vs. A. C. & Y. Ry. et al. 
18379—Texas Cottonseed Crushers’ Ass’n et al. vs. A. & R. R. R. 


Aber- 


meats and packing house 


R. et al. 
incl.)—Armstrong Packing Co. vs. 


et al. 
18405—Interstate Cotton Oil Refining Co. vs. C. B. & Q. R. R. et al. 
18841—Alabama Cottonseed Crushers’ Ass’n vs. L. & N. R. R. 


18890—Lever Bros. Co. vs. B. & A. R. R. et al. 
18935—East St. Louis Cotton Oil Co. vs. A. & S. Ry. et al. 
— ee Cottonseed Crushers’ Ass’n vs. C. R. IL. & P. 


al. 

19088 —"The Blanton Co. vs. A. & V. Ry. et al. 
19141—-The Refuge Cotton Oil Co. et al. vs. A. & V. Ry. et al. 
19162—The Southern Cotton Oil Co. vs. I. C. R. R. a al. 
19165—-The Procter & Gamble Mfg. Co. va. A. & B. B. R. BR. et al. 
ee ee Ginners’ and Crushers’ Ass’n et al. vs. 

Apache Ry. et al. 
191 — Cottonseed Products Corp. et al. vs. A. & V. Ry. 
et 
A. & S. Ry. et al. 


19194—-The Procter & Gamble Co. vs. 
19245—The Procter & Gamble Co. vs. B. & O. R. R. et al. 
19270—The Southern Cotton Oil Co. vs. A. A. R. R. et al. 
ee Cottonseed Products Corp. vs. A. & N. W. 
eta 
19325—The Southern Cotton Oil Co. vs. A. & R. R. R. et al. 
19533—East St. Louis Cotton Oil Co. vs. Southern Pacific Co. et al. 
= a No. 1)—California Cotton Oil Co. et al. vs. A. T. & S. F. 
y. et a 
19336 Portsmouth Cotton Oil Refining Corp. vs. D. L. & W. R. R. 


17570 :~ Sub. 1)—American Linseed Co. vs. N. Y. S. & W. et al. 
19642—Elberton Oil Mills vs. Virginia and C. S. et al. 


R. R. 


June 17—Cleveland, Ohio—Examiner Snider: 


i. and S. No. 2912—Crushed stone from Gibsonburg, Maple Grove 
and Woodville, O., to Detroit, Mich. 


June 17—Chicago, Ill.—Examiner Hill: 


19490—Wolff Manufacturing Corporation vs. A. & S. Ry. et al. 


June 17—St. Louis, Mo.—Examiner Griffin: 


19491—-Scharff-Koken Mfg. Co. vs. A. T. & S. F. Ry. 


et al. 
19487—-Scharff-Koken Mfg. Co. vs. A. T. & 


S. F. Ry. et al. 


ne et at Washington, D. C.: 


2813—Grain and Grain Products from Colorado, Kansas and 
Nebraska to Gulf Ports for export. 
2550—The Barrett Co. vs. D. G., as agent, Penna. R. R. et al. 


June 18—Chicago, Ill.—Examiner Hill: 


J 


June 20—Charlotte, N. 


19468—J. S. Bash & Sons, Inc., et al. vs. Cent. Ind. Ry. et al. 

une 18—Argument at Washington, D. C.: 
a Cement Mills Traffic Assn. et al. vs. A. T. & S. F. Ry. 
et al. 

ser +? mean Portland Cement Co. of Kans. vs. A. T. & S. F. Ry. 
et al. 

C.—Examiner Davis: 

Finance No. 6208—Application of Piedmont & Northern Ry. for 
authority to construct extensions of its lines. 
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June 20—St. Paul, Minn.—Examiners Koebel and Paulson: 
19037—-The Procter & Gamble Mfg. Co. vs. B. & O. R. R. et al 
(In connection with 17000, part 2, Western Trunk Line Class Rat} 


June 20—Washington, D. C.—Assistant Director Burnside: 
Finance No. 3584, Sub. 2—P. E. Crowley. 
Finance No. 6255—W. S. Hayden. 
Finance No, 2160, Sub. 2—A. H. aenaete. 
Finance No. 6277—Newton D. Bak 
Finance No. ae Sub. No. 6—Daniel Willard. 
Finance No. 2678, Sub. 5—George M. Shriver. 
Finance No. 1855, Sub. 3—Walter L. Ross. 

(Re applications of the above named persons to hold (a) ty 
position of director of the Wheeling & Lake Erie Ry.; and (b), 
directorship and/or any other office or offices with the Wheeling 
& Lake Erie Ry. and/or any of its affiliated companies.) 


CONSULAR REGULATIONS 


The Consulate General of Haiti has a new form of consuly 
invoice, somewhat similar to the form used heretofore, wit) 
some minor changes. However, shippers still having a supply 
of the old forms may use these until exhausted. 

The Columbian consulate will now receive documents until 
11 a. m. of the day prior to sailing of vessels. Heretofore th 
regulation was that consular papers had to be in at least 4 
hours prior to sailing. 

On and after June 1, 1927, the Venezuelan consul will charge 
50 cents for each set of consular invoice blanks. This is ap 
increase of 15 cents over the rate charged heretofore. The cop. 
sular form is the same one that is now being used. 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables the week 
ended May 28 totaled 15,297 cars, as compared with 15,468 cars 
(revised) the preceding week and 17,728 cars in the correspon. 
ing period of 1926, according to the Bureau of Agricultural Eco. 
nomics of the Department of Agriculture. Shipments were re 
ported as follows: 


Apples, 441 cars; asparagus, 88 cars; cabbage, 429 cars; canta- 


loupes, 851 cars; imports, 13 cars; cauliflower, 18 cars; celery, 11 
cars; imports, 42 cars; cherries, 89 cars; cucumbers, 405 cars; egg- 
plant, 14 cars; imports, 4 cars; grapefruit, 217 cars; imports, 37 cars; 
green peas, 200 cars; lemons, 549 cars; mixed citrus fruit, 82 cars; 
lettuce, 250 cars; mixed vegetables, 689 cars; imports, 13 cars; onions, 
342 cars; imports, 4 cars; oranges, 1,399 cars; imports, 8 cars; peaches, 
165 cars; spinach, 16 cars; peppers, 97 cars; imports, 8 cars; straw- 
berries, 2,275 cars; string beans, 221 cars; sweet potatoes, 244 cars; 
tomatoes, 1,832 cars; imports, 43 cars; watermelons, 857 cars; im- 
ports, 3 cars; potatoes (1927 corp), 2,512 cars; potatoes (1926 crop), 
842 cars; imports, 288 cars. 


LUMBER SHIPMENTS 


The National Lumber Manufacturers’ Association interprets 
reports received June 2 from 440 of the leading lumber mills 
of the country as indicating a slight gain over the previous 
week for softwood production and shipments, with the order file 
about the same. Even after making allowance for the smaller 
number of softwood mills reporting this year, it is apparent that 
the volume of softwood lumber being produced, sold and shipped 
is about ten per cent less than at this time last year, according 
to the association. 

The Mississippi Valley floods continue to curtail hardwood 
production, but have had the effect of stimulating shipments 
and new business, as compared with last year. 

The following table compares the lumber movement, as re 
flected by the reporting mills of seven softwood, and two hard 


wood, regional associations, for the three weeks indicated; 
000s omitted: 

Corresponding Preceding Wk., 
Past Week Week, 1926 1927 (Revised) 

Soft- Hard- Soft- Hard- Soft- Har 
wood wood wood wood wood on 
WN sick noe 290 135 340 127 290 169 
Production ....... 192,273 14,268 245,365 21,513 185,802 17,842 
Shipments ....... 199,813 20,617 245,325 18/110 196,451 26,643 
Order (New Bus.).200,292 19,278 236,226 20,070 201,655 26,225 





*Fewer west coast mills are reporting this year; to make allow- 
ance for this add 26,000,000 to production, 28,000,000 to shipments and 
29,000,000 to orders in comparing softwood with last year. 


Because of considerably smaller number of west coast mills 
making statistical reports this year, cumulative figures compat 
ing production, shipments and orders for 1927 and 1926 are 
discontinued. 


DIRECTORY OF TRAFFIC MANAGERS, TRAFFIC 
AND COMMERCE EXPERTS AND SPECIALISTS 


LEWIS H. RUBIN 


Traffic Service 


THOMAS E..GRADY & CO., INC. 


Industrial Traffic Managers 
and Counselors 


MIAMI, FLA. 
ATLANTA, GA. 


SAVANNAH, GA. 
WEST PALM BEACH, FLA. 


RUBIN & SEFF 


Commerce Attorneys 
Interstate and State Commissions 
= [150 Nassau St., NEW YORK, N.Y. 


LEO C. SEFF 


YOUR ANNOUNCEMENT 


in this directory for 52 consecutive 
issues will cost less than first class 
postage to mail a single commun! 
cation to each one of our readers. 
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Serve Both 
New York and 
Florida Business 

by Ship from 

Wilmington, 
North Carolina 


study of the 
mvN) 
“ A map above will 


show that Wilming- 
ton, N. C., is the most favorably and 
advantageously located port on the Atlantic 
Seaboard through which to make both 
inland and coastwise 
shipments. 


Inland cities are served by 
both the Seaboard Air 
Line and the Atlantic 
Coast Line Railroads with 
their branches and_ sub- 
sidiaries offering the most 
direct route from any At- 
lantic port to the inland 
cities. Other ports are 

Keyport to the nearer to some certain few 
Prosperous Southeast cities, but Wilmington is 
Plentiful native labor. Living the one port nearest to all 


inexpensive. Wages moderate. 4° 
No disturbing element. Heat cities, North, West and 


seldom needed. Local and 

state taxes low. Sites with South. 

i. wee ont sega 

on the Atlantic’s finest land- +5250 

locked harbor available for Adequate facilities, a land- 
varied industries. The mild locked harbor twenty- 
climate cuts cost both of ‘ 
building investment and seven feet deep, with fresh 
manufacturing operations. water modern facilities 
for stevedoring and _ stor- 
age, are all offered at this 
port. All these conditions 
merit your consideration 
and investigation in which 
we will be glad to furnish 


actual and comprehensive 





Investigation will show the 
many advantages Wilkming- 


ton offers for you and your information and thorough 


new plant. ny questions 
will be answered accurately, 
comprehensively and fairly. 


WILMINGTON 


Address your inquiries th 
to the Wilmington Nor, cline 


Chamber of Commerce NS ar 


cooperation. 
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BAYWAY 
TERMINAL 


IN THE PORT OF NEW YORK 


June 11 


General Storage and Distribution Facilities 
Distribution Within a Radius of 50 Miles 
Factory Buildings to Lease 


Bayway Terminal is the largest industrial terminal on Staten Island Sound. It 
offers unlimited rail, water and motor facilities and modern warehouses and fac- 
tory lofts. The Terminal buildings are of reinforced concrete, steel and brick 
construction. Fireproof, sprinklered and heated, with ample elevator service and 
a floorload capacity of 250 to 350 lbs. per square foot. Low insurance rates. 


Let us send you further information. 


=. BAYWAY TERMINAL 2 
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LAKE LOUISE 


SWIMMING POOL 


IMPROVED 
SERVICE 


Through Train--Chicago 


ST. PAUL, MINNEAPOLIS to VANCOUVER 
Via SOO LINE and CANADIAN PACIFIC RY. 


Effective June 5th, 1927 
June 9th from Vancouver 


EMPRESS HOTEL 


VANCOUVER 


Ni 
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| 
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[ja | 
‘maT 


Ut fe 


EDMONTON g 


FREIGHT SERVICE 


AGENCIES 


Kansas City, Mo., 738 Railway Ex. Bldg. 

Los Angeles, Cal., 530 Van Nuys Bldg. 

Memphis, Tenn., Porter Bldg. 

Milwaukee, Wis., 68 East Wisconsin Ave. 
Minneapolis, Minn., Soo Line Bldg., 5th St. and 
- Marquette Ave. ; 


eenah, Wis. 
New York, N. Y., Woolworth Bldg. 
Omaha, Neb., 725-26 W. O. W. Bldg. 
Passaic, N. J., 250 Bloomfield Ave. 
Philadelphia, Pa., Cross Bldg., Locust St. at 15th 
Pittsburgh, Pa., 2041 Oliver Bldg. 


Boston, Mass., 40 Central St. 
ede. N. Y., 409-410 Iroquois 
— Ill, 707 Standard Trust 
Chippewa Falls, Wis. 
Cincinnati, oO 709 Traction oy | 
Cleveland, O., 915 Union Trust Bldg. 
Detroit, Mich., 311 Transportation Bldg. 
Duluth, Minn., 320 West Superior St. 
Grand Rapids, Mich., 414 Lindquist Bldg. 
Indianapolis, Ind., 480. Merch. Bank Bldg. 


GLACIER 


A SULKAN TRAIL 


VICTORIA GLACIER 
NEAR ise 


AR LAKE LOU! 


To avoid delay, shipments for Can- 
adian destinations must be accompan- 
ied by shippers’ export declaration 
made in triplicate. This document 
must be delivered to railroad agent at 
initial point with the shipment and ac- 
company same to Canadian port of 


MENOMINEE 


MANITOWOC 
MILWAUKEE 


Portland, Ore., 8rd and Pine Sts. 
St. Louis, Mo., 2050 Railway Exch. Bldg. 
St. Paul, Minn., 1112 Merchants 

Nat'l Bank Bidg. 
San Francisco, Cal., 675 Market St. 
Sault Ste. Marie, Mich. 
Seattle, Wasb., 5564 Stuart Bldg. 
Spokane, Wash., 1006 Old Nat'l Bank Bldg. 
Superior, Wis. 
Tacoma, Wash., 1118 Pacific Ave. 
Waukesha, Wis. 
Winnipeg, Man., 603-604 Lombard Bldg. 


ROUTE YOUR FREIGHT - - - CARE SOO LINE 
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BOSTON 


The Chain of Tidewater Terminals 
and 
Allied Inland Warehouses 



























BOSTON 
BOSTON TIDEWATER TERMINAL, Inc. 
J. M. Hoffman, V. P. & Gen’l Mgr. 
666 Summer St., Boston 

Adequate, modern dockage facilities, direct 
rail connection all railroads —direct dis- 
charge ship to cars and cars to ship—storage 
direct from ship —no transfer or trucking 
charge. A mile of berthing space — Piers 
100 feet wide. Open storage 
for lumber, pig iron and 
similar bulk cargoes. 


NEW YORK 


ATLANTIC TIDEWATER TERMINAL 
G. W. Green, V. P. & Gen’l Mgr. 
17 State St., New York 
Two modern fireproof double-decked piers, 1320 ft. 
long, 150 ft. wide—located foot 58th St., Brooklyn— 
within free lighterage limits, affording shipments via 
all railroads—slips 250 ft. wide—Quicker docking and 
undocking, faster arrival and departure. Best labor 
conditions—Faster loading and discharging—Less 
stevedoring costs. No lighter or barge detentions— 


No Iong trucking—No piling—Maxi- 
mum dispatch. Fireproof storage di- 
rect from ship—No trucking or 
transfer charge. Reasonable stor- 
age and handling charges. 
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= 5: BUFFALO PHILADELPHIA = 
— 7. ae ee ee MERCHANTS WAREHOUSE CO., oy & 
= Buffalo, N. Y. 10 Chestnut St., Philadelphia, Pa. = 
° W. J. Bishop, General Supt. Snewden Henry, General Supt. — 
SS Strictly modern warehouses lo- Eleven mammoth warehouses, with 
cated at the “Hub” of the whole- floor area of 1,300,000 square feet, _ 
=> = sale and retail districts. Served by served by Penn. R. R. sidings. Larg- re,’ 
> fs all railroads entering Buffalo, in- est operators of public warehouses oe 
Lt. cluding the Great Lakes steamers in Philadelphia. Equipped to fur- = 
iJ and N. Y. Barge Canal lines. Also si ent Baek of couuies tees te a 
ll suburban auto trucking com- v e inciden 
= —- ies General warehousing with handling of package freight on L. = 
© mM pe car distribution and cartage C. L. shipments. Low insurance. 
A LL. facilities. Liberal advances on stored goods. > — 
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PHILADELPHIA 
PHILADELPHIA TIDEWATER 
TERMINAL 








NORFOLK 


















NORFOLK TIDEWATER 
; Richardson, Gen. . and TERMINAL 
a "a ~~ J. A. Moore, Manager, 
10 Chestnut St., Philadelphia Norfolk, Va. 













Berths for 15 largest ocean cargo carriers 
—2 reinforced concrete and steel fireproof 
warehouses—over one million sq. ft. covered 
storage space available — Lowest insurance 
rates — Exceptional facilities for handling 
both general and bulk cargoes — No light- 
erage — Railroad storage yard 500-car ca- 
pacity — Tracks extend entire length all 3 
piers — 25 acre yard adjacent to piers for 
storage and distribution of lumber. 


Three piers, each 1300 ft. long—4 open 
bulkhead berths—8 warehouses with 2,200,- 
000 sq. ft. space— Warehouses served by 
depressed tracks and concrete drives. 
Receiving, delivering and classification 
yards have over 4,000-car capacity — Every 
modern device for rapid and economical 
handling, all classes of cargo— Forty 
acres open storage space for lumber, metals 
and ores. 


5e-IS== 


wi 
tic 


93-502 


3-3 
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S hi ers: The above means great money saving to you. Read carefully — then direct 
p p * your freight to be delivered to these splendid terminals, and warehouses. 


All structures are concrete and steel, completely sprinkler protected, affording greatest safety 
and security with lowest possible insurance rates. Our Single Unit Policy of administration under a 
management specializing in the operation of terminal and warehouse facilities insures uniform stand- 
ards of service to vessels and shippers alike. Our service costs no more — why pay as much for less? 


Write or telephone the company nearest to you and our rates and arrangements will be promptly 
furnished, together with descriptive illustrated folder. 


HARVEY C. MILLER, President 
319 Commercial Trust Building, Philadelphia, Pa. 
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Industrial Opportunities 


Chesapeake & Ohio Railway 


THE ROAD OF 
“SERVICE” 


The Chesapeake & Ohio Railway traverses a territory possessing 
the fundamentals essential to a varied line of 
industrial operations, covering: 


RAW MATERIALS of a large range of usage. 
FUEL of the highest efficiency. 

POWER available for any load desired. 
TRANSPORTATION of the highest order. 
LABOR—native and plentiful. 

LIVING CONDITIONS—excellent and reasonable as to cost. 


CLIMATE— favorable in many places to year around outside work. 


. Proximity to the great markets. 


The Industrial Department of the Chesapeake & Ohio Railway will 
welcome the opportunity of submitting surveys and general informa- 
tion on locations on its line for the various lines of manufacture. 


INDUSTRIAL DEPARTMENT 
The Chesapeake and Ohio Railway 
RICHMOND, VIRGINIA 
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SOUTHERN PACIFIC LINES 
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® ® RAISIN WEEK OBSERVANCE, FRESNO, CALIFORNIA * 

k ATIONAL recognition for one of California’s principal products, the ® ® 
& te raisin, has been given through observance of Raisin Week, April 25 n Mm 
ry = to 30, now an annual affair. The Raisin festival is held at Fresno, en 2 

| [oo] California, in the heart of California’s rich vineyard district. a me 

mE = A choice of special raisin dishes, demonstrat- many sections of the state and is shipped to s2Se 
oe 76 ing the variety of uses for the raisin, are avail- all parts of the World. In the above photo- Smee 
= on able on Southern Pacific dining cars and are graph the grapes are shown being picked in a ng 
= ez featured on its menus during Raisin Week. Fresno vineyard. The inset gives an indication cs) = 

4-3 oe While Fresno is the center of the raisin in- of the irrigation system in that region. & x 

mo dustry in California, the fruit is produced in “ 

® ® For information 

S Write, telegraph or phone ® ® 
° e ¢ 
3 ® ‘“‘General Agent, Southern Pacific Lines’’ alt = 
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